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TRAFFIC WORLD INDEX 

The index for The Traffic World, Volume 27, Jan- 
uary-June, 1921, will be mailed to subscribers with the 
July 9 number of this magazine. The volume is larger 
than the one for the preceding six months and covers an 
exceedingly interesting period. Subscribers should be 
on the lookout for the index and preserve it for binding 
with the copies of the magazine. 


HELP FOR THE RAILROADS 

For the reason that we have so-seriously disagreed 
with him in the past, we are especially pleased to be able 
now to endorse the position taken by Alba Johnson, pres- 
ident of the Railway Business Association, in his com- 
munication to the President of the United States on the 
railroad problem. Of course, Mr. Johnson is selfish in 
his desire that the Rea plan for providing cash for the 
railroads be adopted, for railroad cash means expendi- 
tures for the things in the sale of which Mr. Johnson and 
his association are interested. But everybody is more or 
less selfish, if his motives be minutely analyzed, and 
mere selfishness is not to be criticized unless it means 
the desire to serve self at the expense of someone else. 
If self-service means also the public good, it cannot be 
denied by a sneer. In this case we think it means just 
that. Money for the railroads—the payment in cash of 
money that is fairly due them and the funding of debts 
contracted by them to the government while they were 
under government control—means not only help for the 
railroads themselves, but help for those who have things 
to sell to the railroads and, therefore, for business gen- 
erally. It means help for the government also. The 
government is supported by taxes—just now largely 
through the income and excess profits taxes. If business 
is dull the tax decreases. If business revives and pros- 
pers the tax payments grow. Therefore, the govern- 
ment, from its own point of view, would probably be 


making a clever business move if it appropriated the 
money necessary to make the deal proposed by Mr. Rea 
and advocated by Mr. Johnson. The money would come 
back in taxes. 

We recommend also what Mr. Johnson has to say 
about the practice of shippers running to their congress- 
men and the President with complaints about rates. We 
have had some things to say ourselves along this line. 
Nothing is more needed in this situation than the knowl- 
edge that the Commission alone will deal with rates, ex- 
cept as Congress, after finishing the investigation now 
under way, may see fit to change the law. 


BRITISH RAILROAD BILL 

The British parliament now has before it a trans- 
portation bill, which, if passed substantially as drawn by 
Sir Eric Geddes, former: Baltimore & Ohio brakeman, 
now minister of transport, will establish a commission 
having the power to initiate and establish rates, force 
the railroads of Great Britain into six large groups, es- 
tablish a central wage board, put disputes as to wages 
and working conditions on a given road into the hands 
of a council or councils on that road, and put the power 
into the minister of transport to issue service orders and 
to enforce economy by joint use of terminals. 

In its broadest aspects the measure closely resem- 
bles the Esch-Cummins law, which, in the making, was 
studied by a commission of railroad men representing 
the British Board of Trade, the members of which vis- 
ited the United States about a year ago. 

At present, rates in the United Kingdom are 
made by the railroad companies, observing rates made 
by statute as maxima. The Railroad and Canal Com- 
mission, which has a limited jurisdiction over rates and 
practices against which complaint may be made, is not 
to be abolished, but the new commission would have as 
great power over the establishment of rates, in the first 
instance, as has the Interstate Commerce Commission. 
It would be known as the Rates Tribunal. It would be 
composed of a permanent legal chairman—that is, a law- 
yer—a railroad man, and a shipper, or “trader,” as the 
British call a shipper. 

The new group companies of railroads would be gov- 
erned by boards of directors of twenty-one members 
each. Each of the amalgamated or consolidated com- 
panies would have at least four directors, “having sub- 
stantial trading interests in the area served by each 
group.” In other words, there would be shippers on the 
boards of directors of the consolidated transportation 
companies. Consolidation of the roads would be obli- 
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GULF, MOBILE & 
NORTHERN R. R. 


With Fast and Dependable Freight Service 
operated on schedules united with those of 
connecting carriers and providing SECOND 
morning delivery BETWEEN Jackson, Tenn., 
Bells, Tenn., New Albany, Miss., and Mobile, 
Ala., and New Orleans, La., the GM&N 
offers an unexcelled route for the handling 
of Foreign, Coastwise and Domestic traffic 
BETWEEN the East, North and Middle 
West and Mississippi Valley, Gulf Ports, 
Southwestern Territory, Mexican border 
points and California Terminals. Shipside 
delivery effected on Foreign and Coastwise 
traffic at Gulf Ports, inland and ocean rates 
quoted, bookings made, papers handled, AND 
FULL INFORMATION furnished covering 
movement of shipments from point of origin 
to final destination. 


These services may be obtained, without 
extra cost, by routing your traffic:— 


Care of ““GM&N’’ 


“The Road of Service’ 
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The Cincinnati, Indianapolis & Western Railroad Co. 


With its connections 
“THE SHORT LINE FROM COAST TO COAST” 


The Cincinnati, Indianapolis & Western Railroad is the short line on traffic routing to and through Kansas City avoid- 
ing the larger terminals. 

Through St. Louis, Peoria, Chicago and connections it reaches the Southwest, West and Northwestern territories, and 
is a natural intermediate line on through traffic between the East and West, North and South. 

The thorough co-ordination existing between the traffic and operating departments coupled with motive power of high 
class and condition assures efficient handling of traffic. 

FAST FREIGHT schedules are uniformly maintained between Springfield, Decatur, Tuscola, Indianapolis, Rushville 
Connersville, Hamilton, Cincinnati, and all points on its line and beyond these junctions in Central Freight Association and 


New York, Boston, Albany, Philadelphia, Syracuse, Baltimore, Rochester, Norfolk, Richmond and all Eastern, Southern and 
Southeastern points. 


Fast Freight Service in connection with all Fast Freight Lines Routes. 
J. A. SIMMONS, General Traffic Manager C. 1. & W. R. R. Building, Indianapolis, Ind. 
For information as to Rates, Routes, Service, etc., ask any Railway an 










R. B. KINKAID, Assistant General Freight Agent 
nt or address the C.I. & W. R. R. at any of the following points, where we have 
eneral Agents: 2 
cL &@ W. R. R. Building, Indianapolis, Ind. 201 Mercantile Building, Cincinnati, Ohio. 






1210 Barclay Bldg., New York 
33@ Reisch Building, Springfield, Ill 337 Marquette Bldg., Chicago 728 Monadnock Bidg., n Fran Calif. 
Building, St. Louis, Mo. 312 Park Bidg., Pittsburgh, Pa. 609 Wesley-Roberts Bldg., Los Angeles, Calif. 

107 Railway Exchange, Kansas City, Me. 41 Perter Bidg., Memphis, Tenn. 514 Colman Bldg., Seattle, Wash. 
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gatory and would be brought about by agreement among 
the companies not later than June 30, 1922; otherwise 


the subject would be referred to a special tribunal for 
decision. 


LOSS OF RAILROAD INITIATIVE 

Mr. Otto H. Kahn recently said that the railroads 
had lost energy, push, and initiative in proportion to the 
increase in the powers of the Interstate Commerce Com- 
mission. That is a broad statement, perhaps, but, what- 
ever the cause, it seems at least to be a fact that there is 
an increasing disposition on the part of railroad traffic 
officers to rely less and less on their own initiative and 
more and more on the elaborate structure of executive, 
general, district, advisory and auxiliary committees that 
they have been building up. The scope of these various 
organizations has now been extended to such an extent 
that the traffic officers of the various roads have little 
actual authority even in the matter of rates, rules, and 
regulations on strictly local business. The accepted the- 
ory today seems to be that, even as it is impossible to 
drop a pebble into the ocean without changing infinites- 
imally the level of the water, so it is impossible for the 
K. Y. L. road to change a rate on sand, brassieres, corn 
plasters, or what not between two towns in the state of 
Maine without disastrous effects in far off California. 
That may be correct theoretically, but in actual practice 
it is absurd, and if the railroad traffic officers do not take 
heed they may run the danger of being reduced to a lady- 
like state of innocuous desuetude. 

It is axiomatic that there can be no effect without a 
cause Or causes. One cause is perhaps the long swing 
of the pendulum from the old wild scramble for tonnage 
without regard to revenue, which existed to a greater or 
less extent up to about the year 1906, to the opposite 
extreme of caution and timidity which tends toward the 
rejection of propositions for reduced rates on general 
principles without regard to the merits of the applica- 
tions. But that is only one cause. A more important 
one, probably, is the multiplication of the rules, regula- 
tions, decisions, and rulings of not only the Interstate 
Commerce Commission but the various state commis- 
sions. These are so numerous, so complicated and so 
conflicting that half the time or more of the freight traf- 
fic officers is taken up in devising means of living up to 
them and keeping their tariffs and classifications in 
proper shape. From this springs a differentiation of the 
traffic forces so that, while in former days a man at the 
head of the traffic department knew something of all the 
various phases of the business, today we have the “com- 
merce man” whose time is wholly taken up in collaborat- 
ing with the legal department in the cases coming up 
before the various commissions; the tariff man, who con- 
fines his operations to the publication and distribution 
of the tariffs; the officer who spends his time attending 
the various meetings of the freight traffic committees ; 
and last, but not least, the man who is responsible for 
getting business. 

Now see how it works out. A shipper presents a 
perfectly good application for reduced rates on his com- 
modity. It goes to the local district committee and, as 
the members are mostly men more or less familiar with 
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the selling end of the business, it may recommend the 
proposition. From there it goes to the advisory com- 
mittee, the training of whose members is more likely to 
have been along tariff than soliciting lines. Their nat- 
ural disposition, therefore, would be to look at the mat- 
ter from a technical point of view. They would not be 
particularly concerned with the question as to whether 
or not the granting of the petition might result in new 
business or an increase in tonnage, but rather in seeing 
that they did not recommend anything that would vio- 
late the integrity of the tariffs or be likely to lead to still 
further applications for changes in rates. In other words, 
in defending the existing conditions as embodied in the 
tariffs they would possibly lose sight of the fact that, 
after all, what the railroads want is tonnage rather than 
tariffs, and that, no matter how apparently perfect the 
tariff may be, it is only as sounding brass or tinkling 
cymbals if it will not move the freight. 

While the committee theory, in the handling of rail- 
road traffic matters, may be all right in these days of ul- 
tra-regulation, provided it is not carried “ad absurdum,” 
and while undoubtedly it is capable of producing and 
does produce much good, the freight traffic officers would 
do well to be careful not to divest themselves entirely of 
their powers or surrender all their functions, but in par- 
ticular to retain their control of local business without 
regard to the “pebble in the ocean” theory or the vain 
search for uniformity. Let the form, harmony, breadth, 
and finish of the tariffs*be considered secondary to the 
promotion of business, the developing of new and the 
increasing of old tonnage. Parenthetically, though the 
actual figures are not at hand, it may be regarded as a 
safe assertion that, owing to the various regulatory bod- 
ies’ requirements, the railroads are compelled to disburse 
more money for tariffs than they spend for obtaining 
business. Yet the obtaining of business and handling it 


properly is the only basic reason for the existence of a 
railroad. 


WAGES AND WORKING RULES 


So far as the relations between the railroad corporations and 
their employes are concerned, July 1 marked the most important 
day since the taking over of the roads by the government. Wage 
reductions ordered by the U. S. Railroad Labor Board in its deci- 
sion No. 147 of June 1, and in an addendum to that decision June 
25, which cover practically all the employes on the class 1 roads, 
went into effect July 1. 

The action which the labor organizations were to take with 
regard to this cut was to be determined at a conference of their 
chief executives in Chicago on the day the cut went into effect. 
At the same time, chairmen of the so-called big four brother- 
hoods and the maintenance of way men were to hold separate 
meetings in Chicago. Reports of matters decided at these meet- 
ings were to be submitted to the conference of executives. 

It was stated at the headquarters of the Railway Employes’ 
Section of the American Federation of Labor, in Chicago, that 
a referendum vote was being taken to determine the attitude of 
the workers on the reduction in their wages. The result of this 
vote, it was said, would not be known for several days. The 
possibility of a general strike has been rumored, but seems not 
to be taken seriously by the railroad executives, members of the 
Labor Board or by the labor leaders. B. M. Jewell, president of 
the Railway Employes’ Section, expressed the belief that “with 
proper co-operation from all concerned, including the railroads 
and the public, all our troubles can be settled.” 


In addition to being the executive date of the new wage 
scale, July 1 was also the date set by the board in its decision 
No. 119, of April 14, for the abrogation of the national agree- 
ments, regarding the relative fairness or unfairness of which a 
controversy had existed for over a year. These agreements, ne- 
gotiated between the employes and the government in the period 
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of federal control, will be succeeded by agreements negotiated 
between the railroad corporations and their employes. 

In an effort to expedite the negotiating of rules and working 
conditions between carriers and their employes, the U. S. Rail- 
road Labor Board, June 28, removed an obstacle which seemed, 
more than any other, to be hampering these negotiations. In 
an addendum to its Decision No. 119, abolishing the so-called 
national agreements, effective July 1, the board ordered that all 
overtime work on the part of railroad employes shall be paid 
for at regular rates after July 1, on roads where no other agree- 
ment has been reached. 

Board members are disappointed at the failure of many 
roads to arrive at agreements, the general view being that they 
are being made at a much slower rate than had been expected. 
Because of the fact that, from appearances, it seemed that few 
of the railroads would be able to put into effect rules and regu- 
lations of their own on July 1, the board, in the same addendum, 
ordered the extension of the national agreements on such roads 
as had not arrived at agreements on that date, until such time 
as agreements have been reached or the board prescribes rules 
for application on individual roads. 

In explaining its position with regard to these rulings, the 
board said: 


In some instances the carriers and the employes have reached 
an agreement upon all rules. In a considerable number of instances 
there remain certain rules upon which no agreement has been 
reached, while in others conferences have not as yet been begun. 
Under these circuntstances, in order that no misunderstanding may 
exist or unnecessary controversy arise, it appears necessary, purely 
as a modus vivendi, that the Labor Board establish a uniform policy 
to be pursued with regard to the undecided rules until such time as 
it is possible to make a decision. 

In the available reports from the conferences held in accordance 
with the direction contained in Decision No. 119, it is found that the 
principal rules still the subject of dispute are those governing the 
payment of overtime. The Labor Board.directs as follows, effective 
July 1, 1921, with the understanding that if the rules promulgated 
by the Labor Board to be effective July 1 are more favorable to the 
employes, adjustment in compensation due the employes will be 
made by the carrier: . 

1. All overtime, in excess of the established hours of service 
shall be paid for at the pro rata rate; provided, that this will not 
affect classes of employes of any carrier which have reached an 
agreement as to overtime rates, nor classes of employes of any 
carrier who by agreement or practice were receiving a rate higher 
than pro rata prior to the promulgation of any general order of the 
United States Railroad Administration relating to wages and working 
conditions. Inasmuch as this hoard has not as yet given considera- 
tion to any dispute on overtime rates, this order should not be con- 
strued to indicate the final action and decision of the Labor Board on 
disputes as to overtime rates which have been or may be referred 
to the board. 

In lieu of any other rules not agreed to in the conferences 
held under Decision No. 119, the rules established by or under the 
authority of the United States Railroad Administration are continued 
in effect until such time as such rules are considered and decided 
by the Labor Board. 


Status of General Office Clerks 


An additional ruling which, in effect, says that the majority 
of any craft on any road shall negotiate for that craft, and not 
that a majority in any locality may seek its own rules and reg- 
ulations with the carrier corporation, was given out by the 
board, June 29. The question arose in several localities where 
the employes in the general offices of various carriers sought 
to negotiate agreements separate from those being negotiated 
by the Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, Express and Station Employes, which organization 
included a majority of the clerks employed by these carriers. 
The general office clerks contended that their duties differed 
radically from those of other clerks and that therefore they 
should represent a separate craft. 


The board denied this right to the general office employes, 
holding: 


The employes in the general office, now covered by existing agree- 
ments with the Brotherhood of Railway and Steamship Clerks, Freight 
Handlers, Express and Station Employes do not constitute, within 
the meaning of principle 15 of Decision No. 119, a craft or class 
separate and different from other employes in clerical and station 
service. They should, therefore, be included within the agreement 
to be made between the carrier and the organization representing the 
majority of the employes in clerical and station service. This de- 
cision will not operate to prevent the exclusion of the personal office 
force and confidential positions in the general offices from the applica- 
tion of the agreement. 


Wage Cuts Extended 


Addendum No. 1, issued by the U. S. Railroad Labor Board, 
June 25, extended the wage reductions specified in the board’s 
decision No. 147 over 92 additional railroads. The reductions 
are identical in amount with those contained in the original 
decision and go into effect simultaneously with them, July 1. 
Some additional classes of employes are affected, chiefly those 
connected with floating equipment. The reductions ordered in 
the wages of these workers are generally about the same as 
those ordered in the wages of rail workers of corresponding 
grades of pay. 

The board also issued, on the same day, another interpre- 
tation of its Decision No. 119, which ordered the abrogation of 
the national agreements. This interpretation answers a ques- 
tion brought before the board by the Order of Railroad Tel- 
egraphers as to whether the decision would terminate the 
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agreements now in force between that organization and the 
railroads on its effective date, July 1. The board held that the 
telegraphers were not affected by the decision since no dispute 
regarding their agreements had been before the board. If the 
agreements now in force are not satisfactory to either party, 
the board calls attention to the fact that “changes may be made 
after the required notice, either by agreement of the parties, or 
by decision by the board after proper conference.” 


PURCHASE OF C., T. H. & S. E. 


The Trafic World Washington Burcau 


The Commission, in finance docket No. 1383, has sanctioned 
the plan whereby the Chicago, Milwaukee & St. Paul acquires the 
stock of the Chicago, Terra Haute & Southeastern and the mak- 
ing of a lease whereby the Milwaukee will become the first line, 
east or west of the Mississippi that will be able to carry traffic 
through Chicago without having to interchange traffic there. The 
Milwaukee owns a fourth interest in the Indiana Harbor Belt, 
which connects its rails with those of the Southeastern at Blue 
Island. The Milwaukee has trackage rights over the rails of the 
belt line so that, if it desires, after the lease of the property 
of the Southeastern has been consummated, it can send a train 
through from the Pacific coast to West Port, Ind., a short dis- 
tance from Terre Haute, without having it run over foreign rails. 

Inasmuch as the Southeastern is to operated by the Mil- 
waukee, the arrangement will amount to an extension of the rails 
of that carrier into what is fully recognized Official Classification 
territory and nothing but Official Classification territory. The 
Illinois Central, which has lines into Western Classification terri- 
tory, has lines into and through Illinois, but Illinois Classifica- 
tion territory has not been wholly abolished, hence the novelty 
of the Milwaukee’s position. 

To bring about this union of the Milwaukee and the South- 
estern, the Milwaukee has been authorized to assume liabilities 
of the Southeastern, amounting to $19,154,000. The liabilities to 
be assumed are: $200,000 of equipment bonds; $837,000 promis- 
sory notes; $4,244,000 of first and refunding mortgage bonds, and 
$6,336,000 of income mortgage bonds of the Chicago, Terre Haute 
& Southeastern; $250,000 of the first mortgage bonds of the Bed- 
fort belt and $7,287,000 of the first mortgage bonds of the South- 
ern Indiana Railway Company. 

The Commission decided that the proposed operation of the 
Southeastern by the Milwaukee would not be an abandonment of 
operation requiring the issuance of a certificate allowing it. 
Therefore that part of the Milwaukee’s application has been 
dismissed. 


More important, it is believed, however, than the fact that 
the Milwaukee, in acquiring the Southeastern and thereby mak- 
ing Chicago only a station on a through line, is the fact that the 
Southeastern is a coal-carrying road, from the mines on which the 
Milwaukee can obtain coal enough for its own use. Nearly all the 
coal the Milwaukee uses must be bought from mines on foreign 
rails, on which the full rate to junctions of the Milwaukee must 
be paid. In 1920, it estimates, it used coal on which it paid to 
other railroads charges amounting to $3,479,837. Its officers 
estimate that the saving on its coal bill will be big enough more 
than to pay the rental for the Southeastern and the taxes. The 
Milwaukee believes it can haul coal from the mines on the 
Southeastern to points in Wisconsin, Minnesota, Iowa and South 
Dakota in competition with coal from the Illinois fields. 


Objection to the proposed lease for 999 years was made by 
some stockholders of the Milwaukee. The Michigan public utili- 
ties commission challenged the jurisdiction of the Commission 
to pass on the application, as it has done in other cases brought 
by railroads operating in Michigan; but the Commission did 


no more with the protest and the challenge of jurisdiction than 
to mention them. 


DEFINITION OF SUBORDINATE OFFICIALS 


Earl H. Morton, grand president of the Order of Railroad 
Station Agents, has filed a petition with the Commission asking 
for a modification of the findings of the Commission as to what 
classes of railroad employes are embraced within the term 
“subordinate officials.” The Commission held in its findings 
that supervisory station agents could not be classed as “sub- 
ordinate officials” because of the nature of their duties. Morton 


contends that the station agents should be classed as “subordi- 
nate officials.” 


APPLICATION TO CONSTRUCT AT FLINT, MICH. 


A certificate of public convenience and necessity authorizing 
it to construct 814 miles of railroad in Genesee County, Michigan, 
is asked by the Flint Belt Railroad Company in an application 
filed with the Commission. The company says the primary 
purposes of the line are better railroad service for the indus- 
tries of Flint, Mich., and to furnish a cut-off by which trains 
of the Pere Marquette can go through the city of Flint without 
going over the pretent main line of that road through the cen- 
gested district of the city. 
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Current Topics 
in Washington 
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Causes of Business Depression.—It may be, as western bank- 
ers told President Harding, that the failure of the government 
to pay the railroads what it owes them is the chief reason for 
the failure of business to revive, but Secretary Hoover has a 
different idea. His thought is that the decrease in the purchas- 
ing power of the farmer is the thing that has put hobbles on 
business. As his statisticians figure it, the general index of 
commodity prices is 157 per cent of what it was pre-war, while 
the index of the prices of farm products is only 97 per cent of 
what it was. H. G. Wells, in his book on the salvaging of civil- 
ization, has indicated that the creation of so many new boun- 
daries in Europe, the erection of barbed wire entanglements to 
keep the Ruthenian, who is a vassal of the Checko-Slovak, trad- 
ing with the Austrian, who is the traditional enemy of the Slavs 
of all kinds, has stopped considerable business. Still another 
thought is that the conversion, during the war, of the United 
States from a debtor to a creditor nation is such a profound dis- 
location of the finances of the world that much time must elapse 
before there can be anything like normality again. The farmer 
who sees his truck rotting while the price of vegetables in the 
cities is mountain high thinks it is the freight rate that is the 
primary evil. Perhaps the man who is not an economist, a statis- 
tician, or an expert of any kind, will be forced to the conclusion 
that each of the theories explains some part of the vast whole; 
that the trouble with each explainer is that he thinks the little 
segment of business he sees comprehends the whole, and, there- 
fore, that the world is dense when it does not act on his theory 
that all would be well if the thing he has found as the cause 
of the trouble were removed. All this comes down to the remark 
that, while President Harding and many others seem to think 
a reduction in freight rates, in and of itself, is one of the finest 
things that could be imagined, the railroads are never able to 
make a reduction to or from any place without’ causing some 
one to think that evil days have come to him. Every one of 
the recent reductions has been vigorously opposed, because 
the reduction meant a change in relationship. A rate, in its his- 
tory, is almost as interesting as the so-called race feuds in 
Europe—which, in many instances, are not race feuds at all, but 
merely enlarged village brawls. When they began nobody knows. 
The same is true with regard to many rates. Nobody knows 
when a rate was first made, so no one can positively say that 
raising it or lowering it is in violation of the relationship that 
existed when it was first established. When rates go up certain 
shippers lose and certain others win. When they come down 
the losers in the prior movement win and the former winners 
become losers. President Wilson favored putting up rates, 
and they went up, whether because or despite of him is not ma- 
terial. President Harding favors their coming down—and some 
are slipping; but whether this is because of or despite of him 
is the thing to be decided by each man interested enough to 
worry over the question. 





Some Language Experiments of the Commission.—The lan- 
guage the Commission uses in disposing of cases is becoming 
about as uninformative as that used by the Federal Trade Com- 
mission in handing down its opinions. There was a time, not 
long ago, when the commissioners took delight in telling why 
the thing the Commission was doing was being done. Once in a 
while a commissioner takes his pen in hand and dashes off a few 
thoughts. Usually, however, the decision is couched in routine 
terms, including “seasonably filed,’ which words tell nothing 
other than the conclusion of the Commission that the complaint 
was filed within the time set by the statute “and not there- 
after.” A new bunch of words has been introduced recently. 
They are: “Except under circumstances not here present our 
jurisdiction over intrastate rates terminated with the ending of 
federal control.” There are those who object that the derivation 
of the word “circumstances” forbids the use of the word “under” 
in connection with it, but that is not the point. The query is as 
to the reason for indicating that there might be a question of 
jurisdiction in connection with the matter when it did not arise 
in the case. No one with any knowledge of the law will now raise 
the question of jurisdiction over intrastate rates in the period of 
federal control. Nor, it has been pointed out by those who have 
commented on the excessive caution shown in using that phrase, 
would it be of any effect for a person to remark that the Com- 
mission’s jurisdiction over intrastate rates was enlarged in the 
transportation law, when no one had raised any question in con- 
nection with that enlarged power. Judge Hough of the United 
States Circuit Court, in a recent case, in commenting on one 
of the Federal Trade Commission’s reports or decisions, ob- 
Served that stating a conclusion of law as a fact did not have 
the effect of converting that conclusion into a fact. 
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Revival of Waterway Commerce.—Boats and rumors of boats 
to take business away from the railroads come to the Commis- 
sion nearly every day. The bearers of the tidings that the rivers 
on which Congress has spent hundreds of millions are to be 
used, are frequently brought by those who are seeking lower 
rates. According to these reports, each of which seems to have 
some foundation in fact, there soon will not be room for the cat- 
fish in the Ohio, Mississippi and other rivers, because the boats 
and barges will use all the space. It may be that the high rates 
forced on the railroads by government control and other facts 
over which the railroads had no control, may result in a larger 
utilization of the waterways, because they can perform trans- 
portation services cheaper. There are many traffic men who 
have hoped that such a fact would come about, their belief being 
that the rivers should be used for the transportation of the 
heavy raw materials and the railroads reserved for the move- 
ment of the higher rated, finished products. In Europe the heavy 
stuff is carried by the rivers and canals, but American railroad 
equipment was planned to haul enormous quantities of raw 
material and, up to this time, the boats and barges on the rivers 
could not compete in that traffic, except in the case of coal. Most 
of the river boats, except for coal, were for package service, 
with cotton about the only raw material carried on them in large 
quantities. If the rumors of barge lines to carry practically 
every kind of bulky material come true, the European method 
of handling stuff may prevail in this country. With the mills 
running full time on raw materials brought in in boats, it is be- 
lieved they would be able to produce enough to fill the freight 
cars. 





Reductions in Freight Rates.—While it has been explained, 
times almost without number, that the decisions of the Railroad 
Labor Board, which may save as much as $700,000,000 a year to 
the railroads, cannot be made a warrant for a general reduction 
in rates, representatives of the Commission and the Railroad 
Administration who have been out on the road on official busi- 
ness, bring back reports that many of the smaller shippers 
seem to have an idea that there will be a general reduction 
soon after July 1. The fact that the prospective saving will 
merely move the railroads back about a few inches from the 
brink of a financial abyss does not seem to have got into the 
heads of those who have.the idea of a reduction on the first 
day of the new fiscal year. Another erroneous notion that 
seems to prevail pretty generally is that when a railroad’s oper- 
ating ratio falls below 100 it is beginning to make some money. 
The fact, of course, is that when the operating ratio is 100 the 
railroad is paying every dollar it takes in from the shipper for 
the mere operation. Interest on the bonds and taxes is not de- 
ducted before the operating ratio is calculated. The chances are 
that when the operating ratio reaches 92 the road is actually 
taking money out of its reserve, or borrowing some, to keep the 
sheriff from taking possession. One of the commonest retorts to 
all suggestions that the railroads are not making money is that 
neither is the man who is doing the talking, and that there is no 
reason why the government should be so solicitous about the in- 
come of the railroad and so unmindful of the income of other cit- 
izens. The obvious retort to that, which is that the government 
does not keep down the prices in other lines of business as it 
regulates railroad rates, does not satisfy the man who takes the 
position that the government has no business making special 
efforts to assure an income for the railroads. A rate reduction 
is what he thinks he is entitled to receive and what he is going 
to talk about—probably until business gets so brisk that he 
will not have time to talk any longer. 





Reclamation of What Was Formerly Waste.—Old-timers who 
remember the row before the Commission a few years ago about 
the rate to be paid by blast furnaces for the service performed 
by a railroad in taking slag away from a blast furnace and wast- 
ing or dumping it somewhere so as to get it out of the way, are 
rubbing their eyes, as they see operations going on on Lake Su- 
perior to recover slag from shallow water into which it was 
dumped not long ago. The idea of anybody hunting up slag is as 
ridiculous as it would have seemed to a boy of thirty-five or 
forty years ago if somebody had offered him money to dig coal 
tar out of the pits into which the gas company threw it to get 
it out of the way. But they are reclaiming slag now because 
the blast furnaces in the northwest are not producing enough of 
it to keep the cement mills in that vicinity going. Digging in 
the lake for slag as a raw material for cement is an operation 
akin to the washing of bits of hard coal from the mountainous 
culm piles in Pennsylvania. The culm piles have yielded com- 
parative riches for owners of coal land the deposits on which 
were worked out long ago. Cuba and Louisiana have statues 
forbidding, under heavy penalties, the dumping of blackstrap 
into streams. Most southern states have laws punishing those 
who throw cottonseed into water courses. All were enacted 
when these immensely valuable by-products were waste mate- 
rial, the disposal of which added considerably to the cost of 
manufacture. The taking of furnace slag from Lake Superior 
suggests that perhaps some day pig iron will become the by- 
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product of slag mills. It is only a few years back that gasoline 
was a troublesome by-product of petroleum distillation. There 
are still some states that pay large fees to inspectors who gravely 
test kerosene to make sure that it is not doped with more than 
a reasonable amount of gasoline, although the refinery super- 
intendent who would allow one drop of gasoline to get into his 
kerosene cut would be incontinently “fired” before night fall. 
Oil inspection, however, is a good graft for politicians who would 
not be above taking the money from somebody’s pocket if there 


were no more danger than there is in connection with that now 
ridiculous inspection. A. B&B. Hi. 


ALFALFA RATE QUESTION 


The Trafic World Washingtcn Bureau 


A fervent appeal or demand for rehearing has been made 
in docket No. 8968, E. J. Woolworth vs. Union Pacific, by the 
complainant on the ground that he has found new evidence, 
new violations of the act, discoveries of decisions and laws un- 
known to him at the time of the original hearing, and on ac- 
count of errors in the original decision. The question in this 
case is as to whether the rate on alfalfa meal from Gibbon, Neb., 
to Missouri River is 14 cents as contended by the railroad, or 
10.5 cents as contended by the complainant. A subsidiary ques- 
tion is as to whether the agents of the carriers gave Wool- 
worth in writing a statement that the rate was 10.5 cents as 
claimed by him, that has any weight in the case. He claims 
that he bought alfalfa and sold alfalfa meal in reliance on the 
written statements of agents of the carrier, and was heavily 
damaged thereby and that the law says he shall be made whole. 

This matter has been the subject of litigation in the courts, 
the Union Pacific undertaking to collect undercharges. Wool- 
worth feels aggrieved over the declaration of the Commission 
that “the Union Pacific is now attempting by appropriate court 
decisions to collect undercharges on such shipments.” He con- 
siders that the Commission erred in making that declaration 
because, in the case cited in support of what was done to Wool- 
worth in the original decision, the Commission had held the 
rate in question to be unjustly discriminatory. 

Among the newly discovered evidence, Woolworth said, was 
that the carriers are hauling ground alfalfa to the Missouri 
River from Colorado for much less than baled alfalfa, although 
the baled alfalfa loads much lighter than the ground, which is 
also known as alfalfa meal. Woolworth alleged in the court 
that in every state from Colorado to the Atlantic coast, the rate 
on alfalfa meal was from 60 to 75 per cent of the rate on baled 
alfalfa. From Kearney and Gibbon, Neb., however, he said the 
rate on the meal was 30 per cent higher than on the baled alfalfa. 
He classes as new evidence the fact that the 10.5-cent rate was 
put into effect on the meal shortly after his shipments moved, 
and that it had voluntarily been put into effect by the Burling- 
ton some time before his shipments were made. 

Under the head of new violations cf the act, Woolworth 
declared that the carriers “have made their tariff in such a way 
that tariff experts could rarely find the correct rate.’ He said 
that the local agent always billed the cars to Omaha at the cor- 
rect rate, but that somebody in Omaha changed the waybills to 
the old rate which he claimed had been canceled. 

A difference between an interstate and an intrastate rate 
is the foundation for this case. The 10.5-cent rate on which 
Woolworth thought he was shipping was the Nebraska rate and 
there was no dispute about that. The interstate rate, however, 
was 14 cents, although few of the railroad agents were aware 
that the shipments went outside of Nebraska to get to Omaha 
and thought that the 14-cent rate was the one to be legally 
applied. 

The Commission has declined to award reparation, although 
the carriers changed their interstate rate to meet the state rate 
and the Union Pacific, judging from declarations in another 
case, had no thought of ever applying anything other than the 


10.5-cent rate on movements between Kearney, Gibbon and 
Omaha. 


APPLICATIONS UNDER PARAGRAPH 18 


The Trafic World Washington Bureau 


Adhering to its conference ruling, made in April, that para- 
graph 18 of section 1 pertains only to new construction and 
that a carrier does not require a certificate of public convenience 
and necessity for the acquisition of a railroad constructed before 
the effective date of paragraph 18, the Commission, for more 
than a week, has been dismissing applications made under that 
paragraph, on the ground of no jurisdiction. In each dismissal 
it has set forth the fact that no application had been made under 
paragraph 2 of section 5. The implication from the reiteration 
of _— declaration is that the applicant should file under sec- 
tion 5. 

Question as to whether paragraph 18 of section 1 covered 
old roads about to be acquired by a carrier was raised in con- 
nection with the application of the Pittsburgh & West Virginia 
to “acquire” some of the properties it controls. It was intensi- 
fied by the application of the Soo Line to acquire the Wisconsin 
Northern, not by lease, but by absolute absorption. The applica- 
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tions in connection with the plan of the New York Central to 
acquire the packer railroads in Chicago caused unusual attention 
to be given to the conference ruling limiting the necessity of 
applications to proposals to acquire newly constructed lines. 
That unusual attention culminated in the contention of the Penn- 
sylvania and other trunk lines that if the Commission adhered 
to the conference ruling it would have to dismiss the applications 
in so far as they involved paragraph 18 of section 1. The applica- 
tions, however, are also made under paragraph 2 of section 5, so 
that even if the Commission continues to adhere to its conference 
ruling of April 9, it may exercise some degree of control over 
the proposel acquisition of the packer railroads by the New 
York Central, which is being opposed by the other trunk lines 
entering Chicago on the ground that such acquisition will result 
in giving the New York Central terminals in that city on which 
originate probably more tonnage than on any terminals outside 
of the steel producing districts, if it is not heavier than on them. 

There is as near an even split in the Commission on the 
question as there can be, six upholding the conference ruling of 
April and five opposing it. The broad contention of the oppo- 
nents of the ruling made in April is that the measure of control 
over a carrier to whom a certificate has been issued under para- 
graph 2 of section 5 is less than would be the control under a 
certificate given under paragraph 18 of section 1. Under both 
sections the Commission is authorized to prescribe rules, terms 
and conditions, but only paragraph 18 has teeth in it. Violation 
of the rules, regulations or terms and conditions prescribed 
under paragraph 18 is punishable by a fine of not more than 
$5,000 or imprisonment for not more than three years, or both. 
No penalty is attached to paragraph 2 of section 5. The juris- 
diction of an equity court, of course, could be invoked, for the 
issuance of an injunction forbidding violation, and then the 
carrier that violated the certificate: could be punished for con- 
tempt. 

This tenderness of the majority of the Commission for sec- 
tion 5 is ascribed to a fear that if they allow one carrier to 
acquire the property of another under section 1, paragraph 18, 
they will embarrass themselves in administering the consolida- 
tion paragraphs of section 5, directing them to make plans for 
the consolidation of the railroads of the country into a limited 
number of systems. The theory is that if acquisition is author- 
ized under paragraph 18 of section 1, the Commission, to that 
extent, will divest itself of jurisdiction to assign the property 
acquired under paragraph 18 to any carrier other than the one 
that was given a certificate under paragraph 18 of section 1. That 
is to say, if it authorized the Soo Line to acquire the Wisconsin 
Northern under paragraph 18 of section 1, it could not later, 
under paragraph 6 of section 5, direct that the Wisconsin North- 
ern be attached to the Chicago & North Western, which has a 
parallel and competing line. 


Professor Ripley is working on the plan for consolidation, 
with great seriousness, although there is a large section of the 
transportation world that regards the scheme for consolidation 
in accordance with any plan other than that devised by those 
with the money to invest in it, as one of the most chimerical 
that has ever been backed by Congress. 


ABANDONMENT OF COAL LINE 


Redmond D. Stephens, co-receiver of the Chicago & Eastern 
Illinois Railroad Company, has applied to the Commission for a 
certificate authorizing abandonment of the operation of the 
Chicago & Indiana Coal Railway Division of the Chicago & East- 
ern Illinois. The line the receiver proposes to abandon com- 
prises the property of the former Chicago & Indiana Coal Rail- 
way Company running through the Indiana counties of LaPorte, 
Jasper, Newton, Benton, Warren, Fountain, Parke, Clay, Vigo 
and Porter. The northern terminus of the road is located 6.94 
miles northwest of Morocco. It extends therefrom to Brazil, 
Ind. It also extends from Percy Junction, Ind., to La Crosse, 
Ind. The receiver says there is not sufficient traffic available 
to make possible the operation of the railroad except at a loss, 
and that by its exclusion from the reorganized Chicago & East- 
ern Illinois system, its operation becomes physically impos- 
sible, owing to lack of equipment, facilities, funds or credit 
necessary for such operation. 


VALLEY AND SILETZ RAILROAD STOCK 


The Valley & Siletz Railroad Company, in finance docket 
No. 1484, has asked for authority to issue $700,000 worth of addi- 
tional capital stock, and to transfer the outstanding stock, 
amounting to $300,000 from C. T. Mitchell and F. J. Cobbs, trus- 
tees, to the William W. Mitchell Company, a Michigan corpora- 
tion organized for the purpose of holding the interests of the 
beneficiaries of the trust of which Mitchell and Cobbs are the 
trustees. The purpose is to exchange the stock for the demand 
notes and accrued interest of the company. The notes amount 
to $673,800 and accrued interest to $192,547.44. An operating 
deficit, for three years, ending December 31, 1920, amounting to 
$98,075.31, is also to be covered by this transfer of outstanding 


and to-be-issued stock, leaving an open account balance of $68,- 
272.13. 
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IRON ORE TO GRANITE CITY, ILL. 


In a report on No. 11688, St. Louis Coke & Chemical Co. vs. 
Alton & Southern et al., opinion No. 6950, 62 I. C. C., 194-7, the 
Commission has condemned as unreasonable rates on iron ore 
from Hurley, Florence and Baraboo, Wis., and Iron River, Iron 
Mountain and Ironwood, Mich., to Granite City, Ill., established 
on August 26. New rates of $2.35 per ton from Baraboo and 
$3.25 from the other points of origin are to be established to 
Granite City, not later than September 1. These will be 15 cents 
higher than Baraboo and 25 cents higher than they were prior 
to the general advance on August 26 last year. The rates held 
to be unreasonable are $2.835 from Baraboo and $4.05 from the 
other points mentioned. 

This reduction in rates is to be made so as to give Granite 
City the benefit of the limitation the Commission put into its 
report on Ex Parte 74, that rates from the mines to the upper 
lake ports should not be increased. That limitation held down 
the total of the rates by rail-lake-and-rail to an increase in the 
final rail haul factor beyond the lower lake ports. Granite City, 
receiving its ore by all-rail routes, was called upon to pay the 
full increase of 35 cents applicable in Western Classification ter- 
ritory. 

The complainant contended that the rates on ore do not 
bear a proper relationship to the rates on coal northbound; that 
if properly related rates were made on the ore the southbound 
empty movement of cars would be greatly lessened. The Com- 
mission said the testimony did not show any recognized relation- 
ship of rates on coal northbound and ore southbound. The 
complainant showed many rates on ore to other destinations 
made from 60 to 70 per cent of the rate on coal in the reverse 
direction. 

Traffic officials for the Alton and the Wabash admitted that 
the rates were relatively unreasonable because they were out 
of proportion with the rates to blast furnace and by-product coke 
plants served by rail-lake-and-rail hauls. They suggested that 
$3.25 would be a reasonable rate from the points or origin other 
than Baraboo and what they suggested, the Commission pre- 
scribed. 

The complaining plant, producing pig iron, coke and by- 
products, has been in operation since May, 1920, and up to the 
time of the hearing 110,000 tons of ore had been moved. The 
complainant said that if proper ore rates were made the move- 
ment of ore to Granite City would be approximately 2,400,000 
tons, as a counter-balance for 4,000,000 tons of coal moving in the 
other direction. 


RECEIPT OF SHIPMENTS AFTER 5 P. M. 


An occasional lapsing from a rule that freight shipments will 
not be received after 5 p. m., did not constitute a practice amount- 
ing to a waiving of the rule, said the Commission in dismissing 
No. 11534, Transcontinental Freight Company vs. Director-Gen- 
eral, as agent, opinion No. 6930, 62 I. C. C., 127-8. In that case 
the complainant tendered a shipment of six carloads of machin- 
ery to the Chicago & North Western at Chicago on June 24, 
1918, at 5:20 p. m. The agent refused to sign the bill on the 
ground that the freight station was closed. The next day the 
higher rates decreed by General Order No. 28 became effective 
and the freight bill on the stuff which was to be exported was 
seg more than it would have been had the agent accepted 

e bills. 

The complainant showed that it had had bills signed after 
5 o’clock at divers times. One was signed at 5:05 on the day in 
question, and at that time the agent was notified that the six car- 
loads of machinery involved in this case would be ready in a few 
minutes. The foreman of the freight house, however, instructed 
the clerks not to sign the bill. The Commission said the rule 
had not been shown to be unreasonable. Nor was there any 
showing, the report said, that bills were signed after 5 o’clock 
for shippers other than the complainant, or that the practice 
from which the complainant derived benefit was so general as to 


—- that the rule was not being enforced except occasion- 
ally, 


RATES ON CRUDE PETROLEUM 


_ There will be no reparation on account of the general read- 
Justment of petroleum rates in Oklahoma following the definite de- 
velopment of the Burkburnett and Ranger districts in Texas, the 
Commission having disposed of that question by dismissing No. 
11159, Choate Oil Corporation vs. C. R. I. & P., Director-General, et 
al., opinion No. 6918, 62 I. C. C. 93-6. The Commission held that 
the rates on crude petroleum from the Burkburnett and Ranger 
districts in Texas and the Shreveport district in Louisiana to 
Oklahoma City between January 1 and October 14, 1919, as to 





Decisions of Interstate Commerce Commission 





the Texas points of origin, and between January 1 and Decem- 
ber 31, 1919, as to Shreveport, were not unreasonable. After 
the dates mentioned, the rates to Oklahoma City were revised 
and reduced. The railroads contended that the reductions, being 
part of a general readjustment, should not be made the basis 
for an award of reparation. The defendants defended the pro- 
priety of grouping Oklahoma City with Tulsa and other Okla- 
homa ponits prior to the readjustment on the ground that traf- 
fic in crude oil from the Texas and Louisiana fields to that 
point was in an early stage of development. The report also 
~— No. 11159, Sub. No. 1, Home Petroleum Co. vs. A. T. & 
; B. et al. 


C. N.S. & M. INTRASTATE FARES 


In the opinion of the Commission, expressed in a report on 
No. 11558, In the Matter of Intrastate Fares of the Chicago, North 
Shore & Milwaukee, within the State of Illinois, opinion No. 
6949, 62 I. C. C., 188-94, the carrier mentioned, the interurban 
operating between Chicago and Milwaukee. which has street rail- 
way franchises in the municipalities through which it is oper- 
ated, and which is a consolidation of a number of street railway 
companies, is a common Carrier by railroad subject to the inter- 
state commerce act. 

The Commission held that this carrier, subject to the inter- 
state commerce law, is entitled to charge fares in Illinois as 
high as those prescribed by the Commission for interstate trans- 
portation, and that the maintenance by it of fares in Illinois, in 
accordance with the statute of Illinois, constitutes an unjust dis- 
crimination against interstate commerce in violation of the in- 
terstate commerce law. 

The effect of the decision will be to authorize the Chicago, 
North Shore & Milwaukee to publish fares for application within 
Illinois as high as the fares for like distances for interstate 
journeys, which are on a basis of 3 cents a mile. The order of 
the Commission requires the company to publish tariffs on or 
before September 1, effective on five days’ notice, which will 
remove the unjust discrimination against interstate commerce. 

In terms, the Commission found that there were no condi- 
tions affecting transportation within Illinois which justified the 
maintenance of a lower basis of intrastate fares therein, over 
the Chicago, North Shore & Milwaukee, than the basis of fares 
contemporaneously applicable to the interstate transportation of 
passengers to, from or through the state over such lines; that its 
interstate passenger fares as increased by its tariff, filed with 
the commission, effective November 1, 1920, and now in effect, 
are not higher than is reasonable for interstate transportation; 
that the failure of the railroad to increase its intrastate fares 
upon its interurban lines correspondingly within the state of 
Illinois has resulted and will result in intrastate fares lower than 
the corresponding interstate fares, in undue prejudice to persons 
traveling in interstate commerce over its interurban lines within 
the state of Illinois and between points in the state of Illinois 
and points in the state of Wisconsin, and to localities upon said 
lines within Wisconsin, in undue preference of and advantage to 

persons traveling over its interurban lines, intrastate, in Illinois 
and to localities upon its lines within Illinois, and in unjust dis- 
crimination against interstate commerce. 


The Commission said these findings applied only to the Chi- 
cago, North Shore & Milwaukee’s basic ticket fares, cash fares, 
and its twenty-five-ride bearer tickets. The Commission said the 
record showed that the rates on its other multiple form tickets 
were uniform as to state and interstate commerce. 

Illinois challenged the jurisdiction of the Commission to deal 

with the intrastate fares of the Chicago, North Shore & Milwau- 
kee. It urged that the intrastate service of the railroad within 
Illinois with respect to which an increase was sought was essen- 
tially a street car service. No brief, however, was filed by the 
state or any of. the challenging municipilities. The Commission 
said their position was that the railroad’s intrastate service in 
Illinois should be regarded as separate and distinct from its 
through interstate service, and that as to the former, the Chi- 
cago, North Shore & Milwaukee was not a railroad engaged in 
general transportation subject to the interstate commerce act. 
This contention, the Commission said, was based on two grounds: 
First, that the franchises granted to the predecessors of the ex- 
isting company by the municipalities in terms, were franchises to 
street railways specifically conferring upon the grantees the 
right to use the streets and requiring them to make stops at 
all street intersections; and, second, that the railroad’s local 
intrastate service is that of a street railway, to-wit, that it oper- 
ates the city service of Waukegan; that it affords transfer priv- 
ileges to the city lines of Chicago and Waukegan and that its 
intrastate fares in Illinois are on the zone instead of the mileage 
basis. 
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Admitting all of this, the Chicago, North Shore & Milwaukee 
contended that it was not asking for relief as to any of these 
local services, but merely as to its through railroad service. It 
pointed out that its intrastate fares have been recognized by the 
Illinois commission as fixed on a basis of mileage, namely, dis- 
tances between the main-point stops in the various municipalities. 

The Commission’s conclusion was that the facts of record 
showed that the petitioner was not a street railway in the com- 
mon acceptance of that term or as the term had been construed 
by the Supreme Court and by the Commission in various cases, 
notably the Omaha Street Railway Co. vs. I. C. C., 230 U. S., 324, 
and Jurisdiction over Interurban Electric Railways, 33 I. C. C., 
536. 

The case was brought by petition of the Chicago, North Shore 
& Milwaukee because the Illinois commission forbade an increase 
in the rates from 2 to 2.7 cents per mile for want of jurisdiction 
under an Illinois statute prohibiting any common carrier charg- 
ing for intrastate travel a fare in excess of 2 cents a mile. In 
November, 1920, the carrier filed an interstate tariff on the basis 


of 3 cents per mile and that is the basis approved by the Com- 
mission’s decision. 


EXPORT RATE ON PIG IRON 


The Commission has dismissed No. 11231, Suzuki & Co. vs. 
Wharton & Northern, Director-General, et al., opinion No. 6938, 
62 I. C. C., 144-6, holding that the combination rate of 63.88 
cents per hundred pounds on pig iron, carloads, from Wharton, 
N. J., to Seattle, Wash., for export, shipped in the period from 
August, 1917, to February, 1918, was not unreasonable, unjustly 
discriminatory or unduly prejudicial. 

At the time of movement, a joint export rate of 52.6 cents 
on manufactured iron and steel articles, including billets, applied 
from Wharton to Seattle. The complainant contended that the 
rate assailed was unreasonable because and to the extent that 
it exceeded 47.6 cents, which would have been the rate applied 
had the rate makers, in constructing the rate on pig iron for 
this unusual movement, followed an unwritten rule that the 
rate on pig iron should be not less than 5 cents per hundred 
pounds lower than the rate on manufactured iron articles. 

The railroads defended the.rate on the ground that there 
never had been, before or since, a movement of pig iron from 
Wharton or any other eastern blast furnace point to’ Seattle. 
There was no necessity for an export rate, the railroad wit- 
nesses said, because there was no competition between the At- 
lantic and Pacific ports at the time, the world war having 
destroyed what little competition there had been before. Pig 
iron, however, never was on a competitive basis as between At- 
lantic and Pacific ports. The Commission called attention to 
the fact that the assailed rate yielded 4.17 mills per ton mile 
and 19.16 cents per car mile, which would be high if there was 
any volume of movement. 


SWITCHING CHARGES ON LUMBER 


On the theory that the rate of five cents per 100 pounds for 
switching two carloads of lumber from one private siding to 
another in Williamsport, Pa., resulted merely in an overcharge 
and not the imposition of an unreasonable rate, the Commission 
has dismissed No. 11355, Central Pennsylvania Lumber Co. vs. 
Pennsylvania Railroad and Director-General, opinion No. 6920, 
62 I. C. C., 99-100. The Commission held that a rate of 21 cents 
per ton, applicable on switching movements within the yards, 
should have been used instead of the sixth class rate applicable 
on road hauls. In this case, the lumber came from Leetonia, 
Pa., to Williamsport over lines other than the Pennsylvania 
Railroad. It was put on the side track of the complainant for 
inspection and the removal of the inferior lumber, if any, that 
might be contained in the carload. After that inspection and 
regrading the cars were switched to the track of a furniture 
company. The Pennsylvania contended that the shipments could 
have been routed from Leetonia over its rails, and if that had 
been done, the switching charge would have applied without 
question. The Commission said that it was immaterial how 
the lumber had arrived at Williamsport; that the movement in- 
to Williamsport was from one private siding to another and that 
the rate of 21 cents per ton should have applied. 


RATE ON NITRATE OF SODA 

An award of reparation down to the basis of 15.3 cents has 
been made in No. 10527, E. I. Du Pont De Nemours & Co. vs. 
N. Y. P. & N., Director-General, et al., opinion No. 6924, 62 
I. C. C. 109-10, the Commission holding that the applicable joint 
sixth class rate of 22.1 cents on imported nitrate of soda from 
Norfolk, Va., to Carney’s Point, N. J., in February, 1917, was 
unreasonable because and to the extent that it exceeded a com- 


bination of intermediates amounting to 15.3 cents, based on 
Philadelphia. 


PIG IRON, MEMPHIS-TO BELLEVILLE 
A holding of unreasonableness and an award of reparation 
have been made in No. 11711, Tuffli Bros. Pig Iron & Coke Co. 
vs. Director-General, as agent, opinion No. 6923, 62 I. C. C. 
107-8. The complaint was against a rate of 31.5 cents on a 
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carload of pig iron shipped in February, 1920, from Memphis to 
Belleville, [1l. Complainant alleged that it was unreasonable to 
the extent that it exceeded 15 cents. The 31.5-cent rate is the 
sixth cass applicable in the absence of commodity rates on pig 
iron. The Commission held it was unreasonable because and to 
the extent that it exceeded the rate on special iron articles con- 
temporaneously in effect over the Illinois Central from Memphis 
to Belleville. That rate was 15 cents per 100 pounds. 


RATE ON MOLDING SAND 

The Commission has dismissed No. 11503, Rock Products 
Traffic League vs. Director-General, as agent, C. B. & Q. R. R. 
et al., opinion No. 6922, 62 I. C. C. 105-6, holding that the rate 
on molding sand from Ottawa, Ill., to Chattanooga, Tenn., be- 
tween August 1, 1918, and May 29, 1920, had not been shown 
to be unreasonable or otherwise unlawful. The complainant al- 
leged that the rate of $3.70 a ton charged by the carriers, was 
unreasonable and unduly prejudicial to the extent that it ex- 
ceeded $3.20, contemporaneously in effect from Ottawa to Pitts- 
burgh, Pa., Buffalo, N. Y., and other points in the same group. 
Most of the shipments moved through Evansville, Ind., and 
Nashville, Tenn., a distance of 641 miles. Complainant cited 
rates of $2.30 from Ottawa to Cleveland, O., 428 miles, and $2 
to Wallaceburg, Ont., 523 miles, and insisted that transportation 
conditions from and to these points were similar to those from 
Ottawa to Chattanooga. The Commission said the facts of rec- 
ord did not sustain this contention. 





RATES ON CEMENT PLASTER 


The Commission has dismissed No. 10950, Acme Cement 
Plaster Co. vs. A. T. & S. F., Director-General, et al., opinion 
No. 6928, 62 I. C. C. 119-22, holding that the combination rates 
on cement plaster from Acme, N. M., and Acme, Tex., to points 
in Illinois, Indiana, Ohio, Alabama and Florida, bearing a so- 
called double increase under General Order No. 28, had not been 
shown to be unreasonable or otherwise unlawful. The report 
covers No. 10951, Same vs. Director-General, as agent, et al.; 
No. 10951, Sub-No. 1, Same vs. Same; Sub-No. 2, Same vs. Same; 
and No. 10952, Same vs. Same. The only question at issue was 
as to whether the application of the increase of 2 cents per 
hundred pounds to each factor of combination rates made them 
unreasonable. Complainants contended that General Order No. 
28 intended only one increase to be made in the through rate, 


but that argument did not appeal to the Commission with com- 
pelling force. 








FUEL OIL, CASPER, WYO., TO WHITING, IND. 


A finding of unreasonableness and an award of reparation 
have been made in No. 11786, Mid-West Refining Co. vs. Diretcor- 
General, as agent, opinion No. 6934, 62 I. C. C. 135-6, as to a 
rate of 54.5 cents on 38 cars of fuel oil, shipped in September, 
1918, from Casper, Wyo., to Whiting, Ind. The rate was held 
unreasonable because and to the extent that it exceeded a sub- 
sequently established rate of 45.5 cents. The imposition of the 
higher rate was due to the fact that the Elgin, Joliet & Eastern 
had not been shown as participating in the joint rate at the 
time of movement. That carrier said that failure to include 
itself in that tariff was an oversight, corrected as soon after 
discovery as possible. Reparation awarded amounted to $2,890. 





SULPHURIC ACID, DENVER TO GALENA, TEX. 


An award of reparation has been made in No. 11652, Galena 
Signal Oil Co. (of Texas) vs. Colorado & Southern, Director- 
General, et al., opinion No. 6936, 62 I. C. C. 139-41, on account of 
an unreasonable rate of 41.5 cents on tank carloads of sulphuric 
acid, shipped between March 14, 1919, and May 17, 1920, from 
Denver to Galena, Tex. The Commission found the rate to be 
unreasonable because and to the extent that it exceeded the 
aggregate of intermediates of 38 cents. The complainant asked 
for a rate of 31.5 cents on the theory that any higher rate would 
be unduly prejudicial. The railroad cured that by establishing 
a rate of 38 cents, effective August 10, 1920, to other refining 
points in Texas in competition with Galena. 

RATE ON KAINIT 

The Commission has dismissed No. 11576, Planters Fertilizer 
& Phosphate Co. et al. vs. Atlantic Coast Line et al., opinion 
No. 6932, 62 I. C. C. 131-2, holding that the rate on kainit, car- 
loads, from Norfolk, Va., to Charleston, S. C., of $3.80 per ton 
applied on shipments moving in February and March, 1920, 
was not unreasonable, unjustly discriminatory or unduly preju- 
dicial. The kainit was landed at Norfolk instead of Charleston 
to avoid congestion at the latter port. _The Commission pointed 
to the fact that it had prescribed rates on fertilizer material 
in other parts of the Southeast as high as or higher than the 
rate under attack, hence its dismissal. The report also em- 
braces a sub number, Molony & Carter Co. vs. Director-Gen- 
eral, as agent, and Southern Railway. 





RATES ON COTTON 
An order of dismissal has been entered in No. 11410, Rum- 
ble & Wensel Co. vs. Director-General, as agent, opinion No. 
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6925, 62 I. C. C. 110-12, the Commission holding that the rates 
on cotton from Fayette, Pattison, Hermanville, St. Elmo, Ins- 
more and Utica, Miss., concentrated and compressed at Natchez 
and reshipped to New Orleans after June 25, 1918, were not un- 
reasonable, unjustly discriminatory or unduly prejudicial. The 
defendants pointed out that Natchez is at the end of a branch 
line and that shipments moving through Natchez to New Orleans 
from the points in question take out of line hauls ranging from 
52 to 56 miles. 





RATE ON COPRA 


The Commission has dismissed No. 11258, Procter & Gamble 
Manufacturing Co. vs. Staten Island Rapid Transit Railway and 
Director-General, opinion No. 6927, 62 I. C. C. 116-18, holding 
that the minimum fifth class rate of 9 cents imposed on 27 
carloads of copra from the Vandam warehouse, at Mariner’s 
Harbor, S. I., to Port Ivory, N. Y., in the first three months 
of 1919, was not unreasonable. After the shipments moved, a 
rate of 2.5 cents was established. The Commission refused to 
regard that as a reasonable rate on the emergency shipments 
in question. At the hearing it was admitted that there prob- 
ably never would be such shipments in the future unless some 
other emergency arose. 


RATE ON: PIECES OF IRON AND STEEL 


An order of dismissal has been made in No. 11546, D’Arcy 
Spring Co. vs. Michigan Central and Director-General, opinion 
No. 6931, 62 I. C. C. 129-30, the Commission holding that the 
rate on pieces of iron and steel rated as scrap iron, in Car- 
loads, from Ann Arbor to Kalamazoo, Mich., during federal 
control was not unjust or unreasonable. Sixth class of 13 cents 
was applied on that short haul., The complainant showed many 
lower rates, but they did not persuade the Commission that 
it should award reparation in this case. 


SLACK COAL, DEERING TO CANEY, KAN. 


A finding of unreasonableness and an award of reparation 
and a denial of fourth section relief have been made in No. 
11696, Weir Smelting Co. vs. Director-General, as agent, and 
parts of fourth section applications Nos. 4218 and 4220, opinion 
No. 6926, 62 I. C. C. 113-15, as to slack coal from Deering, Kan., 
to Caney, Kan., during federal control. Charges were collected 
at the rate of 75 cents prior to October 30, 1919, and 90 cents 
thereafter. The Commission found that the rate of 90 cents 
was unreasonable to the extent that it exceeded 75 cents. 





WATER, HOWESVILLE TO MIDLAND, IND. 


An award of reparation has been made in No. 11436, Row- 
land-Power Consolidated Collieries Co. et al. vs. C. I. & L., Di- 
rector-General, et al., opinion No. 6921, 62 I. C. C. 101-4, on 
account of unreasonable rates of $14.50 and $15 per car on water 
in tank cars, from Howesville, Ind., to complainants’ mines near 
Midland, Ind., during federal control. The Commission held that 
the rates were unreasonable because and to the extent that they 
exceeded $9 for 15 miles and less and $11.50 for distances more 
than 15 miles, with no additional charges for special train service. 


RATE ON SECOND-HAND TANKS 


Reparation has been ordered in No. 11977, Mexican Gulf Oil 
Co. vs. Midland Valley, Director-General, et al., opinion No. 6937, 
62 I. C. C. 141-3, on account of an unreasonable rate of 87.5 cents, 
which is full fifth class, on second-hand plate-iron tanks, knocked 
down, in carloads, from Watkins, Okla., to Port Arthur, Tex. 
The Commission said that reparation should be made down to 
69 cents applicable on new tanks from Tulsa and Sand Springs 
to Port Arthur. 


BLACKSTRAP, MOBILE AND NEW ORLEANS TO MEMPHIS 


The Commission has dismissed No. 11647, Memphis Mer- 
chants Exchange et al. and the intervening petitions therein, 
opinion No. 6919, 62 I. C. C. 96-8, holding that the rates on im- 
ported blackstrap molasses in tank cars from Mobile and New 
Orleans to Memphis in December, 1919, and January, 1920, and 


after February 25, 1920, were not unreasonable. 


IXTLE, TEXAS TO PEORIA, ILL. 


An award of reparation on account of an unreasonable rate 
on ixtle fiber, from Laredo and Eagle Pass, Tex., to Peoria, IIl., 
has been made in No. 11811, Peoria Cordage Co. vs. Galveston, 
Harrisburg & San Antonio, Director-General, et al., opinion No. 
6935, 62 I. C. C. 137-8. The Commission held that the rate on 
18 carloads of fiber shipped in September, 1920, on the fourth 
class basis of $1.57%, minimum 30,000 pounds, was unreasonable 
because and to the extent that it exceeded 67 cents, minimum. 


24,000 pounds. 
GRAVEL, BENTON, ARK., TO SHREVEPORT 


Application of the Shreveport scale has been ordered by the 
Commission in a report on No. 11443, Shreveport Producing & 
Refining Corporation vs. C. R. I. & P., Director-General, et al. 
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opinion No. 6929, 62 I. C. C. 123-6, on gravel from Benton, Ark., 
to Shreveport. The carriers are to check in rates in accordance 
with the Commission’s orders on or before September 19. The 
complaint in this case was against the application of the joint 
class E rate of 29 cents, governed by Western Classification. 
The Commission held that that rate was unreasonable to the 
extent that it exceeded 7 cents on shipments moving over the 
Missouri Pacific and the Texas & Pacific; 7.5 cents on shipments 
moving over the Rock Island and the V. S. & P., and 10 cents 
on the shipments over the Rock Island and the L. R. & N. 


SUPPLEMENT TO MINNESOTA FARES AND CHARGES 


In a supplemental report on No. 11776, Minnesota Fares and 
Charges, opinion No. 6951, 62 I. C. C. 198-9, written by Commis- 
sioner Aitchison, the names of a number of short lines were 
eliminated because they do not participate in the traffic under 
consideration in that state rate case. The roads which are to 
be eliminated are as follows: The Duluth & Northern Minne- 
sota Railway Company; Duluth & Northeastern Railroad Com- 
pany; Electric Short Line Railway Company; the Hill City Rail- 
way Company; Interstate Car Transfer Company; Minneapolis 
& Rainy River Railway Company; Minneapolis, Red Lake & 
Manitoba Railway Company; Minneapolis, Northfield & Southern 
Railway; Minnesota, Dakota & Western Railway Company; Min- 
nesota Northwestern Electric Railway Company; Minnesota 
Transfer Railway Company; and St. Paul Bridge & Terminal 
Railway Company. 


EXPORT RATES ON CARBON BLACK 


The Commission has dismissed No. 11607, Ault & Wiborg 
vs. Kansas, Oklahoma & Gulf, Director-General, et al., opinion 
No. 6933, 62 I. C. C. 133-4, holding that the rates on carbon black 
from Dewar, Okla., to Seattle and San Francisco for export, in 
August, 1918, and February, 1919, were not unreasonable. Prior 
to June 25, 1918, there was an export rate of $1 on carbon black. 
Cancellation of all import and export rates by General Order 
No. 25, caused the application of domestic rates of $2.315 and 
$2.125, at a minimum of 24,000 instead of the export minimum 
of 30,000. The shipments to Seattle were less than the export 
minimum, while that to San Francisco was a little above the 
export minimum. The Commission called attention to the fact 
that the charges on the domestic rates were: only $18 per car 
higher than they would have been at the old export rate and 
minimum. The ton-mile and car-mile for the long hauls were 
high. The traffic to Seattle yielded 18.5 mills per ton-mile and 
23.5 cents per car-mile for a haul of approximately 2%500 miles. 
The traffic to San Francisco yielded 17.7 mills and 29.7 cents 
on a haul of about 2,400 miles. 


COMMISSION ORDERS 


The Macon Chamber of Commerce has been permitted to 
intervene in No. 12784, Southeastern Express Co. vs. American 
Railway Express Co. 

The Oakland Chamber of Commerce has been permitted to 
intervene in No. 9294, Portland Traffic & Transportation Assn. 
vs. Southern Pacific and Director-General, No. 9434, Portland 
Traffic & Transportation Assn. vs. Same, and No. 9472, the Med- 
ford Commercial Club vs. Same. 

The complaint in No. 12860, Daniel Green Felt Shoe Co. 
et al. vs. Director-General, has been amended and the Atlantic 
City Railroad and other carriers have been made additional 
parties defendant. 

On further consideration of the record and of complain- 
ant’s petition for rehearing, the Commission has reopened for 
further hearing No. 11063, Holly Ridge Lumber Co. vs. Director- 
General and Missouri Pacific. 

Complainants’ petitions for rehearing of No. 11377, United 
States Importing & Exporting Co. vs. Director-General, C. & 
N. W. et al., and No. 8757, United States Gypsum Co, vs. Culver 
& Port Clinton Railroad, Director-General, et al., have been de- 
nied. ; 

The Commission has reopened for reargument I. & S. 1280, 
Rail and Water Rates from Atlantic Seaboard Territory to Texas 
points. Argument will be had July 9 at Washington, and the 
order entered May 28 will remain in full force pending this argu- 
ment and the decision thereon. 

The order entered in No. 10827, Swift Lumber Co. vs. Fern- 
wood & Gulf Ry., Director-General, et al., has been modified so 
as to become effective September 5 instead of August 5. 

The Texas Chamber of Commerce has been permitted to 
intervene in No. 12782, Rio Grande Valley Chamber of Com- 
merce et al. vs. St. Louis, Brownsville & Mexico Ry. et al. 

Protestants’ petition for reargument and modification of the 
findings in I. & S. 1263, substitution of 35 per cent for 33% per 
cent increase in class and commodity rates between eastern and 
southern groups and the southwest, has been denied. 

Defendant’s petition for rehearing of No. 4800, Sloss-Shef- 
field Steel & Iron Co. et al. vs. L. & N. et al., has been denied. 

The Harlan County Coal Operators’ Assn., Hazard Coal 
perators’ Exchange and Southern Appalachian Coal Operators’ 
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Assn. have been permitted to intervene in No. 12698, Southern 
Ohio Coal Exchange vs. C. & O. et al. 

The Chamber of Commerce of Columbus, Neb., has been 
permitted to intervene in No. 12709, Chamber of Commerce of 
Grand Island, Neb., et al. vs. Aberdeen & Rockfish et al. 

Petition of the Director-General for reargument or rehearing 
in No. 11400, Atlantic Refining Co. vs. Director-General, and 
Pennsylvania Railroad, has been denied. 

On petition of complainant, the Commission has reopened for 
further hearing No. 11640, Swift & Co. vs. Director-General. 

The Commission has reopened No. 8418, Railroad Commis- 
sion of Louisiana vs. Aransas Harbor Terminal et al., and related 
cases, for the purpose of considering the reasonableness, re- 
lationship and proporiety of the differential rates to and from 
points on the Stamford & Northwestern branch of the Wichita 
Valley Railway Company. 

The Commission has denied petition of the Dallas Cooperage 
& Woodenware Company and others for a modification of the 
Commission’s report and order in No. 8418, Railroad Commission 


of Louisiana vs. Aransas Harbor Terminal et al., and related 
cases. 


DEMURRAGE ON FROZEN ORE 
The Trafic World Washington Bureau 


On its own initiative the Commission has reopened No. 
11085, Virginia Iron, Coal & Coke Co. vs. Norfolk & Western, 
Director-General, “for reconsideration.” That is the case in 
which the Commission held that demurrage charges on 27 car- 
loads of frozen iron ore at Roanoke, Va., were unreasonable, 
because the terminal trainmaster knew that the ore was frozen 
and, therefore, the company knew that it was frozen, and there 
was no necessity for the written notice required by the demur- 
rage code when a shipper desires to avail himself of an exten- 
sion of the time for unloading because of the condition of the 
lading. : 

Commissioner Hall dissented in the original opinion, saying 
that in his opinion the demurrage rules requiring written no- 
tice within the prescribed free time is not unreasonable for 
general application and should not be departed from in this case 
where oral notice was given to what he called a minor employe 
after expiration of the free time. He said a showing as strong 
could be made in many other cases and the tendency would be 
toward elimination of the rule. 

“We would then have to decide in each case whether what 
had been«done constituted notice. The carriers would have 
like opportunity and the door would be opened for unlawful 
discriminations between shippers,” said Commissioner Hall, He 
said the Commission, in disposing of this case, should have fol- 
lowed Pennsylvania Railroad Co. vs. Kittanning Iron & Steel 
Co., 253 U. S. 319, and Wharton Steel Co. vs. Director-General, 
59 I. C. C. 613. In the first mentioned case the Kittanning Co. 
obtained judgment in the lower courts. The Pennsylvania was 
so well satisfied that the case would go against it if appealed 
that some of the junior counsel in that company’s organization 
had a hard time in persuading their superiors to allow them to 
take an appeal. The juniors prevailed upon their superiors 
with the result that the Supreme Court of the United States 
reversed the decision of the lower court and thereby, appar- 
ently, established it as a rule without exception, that when ore 
is frozen written notice of a desire to take advantage of the 
weather rule must be served upon the carrier within the 48 
hours of free time, or else demurrage will run. 


The Commission in the Virginia case held, in effect, that 
when the terminal trainmaster or any other responsible em- 
ploye of a company knew that the lading was frozen the writ- 
ten notice required by the rules need not be given. 


The reopening by the Commission of the so-called Virginia 
frozen ore case, is taken as an indication that it is going deeply 
into the subject with a view to having revised the rule under 
which demurrage is now assessed, so as to accomplish the end 
in view—an increase in the time for unloading by reason of the 
fact that frozen ore or other commodity of similar character 
cannot be taken out of the cars as speedily as usual when it is 
necessary to employ heating or grubbing apparatus. Counsel 
for the Cambria Steel Company and others, in docket No. 12150, 
have gone exhaustively into the subject to point out that the 
rule is in violation of the first, second and third sections of the 
interstate commerce law, and that it works a hardship on a 
shipper unless he provides heating or thawing machinery enough 
to take care of the maximum number of cars that could be con- 
structively placed in a spell of freezing weather. 

The present controversy grew out of a dispute over the 
meaning of the word, “shipments.” The language of the rule 
adopted in 1910 and continued without substantial change until 
recently said that “when shipments are frozen while in transit” 
demurrage would not be collected if the consignee gave notice 
of its condition. The word “shipments” brought about a suit 
by the Pennsylvania Railroad against the Kittanning Iron & 
Steel Company for demurrage charges on cars delivered in Decem- 
ber, 1912, and the early months of 1913. The question under de- 
bate between the railroad company and the consignee was whether 
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the word “shipments” referred to the whole consignment or 
to each individual car. The reason for the controversy, counsel 
for the Cambria Steel Company said, could be seen from the 
statement of a simple illustration: 

“Assume that five cars are delivered with contents frozen; 
one car at a time is put under process of thawing by steam and 
each car requires one day for the thawing process. If ‘ship- 
ment’ refers to the entire consignment of five cars, no demurrage 
is collectible because the exemption runs until the entire num- 
ber of cars has been thawed, and extends to the cars awaiting 
their turn at the thawing plant. If ‘shipment’ means each in- 
dividual car, however, demurrage runs against the cars await- 
ing their turn at the thawing plant and charges for demurrage 
would be assessed on the three cars held beyond the first two 
days, which are free days regardless of the weather rule.” 

The suggestions made by the attorneys for the iron and 
steel companies in regard to the rule as it- now stands are that 
the 96-hour free time should be extended (no number of days 
is suggested); that credits should be allowed at the rate of 
one credit for each day of free time remaining after unloading; 
and that there be no uncancellible debits on any car. 

The brief for the Cambria Steel Company said it was a 
co-incidence that on the day hearing in this case was concluded, 
the decision in the Virginia, Iron, Coal & Coke case was made 
public. The brief says the Commission therein reiterated the 
fundamental upon which the complainants had relied through- 
out in their treatment of the demurrage question—that the 
primary purpose of imposing demurrage is to promote the prompt 
movement of cars in the public interest, and that there is no 
real connection between the rate and the demurrage charge. 
Attorneys for the steel companies contended that the only reason 
for imposing demiurrage was that equipment might be released 
for use regardless of how much or how little it could earn in 


comparison with the amount of revenue that would accrue under 
the demurrage charge. 


CLARK URGES COAL RESERVE 


The Traffic World Washington Bureau 
The Interstate Commerce Commission, through Chairman 
Clark, June 27, issued an appeal to the railroads, electric rail- 
ways and public utilities to build up coal reserves against a 
repetition of the conditions faced in the summer of 1920, when 
the Commission invoked its emergency powers under the trans- 
portation act to effect the movement of coal. Letters were sent 
by Chairman Clark to T. DeWitt Cuyler, chairman of the As- 
sociation of Railway Executives; M. H. Aylesworth, executive 
manager of the National Electric Light Association; Charles L. 
Henry, chairman of the American Electric Railway Association, 
and G. W. Elliott, secretary of the National Committee on Gas 
and Electric Service. The letter to Mr. Cuyler follows: 


As you doubtless know, the production and transportation of - 


bituminous coal has been disappointingly small this summer and is 
now at a disappointingly low stage. The Commission requests that I 
write suggesting the importance, in the interest of the conditions 
which may exist during the late summer and fall, of having the rail- 
roads and other large users of coal acquire now while conditions are 
easy a reasonably liberal reserve supply. We suggest that this mat- 
ter be brought to the attention of the members of your association, 
together with a recommendation that in so far as is practicable they 
act thereon. We realize, of course, that it is not practicable to store 
a full winter’s supply, but if a reasonable reserve is now accumu- 
lated it will help out greatly when and if a period of so-called car 
shortage occurs later which is in any respects comparable with that 
which we experienced last year. We are taking this matter up with 
associations of public utilities, etc., that use large quantities of coal 
and that need a dependable supply. 


Will you kindly act on this suggestion, and wil) you be good 
enough to advise us of the results? 


Identical letters were sent to the others named, a copy of 
which follows: 


As you doubtless know, the production and shipment of bitum- 
inous coal has been and is disappointingly low. Yau, of course, recall 
the difficulties of last year during the late summer and fall which 
grew out of the fact that there had been a general disinclination to 
buy and provide necessary supplies earlier in the season. 

In the interest of avoiding a repetition of these circumstances the 
Commission has requested me to write you suggesting the import- 
ance, aS we see it, of securing as promptly as possible a reasonable 
reserve against the difficulties that will be presented if later we get 
into a sustained period of so-called car shortage, and to request that 
you bring the matter actively to the attention of the members of 
your association. 

We appreciate, of course, that it is impracticable to put into 
storage an entire winter’s supply. What we are suggesting is the 
accumulation now while transportation is easy and cars are idle of 
a reasonable reserve supply which will help out greatly if and when 
the pinch comes. 

Will you kindly act on this suggestion, and will you be good 
enough to advise me of your action and the results therefrom? 


COURSES IN BOXING AND CRATING 


The United States Department of Agriculture, Forest Serv- 
ice, Forest Products Laboratory, at Madison, Wis., announces 
that the response of industries to the recent practical training 
courses of instruction in boxing and crating has prompted the 
laboratory to announce dates for three additional courses. These 


courses will be given July 25 to 30, September 26 to October 1, 
and November 7 to 12. 
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YELLOW PINE FROM TEXAS 


In a tentative report on No. 11288, Kirby-Bonner Lumber Co. 
vs. Director-General, as agent, Examiner F. E. Early has recom- 
mended a finding that the rates on yellow pine lumber and tim- 
bers from Texas points to Texas Gulf ports, Laredo and New 
Orleans for export had not been shown unjustly discriminatory or 
unduly prejudicial. He further recommended that the rates from 
Bessmay and Call to New Orleans; from Bronson, Browndell 
and Steep Creek to Beaumont; from Bessmay, Silsbee, Call 
Junction, Roganville, Fuqua and Evadale to Port Bolivar; and 
from Bronson to Texas City were not unreasonable; but that 
the rates from Bessmay, Evadale and Silsbee to Beaumont and 
from Evadale to Laredo were unreasonable to the extent that 
they exceeded the rates subsequently established; and that the 
rates from Call Junction and Roganville to Beaumont and from 
Bronson, Browndell and Steep Creek to Port Bolivar were un- 
reasonable to the extent that they exceeded 7, 8, 12.5, 12 and 
12.5 cents, respectively. The shipments in question moved in 
the period between July 24, 1918, and Mareh 3, 1919. The trouble 
was caused by General Order No. 28 


RATE ON NITRATE OF SODA 


A finding of unreasonableness and an award of reparation 
and an order establishing a reasonable rate has been recom- 
mended by Examiner F. E. Early, in a report on No. 12007, E. I. 
du Pont de Nemours & Co. vs. C. M. & St. P., Director-Gen- 
eral et al. Early recommended a holding that the rate on 
nitrate of soda imported from Chile via Tacoma, Wash., to 
Ramsay, Mont., in the period, July 27, 1918, ta November 30, 
1919, was unreasonable because and to the extent that it ex- 
ceeded 3914 cents for the haul from the port to Ramsay, and 
that the rate for the future will be unreasonable to the extent 
that it may exceed 49.5 cents. 

Prior to June 25, 1918, there was an import commodity rate 
of 21.5 from Tacoma to Ramsay, and a domestic rate of 40 cents. 
The cancellation of the import rate and the increase in the 
domestic rate put the domestic commodity rate up to 50 cents. 
The complainant protested against this adjustment as unjustly 
discriminatory against it because the domestic rate from San 
Francisco to Bacchus, Utah, where the principal competitor of 
the complainant was doing business, was increased to only 39.5 
cents. This failure to preserve the parity that had theretofore 
existed between the Tacoma-Ramsay rate, and the San Fran- 
cisco-Bacchus rate resulted from the fact that there was no dif- 


- ference at the time General Order No. 28 was issued, between 


the domestic and the import rate. 
Reparation is to be made to the basis of rates recommended 
by Early. 


RATE ON YELLOW PINE 


Examiner F. E. Early, in a report on No. 11553, Beaumont 
Chamber of Commerce vs. Beaumont, Sour Lake & Western, Di- 
rector-General, et al., has recommended a holding that the ap- 
plicable rate on yellow pine lumber and timber from Bonway 
and Wier Gate, Tex., to Beaumont for export, in the period from 
July 1, 1918, to February 14, 1919, was unreasonable to the 
extent that it exceeded 11 cents. He recommended reparation 
amounting to $1,329. 

A Class D rate of 19.5 cents was imposed on 30 carloads 
of hewn yellow pine timber. After the shipments had moved 
an export commodity rate of 9 cents was established. In de- 
fending the rate, the carriers and the Director-General showed 
that it resulted from a strict observance of General Order No. 
28. They contended that the export rates prior to General Order 
No. 28 were unduly low, and that the rate comparisons submitted 
by complainant were of little probative value due to the chaotic 
condition of the lumber rate adjustment during the period in 
question. 


IMPORT NITRATE OF SODA RATE 


A holding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell, in a re- 
port on No. 12266, The Barrett Company vs. Pennsylvania Rail- 
road, Director-General, et al., in which attack was made upon the 
import rate of nitrate of soda from Port Richmond, Philadelphia, 
to Frankford, Philadelphia, in effect during 1919, and prior to 
February 29, 1920. The nitrate in question was imported from 
Chile. The only question was as to the proper rate to apply for 
the movement from one part of Philadelphia to another. It was 
unloaded at Port Richmond, a Philadelphia station of the Phila- 
delphia & Reading. It was moved to complainant’s siding at 
Frankford, which is served through the Ontario street station 
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of the Pennsylvania via Belmont, an established interchange 
point. On the last day of federal control a commodity rate of 
9 cents was established, but prior to that day the only applicable 
rate was fifth class of 15 cents. 

In the final analysis the question was as to what would have 
been a reasonable rate for movement through the congested 
terminals of Philadelphia, the traffic having to be hauled across 
the Schuylkill twice. Howell said the Commission should hold 
that the 15-cent rate was unreasonabe to the extent that it 
exceeded the 9-cent rate established on February 29, 1920. He 
= that the rate of 12.5 cents now in effect was not unreason- 
able. 


ILLEGAL CHARGES ON OIL 


A finding that charges were illegal has been recommended 
by Examiner F. E. Early in a report on No. 12013, Atlantic Re- 
fining Co. vs. N. Y. N. H. & H., Director-General, et al. The 
charges involved were collected for the movement from the Prov- 
idence, R. I., freight yards to the complainant’s private siding at 
Providence of two tank carloads of lubricating oil shipped from 
Point Breeze, Philadelphia. The refining company shipped two 
carloads of lubricating oil from its plant in Philadelphia to its 
plant in what it supposed to be Providence, R. I. When the 
cars arrived, the New Haven said delivery could not be made 
because complainant’s plant was in Auburn, R. I. When it did 
deliver the cars to the sidetrack of the Atlantic Refining Com- 
pany it assessed a local rate of 25 cents per 100 pounds. The 
examiner said that the switching limits of neither Providence 
nor Auburn were described in the tariffs nor were the industries 
in those two places set forth in the tariff. 

The governing classification contains a rule that tank cars 
containing petroleum, other than fuel or road oil, must not be 
shipped and will not be delivered unless consigned to parties 
accepting deliveries on private sidings or railroad sidings where 
facilities exist for piping: the oil from tank cars to permanent 
storage tanks. Complainant asserted that none of the shipments 
could have been delivered in accordance with that rule at Provi- 
dence if the position taken by the New Haven were tenable. The 
Providence agent of the New Haven in the hearing on the case 
admitted that had the shipments been billed to Auburn instead 
of to Providence, it was quite likely they would have been han- 
dled into Providence and then handled back five miles through 
Auburn to complainant’s siding. He said the physical operations 
would have depended upon the character of the train in which 
the cars were moved. 

The refining company said that it learned, subsequent to the 
movements in question, that its plant was considered by the 
New Haven to be an Auburn industry. Prior to that time it had 
been receiving its cars notwithstanding the fact that they were 
billed to Providence. Since that it has learned that it is in Au- 
burn and not in Providence, it has been billing its cars to 
Auburn, R. I. As a matter of fact, the plant is within the cor- 
porate limits of Providence and has a private sidetrack with the 
Harbor Junction branch of the New Haven. 


NATIONAL PAVING BRICK CASE 


In a tentative report on No. 10733, National Paving Brick 
Manufacturers’ Association et al. vs. Alabama & Vicksburg et 
al., Attorney Examiner W. M. Brown has recommended a uni- 
form brick list comprising face, fire and facing brick, hollow 
building tile, and other clay products with similar transporta- 
tion characteristics or application in all territories involved in 
the proceeding, with a carload minimum weight of 60,000 
pounds, the marked capacity of the car to govern if it is less 
than the minimum. 

This complaint was a broad attack on the level and rela- 
tionship of interstate line-haul rates on brick, hollow building 
tile, and other clay products throughout the United States ex- 
cept to territory west of the Rocky mountains. It also pre- 
sented the question of discrimination between the interstate and 
intra-state rates on this traffic in Illinois and Indiana. 

Brown said that flue-lining, drain tile and articles of a sim- 
ilar nature should not be included in the brick list. For dis- 
tances not exceeding 75 miles, he said, common brick should 
take rates not in excess of 80 per cent of the contemporaneous 
rates on articles in the brick list. He also recommended that 
in southern territory provision be made for shipping common 
brick in mixed carloads with articles in the brick list. To a 
limited extent, therefore, his recommendation is that common 
brick be not included in the brick list but be treated as traffic 
warranting subnormal rates. He said that the general level of 
rates on brick and other clay products had not been shown to 
have been unreasonable prior to Ex Parte No. 74 as compared 
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with the rates on all reight in either trunk line or central ter- 
ritory. 

Adjustment of the whole situation in Central Freight and 
Trunk line territories is proposed by Mr. Brown on the group 
and differential basis with a scale to apply on short haul traf- 
fic where the group and differential basis does not make higher 
rates. 

Brown recommended the restoration of the 1911 differential 
adjustment. Assuming that the Commission will order the re- 
storation of the differential basis he said that a ,easonable rate 
including the Ex Parte 74 increase from the Danville-Attica 
group to Chicago would be $2.10 per ton and that the 1911 dif- 
ferentials over and under the Danville group with the exception 
of the Canton group and those east thereof would be reason- 
able; that the reasonable base rate from the Canton group to 
Chicago including the Ex Parte 74 increase would be $3.20 per 
ton; the differentials over Canton from the Youngstown, Steu- 
benville and Pittsburgh groups and from other groups east of 
Pittsburgh in force prior to Ex Parte 74, and which, with the 
exception of the Watsontown group, are the 1911 differentials, 
should be restored and maintained. Milwaukee, he said, should 
take an arbitrary of 40c over Chicago; this will result in a 
spread, Canton to Chicago, as compared with Danville to Chi- 
cago of $1.10. Under the 1911 rates the spread was 85 cents, 
but prior to Ex Parte 67 the spread was $1.20 and prior to Ex 
Parte 74, $1. 

Danville, Petersburg, and Terre Haute groups, Brown said, 
should be regarded as one group to be known as the Wabash 
Valley group in making rates in all directions on long-haul traf- 
fic except for the adjustment to Chicago and Milwaukee, before 
mentioned. On short haul traffic to local Indiana-Illinois points 
the distance scale should be observed as a maximum, subject 
to the group adjustment to Chicago. 

As to the east bound rates from Pittsburgh and related 
groups and from points west of Pittsburgh, Brown said that a 
reasonable base rate to apply from the Pittsburgh group to New 
York would be $4.25 per ton, and that the port differentials 
over and under New York should be maintained as well as the 
differentials under Pittsburgh in effect prior to Ex Parte No. 
74 from the Johnstown, Brookville and Clearfield groups. He 
said the Commission should further find that the Steubenville, 
Youngstown and Canton groups, as established, on westbound 
traffic should also be observed on eastbound traffic and that on 
the latter, these groups should take the following differentials 
over the Pittsburgh group rate of $4.25 per ton: Steubenville, 
15c; Youngstown, 25c, and Canton, 75c. 

“Using the base rates herein found reasonable from the 
Pittsburgh and Danville groups as a guide,” says Brown, “the 
carriers should be left free to check in rates to other points 
following the general plan pursued in making the 1911 adjust- 
ment and observing substantially the differentials under that 
adjustment except to the extent indicated.” 


The examiner said that for short haul traffic the following 
scale inflated 40 per cent under Ex Parte 74 should be observed 
as a maximum in-both Central and Trunk Line territory in the 
construction of short haul rates on articles in the uniform brick 
list except where higher rates result from the application of 
the group or differential adjustment: Ten miles and under, 
70c, increasing 10 cents per ton for each increase of ten miles 
in distance, so that a maximum of $1.70 per ton is reached for 
distances of 140 but not more than 150 miles. 

Brown said that rates in New England are on a mileage 
basis and that the record did not indicate any dissatisfaction 
with that basis on the part of shippers in that territory. He 
said the record afforded no basis for making any changes in ex- 
isting rates in the southern district except such as may flow 
out of the establishment of the uniform brick list, and the es- 
tablishment of a mixed carload rate covering things in the uni- 
form brick list. 

As to the western district he pointed out that there are 
several cases pending which involve brick rates in western 
territory and especially in the southwestern ‘ines territory, 
therefore, he said, the Commission should not accept any of the 
scales suggested by the shippers. As to joint rates from cen- 
tral territory to the south, he said the record did not warrant an 
order requiring the carriers to change their method of making 
rates on brick by combination on the Ohio river. 

Brown said that there was some complaint about the lack 
of commodity rates in certain parts of the country, particularly 
the south. He said the Commission should direct the carriers, 
in revising their rates in connection with the establishment of 
the uniform brick list, to give consideration to the establish- 
ment of commodity rates where a movement of brick or tile is 
indicated. 


RATES ON OIL AND GREASE 
A finding of unreasonableness and an award of reparation 
have been recommended by Examiner John H. Howell, in No. 
12154, New York & New Jersey Lubricant Co. vs. Director- 
General, as agent, Lehigh Valley Railroad et al., on petroleum 
lubricating oil and grease, carloads, from Newark, N. J., to Char- 
lotte, N. C., and Atlanta, Ga., in the period from January 27 
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to June 25, 1919. Fifth class rates of 65 and 77.5 cents to Char- 
lottle and Atlanta, respectively, were collected. There were con- 
temporaneously in effect from other New York rate’ points com- 
modity rates of 47.5 and 59.5 cents, which were made effective 
from Newark on June 25, 1919. Examiner Howell said the rates 
under attack should be held to be unjust and unreasonable to the 
extent that they exceeded 47.5: cents to Charlotte and 59.5 cents 
to Atlanta, and that reparation in the sum of $1,069.44, with 
interest, should be awarded. 


REVENUE FREIGHT LOADING 


The Trafic World Washingtcn Bureau 


A decrease of 8,256 cars in revenue freight loaded for the 
week ended June 18 as compared with the preceding week, was 
reported June 28, by the car service division of the American 
Railway Association. The total for the week ended June 18 
was 780,741, and in the corresponding weeks of 1920 and 1919 
the loadings totaled 916,736 and 807,907, respectively. 

Loading of coal dropped from 163,088 cars in the week ended 
June 11 to 157,243 cars in the week ended June 18. Loading of 
merchandise L. C. L., and miscellaneous remained practically 
stationary in the two weeks. Loading of grain and grain products 
dropped from 41,119 cars in the week ended June 11 to 40,994 cars 
in the week ended June 18. There was a drop in ore loading from 
30,179 cars in the week ended June 11 to 28,886 cars in the week 
ended June 18. 

Loading by districts for the week ended June 18 and the 
corresponding week of 1920 was as follows: 

Eastern district: Grain and grain products, 6,460 and 6,176; 
live stock, 3,212 and 2,955; coal, 42,592 and 52,122; coke, 949 
and 2,697; forest products, 5,406 and 8,362; ore, 1,807 and 7,897; 
merchandise, L. C. L., 56,920 and 25,334; miscellaneous, 72,095 
and 111,886; total, 1921, 189,441; 1920, 217,429; 1919, 206,202. 


Allegheny district: Grain and grain products, 3,310 and 
2,385; live stock, 3,149 and 3,240; coal, 48,920 and 56,016; coke, 
2,201 and 5,701; forest products, 3,076 and 3,815; ore, 6,587 and 
10,236; merchandise, L. C. L., 44,893 and 42,225; miscellaneous, 
52,792 and 72,884; total, 1921, 164,428; 1920, 196,502; 1919, 159,735. 


Pocahontas district: Grain and grain products, 191 and 121; 
live stock, 147 and 104; coal, 24,292 and 20,710; coke, 20 and 
582; forest products, 1,342 and 2,048; ore, 24 and 247; merchan- 
dise, L. C. L., 2,713 and 197; miscellaneous, 5,226 and 9,830; 
total, 1921, 33,955; 1920, 33,839; 1919, 32,216. 


Southern district: Grain and grain products, 3,243 and 2,- 
937; live stock, 2,014 and 2,242; coal, 19,632 and 24,233; coke, 
442 and 197; forest products, 14,898 and 16,555; ore, 795 and 
3,289; merchandise, L. C. L., 37,966 and 25,762; miscellaneous, 
a 49,776; total, 1921, 111,162; 1920, 124,991; 1919, 


Northwestern district: Grain and grain products, 11,263 and 
9,867; live stock, 8,078 and 7,632; coal, 4,885 and 8,151; coke, 
625 and 1,332; forest products, 15,076 and 17,463; ore, 18,383 
and 44,173; merchandise, L. C. L., 27,257 and 23,131; miscel- 
laneous, 32,743 and 44,024; total, 1921, 118,310; 1920, 155,773; 
1919, 146,132. 


Central Western district: Grain and grain products, 11,411 
and 9,011; live stock, 9,775 and 11,009; coal, 12,799 and 21,913; 
coke, 138 and 406; forest products, 5,119 and 6,373; ore, 543 
and 4,798; merchandise, L. C. L., 30,713 and 31,714; miscellaneous, 
34,995 and 42,357; total, 1921, 105,493; 1920, 127,581; 1919, 102,394. 

Southwestern district: Grain and grain products, 5,116 and 
3,928; live stock, 2,166 and 2,658; coal, 4,123 and 5,693; coke, 727 
and 926; forest products, 5,555 and 6,022; ore, 727 and 734; mer- 
chandise, L. C. L., 15,660 and 16,330; miscellaneous, 23,878 and 
24,330; total, 1921, 57,952; 1920, 60,621; 1919, 49,805. 


Total, all roads: Grain and grain products, 40,994 and 34,425; 
live stock, 28,541 and 29,840; coal, 157,243 and 188,838; coke, 
5,102 and 11,841; forest products, 50,472 and 60,638; ore, 28,886 
and 71,374; merchandise, L. C. L., 215,622 and 164,693; miscel- 
laneous, 253,901 and 355,087; total, 1921, 780,741; 1920, 916,736; 
1919, 807,907. 


L. C. L. merchandise figures for 1921 and 1920 are not comparable 
as some roads are not able to separate their L. C. L. freight and mis- 
cellaneous of 1920. Add merchandise and miscellaneous figures to get 
a fair comparison. 


PETITIONS FOR REHEARING, ETC. 


Complainant in No. 11301, Union Bag & Paper Corporation 
vs. Director-General, has asked for a reargument. 

The Wyandotte Terminal Railroad Company has asked the 
Commission to grant it a rehearing in the second industrial rail- 
ways case, No. 4181. 

The Director-General has asked for a rehearing or reargu- 
ment in No. 10470, Cannon Mfg. Co. vs. Director-General et al. 

The Director-General has asked a rehearing of No: 10971, 
Little Fork Coal Co. vs. Eastern Kentucky Railway Co., Director- 
General, et al. 

Defendants in No. 9560, Meridian Traffic Bureau vs. Southern 
Ry. et al., have asked the Commission to grant a rehearing in 
that case. 
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July 2, 1921 


SEASONAL COAL RATES 
The Trafic World Washington Bureaw 


Chances for enactment of legislation providing for seasonal 
coal rates at the present session of Congress were regarded as 
exceedingly slim after the Senate, June 29, on motion of Senator 
Borah, of Idaho, recommitted the Frelinghuysen bill to the com- 
mittee on interstate commerce. The action was regarded as 
equivalent to defeat of the measure, which had been debated for 
more than a week, although Senator Frelinghuysen declared he 
would continue his efforts in its behalf. 

Senator Frelinghuysen charged that the seasonal coal rate 
bill and the coal stabilization bill had been fought by “a remark- 
ably well-organized lobby of coal operators, some of whose repre- 
sentatives now sit in the gallery of the Senate.” He said the 
lobby was so powerful that he felt the bill would be defeated. 

“If these high-salaried lobbyists, now fighting to the last 
ditch,” he declared, “defeat this bill, or even postpone it by re- 
placing it, then the deluge may come to them sooner than they 
think. The public is long suffering, but it will not suffer for- 
ever.” 

The senator said the Stanley amendment which was adopted 
by the Senate and which would have prevented increases above 
the regular rates in the winter months, as provided by the orig- 
inal bill, would make the legislation practically useless. 

Senator Borah said, in prefacing his motion to recommit, 
that the bill had been under discussion for some time and that 
no progress was being made. He said it had occurred to him 
that the bill was being used as a “buffer,” and that it should 
have been disposed of long ago had there been any real sup- 
port for the measure in the Senate. The Borah motion was 
agreed to by a vote of 38 to 26. 


Debate in the Senate. 

The bill was considered intermittently last week by the 
Senate. 

Senator Frelinghuysen said seasonal coal rates were the 
only practical means to overcome the seasonal irregularity in 
the production and transportation of coal. He said the purpose 
of the bill was to take approximately 21,000,000 tons off of the 
autumn and winter months and equalize it by increasing the pro- 
duction in the summer months. 

The thought was expressed by Senator Willis, of Ohio, that if 
the bill accomplished the results intended, the large consumer 
of coal would be benefited, but the small consumer would not, be- 
cause the latter could not store coal and would have to pay for 
coal at the time the freight rates would be increased above the 
basic rate. 

Senator Frelinghuysen conceded that the inducement would 
be to the large consumer of coal to buy coal in the summer 
months when the rates would be lower than the basic rate, and 
that the price to the domestic consumer might be increased, but 
that the advantage to the domestic consumer would be that the 
coal would be on hand for distribution, having been stored by the 
wholesale or retail dealers, and that there would be no reason 
for panic prices such as prevail when there is a shortage of coal. 

Utah has had seasonal coal rates for fifteen years, Senator 
Smoot said, the rate being 25 cents a ton less in July and August. 
The coal operators reduce the price 25 cents a ton also to those 
who buy and store coal in those months, he said. He said the ad- 
vantage of the seasonal reduction was that it made coal available 
for the winter months whereas if the coal had to be moved in 
those months it would be physically impossible to deliver it. 


In the opinion of Senator Kellogg, the Commission now has 
the power to require the establishment of seasonal rates, al- 
though the Commission thinks otherwise. He referred to the 
reduction of 28 cents a ton on lake cargo coal as a “seasonal 
rate” to induce the movement of coal to the Northwest. He said 
he believed the principle of seasonal rates should be tried out. 

Senator Jones, of New Mexico, said he could not see that 
passage of the bill would help the domestic consumer of coal. 

“What I wish is to have the Interstate Commerce Commis- 
sion offer an inducement to those who have coal-storage facili- 
ties, the large industrial buyers, to take that surplus coal off of 
the winter months and put it on the summer months, and thus 
relieve the transportation situation,” said Senator Frelinghuysen. 

The senator pointed out that coal is used in a domestic ca- 
pacity to the extent of less than 100,000,000 tons a year and that 
400,000,000 tons are used by the railroads, public utilities and 
industries. 

Senator Pomerene, of Ohio, said lower rates would not pro- 
mote the use of freight cars and that many other considerations 
entered into the question besides the coal rate. He said there 
were plenty of cars for the movement of coal now, but that the 
people were not buying. He said he was opposed to the bill. 

Senator Cummins, speaking for the bill, said he feared some 
of the senators were looking at the proposed legislation from a 
point of view which was hardly warranted. He said there was 
nothing in the bill that would reduce the price of coal, taking a 
year as the standard, because the rates that would be lowered 
in the summer would be raised in the winter. He said the chief 
purpose to be accomplished was continuous operation of the coal 
mines. 


THE TRAFFIC WORLD . 17 





“If we could produce the same amount of coal in each month 
of the year,” said he, “25 per cent of the men who are now en- 
gaged in mining could seek some other employment, and the 
remaining 75 per cent could be employed continuously through- 
out the year. That is not only economically to be desired, but 
from the standpoint of restlessness and discontent it is still more 
to be desired.” 

The senator said he did not know that the bill would fully 
accomplish the object set forth, but that reductions in rates in 
the summer would have a tendency to accomplish the object. 
He said as far as the price of coal to the domestic consumer was 
concerned, he did not believe the legislation would make any 
difference whatever. He said he did not look on the legislation 
as a measure of relief to the domestic consumer. He also said 
another important result would be that equipment would be re- 
leased in the fall and winter months for traffic other than coal 
if it were moved during the summer months in greater amounts 


- than at present. 


Senator Frelinghuysen read part of a letter from Chairman 
Clark, of the Commission, to the effect that the eastern coal 
operators had convinced the traffic representatives of the rail- 
roads that, unless the rate to the Lake Erie ports was reduced, 
there would be no movement of lake cargo coal during the 
earlier months of the season of lake navigation and probably but’ 
little movement during the later months, and that the 28-cent 
reduction resulted. The senator remarked that the coal opera- 
tors had begged for a seasonal reduction that they might have 
a market. 

Senator Pomerene, who spoke at length against the bill, said 
if the movement of coal were increased in the summer months, 
there would be a shortage of cars for the movement of building 
material and road building materials, and that the coal could be. 
hauled just as well after the building season closes. 

Opposition to the bill was voiced in the Senate, June 27, by 
Senator Underwood of Alabama, a member of the interstate 
commerce committee. He declared the coal business was not 
the only seasonal business in the United States, referring par- 
ticularly to agriculture. He said he did not think the strong 
arm of the government was going to be used to relieve seasonal 
business, though he said he had no objection to relieving the 
coal business as proposed if it could be done without injury to 
others. 

Senator Underwood said under the bill the Commission could 
divide the country into coal-rate groups and that seasonal rates 
might be applied to one group, but not to another. He believed 
the bill was filled “with dynamite to industry.” 

“You put it in the power of the Commission,” said he, “to 
say, if they want to do so, either that the New Orleans market 
shall be entirely monopolized when the seasonal rate is on by 
the coals of Kentucky and Illinois, or, on the other hand, that 
the coal fields of Alabama shall have the monopoly, because 
in the sale of coal, as a general rule, the freight rate amounts 
to more than the price of the coal at the mines, and coal can 
go into competing territory only to the extent that the coal rates 
equalize each other, or a little farther, and there it has to stop; 
and where you get a competitive territory that the coal from dif- 
ferent districts goes into, if you adopted the seasonal rate for 
one and did not adopt it for the other, you would exclude from 
that market the coal from the other coal field.” 


The senator said it might be said that the Commission would 
not exercise its power in that way, but that he was not ready 
to underwrite that it would not do it. 

Senator Frelinghuysen said he did not believe the Commis- 
sion would do what Senator Underwood indicated it might do. 

Senator Underwood referred to the orders issued last sum- 
mer by the Commission to facilitate the movement of coal and 
that part of the transportation act under which the Commission 
acted. He said he had been fooled by that provision when the 
act was passed and that he did not propose to be fooled again. 

“When those provisions were put in the bill it looked like 
they were put in there for the purpose of preventing freight 
jams, to encourage the movement of cars and freight, to facili- 
tate the movement of. coal where it was most needed,” said he. 
“That was the way it looked to me.” 

The Senator then said demands were made on the Commis- 
sion to exercise its emergency powers and that the result was 
the issuance of orders “commandeering all the open cars in the 
United States for the coal business,” and that discrimination ob- 
tained against other classes of shippers who needed open top 
equipment. He believed the pending bill would result in sim- 
ilar discriminations. : 


Repeal of Section 15-a, Etc. 

Senator Fletcher of Florida, saying he intended to vote for 
the bill, discussed the amendments offered by Senator LaFol- 
lette providing for repeal of section 15-a and the restoration of 
the states’ power to regular intrastate commerce. He declared 
the proposals to be timely. i 

“The transportation act has been in effect 16 months,” said 
he. “It has been a tragic disappointment. There have been fail- 
ures all along the line. The railroads claim to be practically 
bankrupt, the workers dissatisfied, the public squeezed by in- 


































tolerable burdens, credits exhausted, traffic reduced, industries 
crippled and commerce halted.” 

After further comment along the same line, he said: “If 
that is the best you can do after 16 months of untrammeled oper- 
ation, it would seem some change in the law is called for.” 

He further said the labor provisions of the law had proved 
disappointing. He referred to President Harding’s message to 
Congress in which he said railway rates and cost of operation 
must be reduced. 

“Three months have gone by since that address,” said he. 
“Is there a reduction in rates? Where is even the promise?” 

The senator criticized the railroads for not urging wage 
reductions sooner than they did and the Labor Board for not 
ordering reductions in wages before it did. He said he was in 
favor of getting rid of the arrangement whereby the Commis- 
sion fixes the rates and the Labor Board the wages. Senator 
King of Utah expressed a similar sentiment. Senator Cummins 
arose to the defense of the Labor Board and said if the facts 
were understood he thought it would be hard to criticize it. 

Senator Fletcher said the volume of traffic had decreased 
because it could not bear the excessive cost of transportation. 

“There is great misapprehension, to use the mildest term, 
with regard to the effect of the railroad rates upon the volume 
of traffic,” interrupted Senator Cummins, declaring that from 
March 1, 1920, to March 1, 1921, the railroads carried a larger 
volume of traffic and more passengers than ever before in their 
history. 

Senator Fletcher said he had heard that argument made as 
to the movement of fruits and vegetables from Florida and that 
yet never had there been more vegetables and fruit rotting on 
the ground in Florida than during this season. He declared the 
railroads’ earnings on Florida products had increased 304 per 
cent since 1917. He said there had been an enormous increase 
in the total volume of traffic because of the enormous increase in 
production, but he said the producers would not continue to pro- 
duce unless they could market at a profit. He said the high 
freight rates would kill the business. . 

Senator Cummins said it might be that the rates on Florida 
products were too high and in need of adjustment, but that, in 
view of the railroads’ earnings, he did not see how rates could be 
reduced until operating expenses had been reduced. Senator 
Fletcher said rates might be so high that they decreased earn- 
ings. Senator Cummins agreed, but said no doubt if the rail- 
roads saw their way to increased earnings by reducing rates 
they would be the first to reduce rates. Mr. Fletcher believed, 
however, the railroads would be dilatory in doing that and that 
they would not reduce rates unless compelled to do so. 

Senator Fletcher, continuing his attack on the transporta- 
tion act in the debate on the seasonal coal rate bill, declared it 
was necessary to get back to the original purpose and function 
of the Commission and continue in it exclusive jurisdiction to 
fix reasonable and just rates and prevent discrimination. 


The senator submitted a table prepared by the Florida rail- 
road commission showing that the approximate increase in 
freight rates on commodities from Jacksonville, Fla., to various 
destinations was 56.2 per cent over pre-war rates. The statement 
covered citrus fruits, pineapples, celery, beans, potatoes, cab- 
bages, cantaloupes and lumber. 


Senator Cummins asked whether, in view of the fact that 
railroad wages had more than doubled since the pre-war period, 
it should be regarded as remarkable that rates had increased 56 
per cent. Senator Fletcher said the rates were high before the 
increases were applied and that if the rates were justified 
originally something should have been done in the last sixteen 
months to get them down. He submitted another statement 
showing that in the 1920-21 season 13,500,000 boxes of citrus fruits 
were shipped from Orlando, Fla., to New York; in the 1919-20 sea- 
son, 12,495,925 boxes; in the 1918-1919 season, 8,946,204 boxes, and 
in the 1917-18 season, 5,581,309 boxes. The freight charges on 
the 1920-21 shipments totaled $13,770,000, as against $9,559,382 in 
the 1919-20 season, and $6,843,846 in the 1918-19 period, and 
$3,404,598 in the 1917-18 period. 


Nevertheless, Senator Fletcher said, grapefruit and oranges 
are rotting in the fields of Florida. 

“The railroads argue that the great increase in the volume 
of traffic proves that the high freight rates have not deterred 
shipments,” said he. “This is unsound. The increase in busi- 
ness has been due to the increase in production. The fact is, I 
am reliably informed, that more oranges, grapefruit and vege- 
tables were left in the fields in the past season than ever before 
because the cost of carriage was prohibitive.” 

Senator Cummins, commenting on other statements by the 
Florida senator to the effect that the freight rates were more 
than the price received by the producer, said similar incidents 
had happened every year and would happen again whenever 
the market for a particular commodity refused to receive it at a 
price that would compensate the grower. 

“It would be better to withdraw the guaranty, reduce the 
rates, and let the roads survive, if they can, by economical oper- 
ation and management,” said Senator Fletcher. “And if they 
cannot survive, let them go into the hands of receivers or into 
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bankruptcy and be reorganized on a basis which would insure 
proper capitalization, with no water or inflated values, than to 
force the public to pay the high freight and passenger rates re- 
quired to yield 6 per cent on the present high valuation or capi- 
talization and under present laws and methods of operation. 
Reorganization on a proper basis of valuation would make it pos- 
sible to operate at lower rates and prevent government opera- 
tion or ownership, and the public does not want either.” 

The Senate, considering the bill in committee of the whole, 
June 28, adopted an amendment offered by Senator Stanley pro- 
viding that the Commission be authorized to establish reduced 
rates on coal at specified seasons or periods. The bill as drawn 
provided for lower rates in the summer and higher rates in the 
winter months, but the latter provision would be eliminated by 
the Stanley amendment. Senator Frelinghuysen said he would 
ask for a vote on the amendment when the bill came up for 
final passage. The senator had requested an opinion from the 
Commission on the Stanley amendment and Chairman Clark 


wrote that the amendment was not in harmony with the pro- 
posed legislation. 


COAL PRODUCTION REPORT 


The Trafic World Washington Bureau 

The report of the Geological Survey on coal production for 
the week ended June 18 and the preliminary report on the first 
two days of the week following, issued under date of June 25, 
disclosed a drop in production. 

“Production of soft coal fell off sharply during the third 
week of June,’ the Survey said. “For five consecutive weeks 
the output had hung about 8,000,000 tons. In the week ended 
June 18 it dropped back to 7,549,000 net tons. This was the 
lowest output reported for any full-time week since the middle 
of May. The cause of the decrease is not yet apparent. 

“The following statement of cars loaded daily is furnished 
by courtesy of the American Railway Association: June 13, 
26,098; June 14, 26,620; June 15, 25,127; June 16, 23,753; June 
17, 23,558; June 18, 16,868. 

“Preliminary reports indicate that loadings on the first two 
days of the week (June 20-25) were 25,724 and 25,733 cars, re- 
spectively. The total for the two days—51,457 cars—suggests 
a further decline in production. 

“The all-rail movement to New England improved during 
the third week in June, total of 3,571 cars of anthracite and 
3,478 cars of soft coal was forwarded eastbound through the 
rail gateways over the Hudson, increases over the preceding 
week of 541 and 335 cars, respectively. 

“Dumpings of soft coal at lower lake ports increased slightly 
during the week ended June 19, when 1,062,477 tons were loaded 
into vessels. Of the total 1,085,031 tons were cargo coal and 
31,428 tons vessel fuel. 

“Shipments for the season now stand at 8,019,733 tons, well 
in excess of both 1918 and 1920, and but 25,759 tons behind 1919. 

“The outstanding feature of the distribution of lake cargo 
coal for the present season up to the end of April was the change 
in the relative proportions of coal moving to American and 
Canadian destinations. In comparison with the season of 1919, 
which the present season most closely resembles, the propor- 
tion moving to Canadian ports increased from 10 to 25 per cent, 
while that moving to American destinations decreased from 90 
to 75 per cent. Other differences were a decline in shipments 
to Lake Superior and an increase in the movement to Lake 
Michigan. 

“The export movement, to judge from what took place at 
Hampton Roads, the most important coal port of the country, 
fell off during the third week of June. The three coal exchanges 
report a total dumped for foreign account of 385,868 net tons. 
Of this, 96,080 tons was bunker and 288,888 export cargo coal. 
Compared with the preceding week, the tonnage for bunker de- 
creased 21 per cent, and the cargo coal 19 per cent. The rate 


for both cargo and bunker was about the same as the average 
for May.” 


COAL RATES IN OHIO 


The Trafic World Washington Bureay 


The Commission has initiated a thirteenth section inquiry 
into coal rates in Ohio, for intrastate application, with a view to 
determining whether they give an undue advantage to shippers 
in Ohio in comparison with shippers in other states. The pro- 
ceeding is No. 12851, In the Matter of Intrastate Rates on Bitumi- 
nous Coal Within the State of Ohio. 

According to the petition of the railroads, the orders of the 
Public Utilities Commission of Ohio, dated August 12, 1920, and 
January 14, 1921, if observed by the petitioning carriers, will 
cause undue prejudice against shippers on interstate rates and 
undue advantage to shippers on the rates prescribed by the Ohio 
commission. 

All the railroads in Ohio have been made respondents in the 
case and, in effect, it is a Shreveport proceeding to determine 
whether the rates, even when increased in percentage in accord- 
ance with the terms of Ex Parte No. 74, result in undue advan- 
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tage to shippers on Ohio rates. In effect, it is a proceeding to 
determine whether the level of the rates which may have been 
increased in accordance with Ex Parte No. 74 was high enough. 

That is a question which, it is believed, will arise in other 
states which may have allowed the percentage increases decreed 
in Ex Parte No. 74. The percentage increases did not bring the 
state rates up to the same level as interstate, although the re- 
lationship that existed prior to Ex Parte No. 74 was preserved 
by the percentage increase under the terms of the permission 
in that case. 


LAKE CARGO COAL RATES 
The Trafic World Washington Bureau 


All the principal coal-carrying roads serving West Virginia 
and Pennsylvania mines in carrying cargo coal to lower lake 
ports, except Bessemer and Lake Erie, by June 30 had filed 
application for special permission to change their cargo coal 
tariffs so that the twenty-eight-cent reduction will apply only on 
coal going beyond upper lake ports. The tariffs, as amended, 
would make a reduction to coal transhipped from any upper lake 
port. 

This matter had been under consideration practically ever 
since the publication of the reduction, but, for one reason or 
another, no final action had been taken, though from the start 
the railroads that assented to the reductions believed that they 
hade made a mistake. 

The primary object in making the reductions was to enable 
the eastern coal operators to get into the northwest more nearly 
on an equality with the operators in Illinois and Indiana. Until 
the reduction was made the eastern operators were under the 
burden of paying increases under Ex Parte No. 74 on the charges 
from the mines to the lower lake ports and increases in the 
rates from the upper lake ports to destinations in the northwest. 
The operators in Illinois fields were subjected to only a single 
increase. 

While there has never been a recognized relationship in 
rates from the two fields to the northwest, stable rates prevailed 
for such a long period prior to 1914 that the relationship that ex. 
isted during those years came to have the character of an estab- 
lished relationship. Business was adjusted in such way that, 
while the eastern operators obtained a large share of the busi- 
ness in the northwest, the Illinois operators were not excluded 
from those markets. The latter frequently asserted that the 
rate adjustment was against them, but, on account of the growth 
of the country and the development of industries, the statistics 
nearly always showed a fairly healthy growth for their business. 
When the five per cent and succeeding percentage increases 
were made no attempt was made to preserve the relationship or, 
rather, relativity of rates, that had obtained for so many years 
because it was admitted that neither the Central Freight Asso- 
ciation lines nor the northwestern railroads had ever consciously 
made an effort to establish or maintain a relationship to the 
northwest. 

The eastern lines were induced, at the beginning of the sea- 
son of navigation this year, to cut off 28 cents a ton with a view 
to promoting the movement of coal from the eastern mines into 
the northwest. It was shown that the eastern operators were 
in a bad way because the demand for their product, by reason 
of the closing of industries, had fallen very low. When the rail- 
roads agreed to the reduction of 28 cents a ton, their thought 
was to promote the movement of coal to the upper lakes for 
shipment beyond. The ordinary way for doing anything of that 
kind is to establish proportional rates, but when the reduction 
was published it was not limited in any way except as to time, 
area of application, and at the lower lake ports for transship- 
ment by water. Broadly speaking, the reduction was to apply 
to Lake Superior ports and to ports on west bank of Lake Michi- 
gan as far south as the Illinois-Wisconsin line. 

Immediate and persistent clamor of discrimination was made 
and continued against that adjustment by users of by-product 
coal in furnaces south of the Wisconsin-Illinois line and by users 
of all kinds of coal at east bank Lake Michigan ports. The users 
of by-product coal at ovens south of the Illinois-Wisconsin line 
pointed to rivals at Duluth and Milwaukee as having the benefit 
of the 28-cent reduction, while they were compelled to use coal 
which had paid the all-rail rate. East bank Lake Michigan salt 
producers called attention to the fact that their competitors on 
the west bank were obtaining coal by reason of: the reduction 
at substantially the same rate that was being paid by Toledo and 
Detroit users, which enabled them to market their product in 
the territory west of Lake Michigan at a decided advantage and 
also to come eastward with their product. 

In addition to the protests of users of coal, the Commission 
and the railroads have received protests from the senators from 
Illinois, Indiana and Michigan, not to mention members of the 
House of Representatives. These protests and complaints were 
sent to the railroads by the Commission with a suggestion that 
they had better do something about them, informally, lest they 
be required to defend themselves in formal cases as to a situa- 
tion for which only a poor defense could probably be made. At 
the time this was written a committee representing the railroads 
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headed by J. C. Venning of the Pennsylvania, was considering 
the matter and the impression prevailed at the Commission that 
the committee was about to ask for sixth section permission to 
file restrictions on the rates. That is all the Commission could 
do in the absence of formal complaint. 

It is the belief that it was the intention of the carriers when 
they agreed to the reductions to have the rates used as propor- 
tionals, but that they overlooked the necessity for limiting their 
application when they prepared their tariffs. The limitation 
placed on the rates at the time of their publication strengthens 
the impression that the carriers intended that they should be 
used as proportionals rather than as rates to the ports proper, 
but if that was the intention there is nothing in the tariffs that 
would remotely suggest that that was the idea. The rates are 
limited to coal going to the lower lake ports for transshipment, 
but no such limitation applies to the coal when it reaches the 
upper lake ports. 


CHALLENGES LAKE CARGO COAL RATES 
The Trafic World Washington Bureau 


A formal challenge of the lawfulness of the lake cargo coal 
rates assessed against points other than ports given the benefit 
of the 28-cent reduction in the tariffs effective May 4 last, has 
been made in No. 12895, Morton Salt Co.’ vs. Chesapeake & Ohio 
et al. That company, with plants at Port Huron and Ludington, 
Mich., alleges that it has been, or will be, damaged by reason 
of the preference given to west bank Lake Michigan ports and 
industries located thereat, to the extent of $28,000, if the tariffs 
are allowed to remain unchanged to October 31, 1921, as their 
terms provide. 

In its operations, the salt company alleges, it will use 100,- 
000 tons of coal between May 4 and October 31. A further alle- 
gation is that in the production of salt the cost of the coal used 
is the largest factor of expense and that, therefore, the quantum 
of rates on coal becomes of vital interest to the complainant. 

The salt company, in its complaint, alleges that the service 
of the railroads parties to any single or joint rate from West 
Virginia mines to any Lake Erie port, as, for example, the port 
of Toledo, is the same in all particulars to the port mentioned, on 
coal that is destined for lake cargo to all points, “save and 
except that the carriers by footnotes to their said tariffs, have 
designated therein certain ports as privileged to obtain, by re- 
adjustment, a lower rate than the rates printed in the tariffs 
and that such readjustment privilege is denied to your com- 
plainant on lake cargo coal to its industries located at Luding- 
ton and Lake Huron; that the said rates or charges so pub- 
lished applicable for ports designated in footnotes referred to 
herein, are unjustly discriminatory against complainant and pref- 
erential to industrial companies located at the favored ports in 
violation of section 2 of the interstate commerce act as amended.” 

The position of the salt company, it is believed, is the same 
as that which has been taken by other objectors to the lake 
cargo coal ‘rate adjustment made effective May 4, in their in- 
formal communications on the subject addressed to the Com- 
mission in their efforts to have the reduction extended to all 
the ports or taken from those to which it had been given. 

The Commission, by its efforts prior to the filing of the 
complaint, indicated that, in the opinion of its traffic bureau 
officials at least, the rate as accorded to the west bank ports 
in all that has been claimed by the Morton Salt Company and 
other shippers, particularly the users of coal suitable for by- 
product coke ovens. 

Coincident with the filing of the complaint, came applica- 
tions from the carriers for special permission to change the 
rule against which the salt company had complained so as to 
limit the lower rate to coal “when for beyond,” the upper lake 
ports. At the time this was written applications of that kind 
had been received from all the principal carriers of lake cargo 
coa} other than the Bessemer & Lake Erie. Grant of the per- 
mission was taken as a matter of course, because the Commis- 
sion, in its correspondence with the carriers, had indicated that 
prima facie the tariffs seemed to work a discrimination against 
east bank industries and a preference for those at west bank 
ports. 

The request for special permission is so drawn that there 
will be no limitation on the reduced rate, other than that it will 
apply only on coal for transshipment beyond the port of des- 
tination. That is to say, if lake cargo coal is taken to Port 
Huron or Ludington, the reduced rate will apply if the coal is te 
be shipped to points beyond by the payment of the rail charges 
to the further destination. Inasmuch as the minimum coal rate 
from a port to a point beyond is not likely to be as low as twenty- 
eight cents a ton, extension of the reduced rates to all the 
ports on coal that is sent beyond, is not expected to be a disturb- 
ing factor in local rates from the ports to the interior of the 
southern peninsula of Michigan. It will not add anything to the 
disturbance of rates beyond the west bank ports caused by the 
original publication. 

However, it will have the effect of depriving industries at 
the west bank ports of the lower rates on the coal they have 
been able to use since May 4, the date on which the tariffs to 





20 


which the new limitation is to apply became effective. It will 
remove the unjust discrimination alleged by the Morton com- 
plaint because it will raise the rates to industries at the west 
bank ports to the level of the rates paid on lake cargo coal by 
the industries at the east bank ports. 

The question of reparation raised by the Morton complaint 
will be the only one to be considered, if and when it comes on 
for trial. In cases of that kind an award of reparation is more 
rare than snow in southern Louisiana and Florida. According 
to the Commission’s decisions on reparation, in other cases, the 
complainant is held not to have shown damage by reason of 
the unjust discrimination. The fact that the complainant paid 
more than a competitor, and therefore may have had to shrink 
his profits, is not taken as indicative of damage. If the com- 
plainant in such a case can show that, in a specific competition 
he lost something because his price was too high to obtain the 
business and that that high price was forced by the unjustly 
discriminatory rate, then there may be hope of reparation. 


BRICK, SHERMERVILLE TO CHICAGO 


The complaint in No. 12508, Illinois Brick Co. vs. C. M. & 
St. P., Director-General, et al., hearing on which was held before 
Examiner C. R. Seal in Chicago, June 24, asks the re-establish- 
ment of the differential of 1%, cent per hundred pounds which 
applied on brick from Shermerville to Chicago over the rates 
for shipments from and to points within the Chicago switching 
district, prior to the promulgation of General Order No. 28. 

William R. Allison, traffic manager for the complaining com- 
pany, said that after General Order 28 had raised the rates for 
both these movements to 3% cents, protest was made, which 
resulted in the issuance of Freight Rate Authority 1887. This 
reduced the switching district rate to 2 cents, he said, but did 
not affect the rate from Shermerville, which remained at 314 
cents, and was subsequently raised to 414%4 cents under Ex Parte 
74 and to 5 cents under the ruling in the Illinois intrastate case. 
He asked that the Commission award reparation down to the 
basis of 2144 cents per hundred pounds and that such a rate 
be prescribed for the future. 

It was pointed out that hauls within the switching district 
often reached a distance of 31 miles, whereas the haul from 
Shermerville to points involved was only 21 miles. On the rate 
as charged prior to Ex Parte 74, according to the witness, a 
per car mile revenue of $1 resulted, while on the intra-switching 
district movements the revenue was only half as great. Over 63 
per cent of the product of the brick company’s Shermerville yards 
came into the Chicago switching district, he said, totaling 7,795 
cars, within the past seven years. Special attention was called 
to the heavy loading of the commodity, the absence of loss and 
damage claims, and the low class of equipment used. 

E. W. Soergel, assistant general freight agent for the St. 
Paul road, introduced exhibits purporting to show that the rate 


as charged was lower than brick rates generally throughout 


the country. Averages of distance scales used on brick rates 
in nine states, he said, showed a rate of 7.16 cents for a haul 
of twenty miles. Mr. Soergel also called attention to the long 
empty car haul, saying that it was necessary to move all equip- 
ment to Shermerville for loading, because the industry there 
required no inbound movement. 

R. N. Gillilan, appearing for the Director-General, introduced 
a copy of Freight Rate Authority 1887 and called attention to 
the language, which, he said, plainly stated that the rates pre- 
scribed therein were temporary only, prescribed for an emer- 
gency, and were not to be taken as reasonable and just. 


PETITION FOR REHEARING 


The Trafic World Washington Bureau 

A petition for rehearing has been filed with the Commission 

by defendants in No. 9560, Meridian Traffic Bureau vs. Southern 
Railway, Director-General, et al., on the ground that a compli- 
ance with the Commission’s order in that case would result in 
unjust and unwarranted discriminations in favor of certain 
Alabama jobbing points against competing Alabama jobbing 
points, for the reason that the Southern Railway, Alabama Great 
Southern and the Mobile & Ohio only are defendants in this 
case, while other lines in Alabama are not subject to the order. 
Numerous examples are cited of the results of the application 
of the scale ordered by the Commission in the Meridian case, 
one of them being that from Birmingham to Selma, Ala., a 
distance of 107 miles via the Southern. The present intrastate 
rates range from 78 cents on first class to 17% cents on class D. 
Under the order of the Commission, the Southern Railway is 
required, says the petition, to establish and maintain class rates 
from Birmingham to Selma ranging from 9514 cents on first 
class to 19 cents on class D. The Louisville & Nashville and 
Western Railway of Alabama also operate the 78-cent scale from 
Birmingham to Selma, a distance of 147 miles via their joint 
route. The petition points out that the Louisville & Nashville 
and the Western of Alabama, not being parties to the case, are 
not authorized in the order to increase their present “abnormally 
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low rates from Birmingham to Selma,” which would result in 
rates via the Southern from 17% cents first class to 1% cents 
on class D higher than the rates contemporaneously in effect 
via the L. & N. and the Western of Alabama. 

The petition asks that the order entered in this case be 
vacated and set aside, or at least that the effective date be 
indefinitely postponed, pending further investigation by the 
Commission. 

The petition further asks that the Commission also order 
and make a general investigation of the entire intrastate rate 
structure in Alabama and the undue or unreasonable advantage, 
preference or prejudice against Meridian and its shippers, re- 
sulting from the difference in the level of interstate class and 
commodity rates applying betwen Meridian and points in Ala- 
bama, and the intrastate class and commodity rates applying 
on intrastate traffic between points within Alabama. The peti- 
tion further asks that the Commission prescribe maximum scales 
of class and commodity rates with the governing classification, 
to be applied in the future between points in Alabama upon in- 
trastate traffic, and between Meridian and points in Aalbama, in 
order to remove the undue discrimination brought about by the 
lower level of rates applying intrastate in Alabama. 

The petition requests that in the event the Commission does 
not order the investigation prayed for, and does not reopen this 
case for further hearing, the order be modified so as to permit 
(1) petitioners to maintain rates not higher than rates con- 
temporaneously maintained between the same points by com- 
peting lines not parties to the Meridian case, and at the same 
time maintain between Meridian and Alabama points the rates 
prescribed by the Commission in that case, and (2) that: relief 
from the long-and-short-haul provisions of the fourth section be 
granted as to rates between Meridian and competitive Alabama 
points. 

Should the Commission order a general investigation of the 
rates in Alabama as prayed for, it is believed it will result in 
a case similar in most of its aspects to the Shreveport case; 
and those familiar with the conditions in this territory believe 
that the carriers hope that in this manner they may be able 
to get away from the legislature-compelled rates in Alabama 
which they have always felt to be unreasonably low. The rates 
in Alabama are held down by the so-called 110 commodity scale 
prescribed in 1907 or 1908. 


RULINGS AS TO SCRAP IRON AND STEEL 


The Official Classification Committee has made a ruling as 
to the meaning of the classification rule relating to scrap iron 
and scrap steel as used in Consolidated Classification No. 1, so 
as to allow the rate on scrap iron and steel to be applied to 
the steel parts of what would have been explosive shells if 
they had ever been completed, although the steel part of the shell 
has not been broken. The ruling or interpretation is as follows: 


“For a number of years past we have carried in Official 
Classification a note in connection with scrap iron and steel 
reading: 


Ratings apply on scraps or pieces of iron or steel having value 
for remelting purposes only. 

“Recently an interpretation of the word ‘pieces’ was made, 
we finding that articles entitled to the scrap iron rating had to 
be broken up into pieces or scraps. Numerous protests have 
been filed thereto on account of its literal application by the 
inspection bureau, especially in connection with such articles 
as kettles, rolling mill rolls, shells, car wheels, etc., account of 
shippers having no available means of breaking the articles into 
pieces, as a result of which we have ruled that where shipments 
are offered as scrap iron or steel, and charges have been. assessed 
at the rating for the specific article, if it proven to the satis- 
faction of the terminal line that the shipments had value only 
for remelting purposes and are actually melted, the scrap iron 
ratings would apply thereto. 


“This question has been prominently before us lately in con- 
nection with steel shells sold by the United States government 
for remelting purposes and on which we held that the ratings 
established in the Official Classification under the caption of 
ammunition, not explosive, for projectiles, empty or solid, other 
than small arms, would apply. We are advised that these shells 
are without copper rotating bands, base covers, detonators, 
screws or disks; in other words, that as shipped they are not 
shells and cannot be used as such, but have value for remelting 
purposes only and, in fact, are remelted. Having these facts in 
mind, we hold that if such shipments are billed as scrap iron 
or steel shells, having value for remelting purposes only, or even 
as scrap shells, the rating established in Official Classification 
for scrap iron or steel may properly be applied thereto.” 


CONSOLIDATED CLASSIFICATION DOCKET 


Docket No. 7, of the Consolidated Classification Committee, 
calling for hearings at Atlanta, July 13; New York, July 18; and 
Chicago, July 25-29, is printed in The Traffic Bulletin of July 2. 
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FREIGHTS AND CHARTERS 


(Issued by the U. S. Shipping Board) 
June 23 
Outside of coal and grain, ocean freights are not moving 


« 


, heavily, and shipping concerns fail to see any signs of a mate- 


rial change near at hand. 

The very recent activity of Japanese steamers in the world 
trade, especially in what is called rate slashing competition with 
British, Scandinavian, Dutch and American tonnage in the grain 
trade, is held to be the result of a recently revealed amalgama- 
tion of the principal shipowners and operators in Japan, in 
which the resources of a number of large companies were pooled 
with the sanction and encouragement of the Japanese govern- 
ment. 

The River Plate market continues quiet but steady, 57s 6d 
having been paid for a spot steamer of 3,000 tons for heavy 
grain up-river, and 55s to 56s 3d is obtainable for boats of about 
5,000 tons, June-July loading. 

From the Gulf there is still some demand for July loading 
both for Belgium and Italy. 

Time charters are attracting little attention at present and 
few fixtures are quoted. 


Charters 
Str. Western City, 3671 t., Boulogne to New York, spelter, 20s; 
June. 
Str. Penza, 3518 t., St. Lucia to Chrome, N. J., ore, private terms; 
prompt. 


Str. Santa Rosa, 3918 t., Chile to two ports Galveston and Boston 
range, nitrate of soda, $4; June. 

Str. General Milne (Br.), Montreal to Antwerp and Hamburg, 
30,000 ars. grain, 27%4c per 100 pounds, Canadian currency; July 

Str. Cape Ortegal (Br.), 3136 t., one round trip in rh tne, Om 
trade, about 7s; June. 

Str. Orient, 3058 t., Alt. range to Harve, coal, $5.60; prompt. 

Str. Kelpen Vergotti (Grk.), 3181 t., Atl. range to Havre, coal, 
$5.75. 
Str. Bjerstjerne Bjorsen (Nor.), 3252 or substitute, Atl. range to 
French Atl. port, coal, $5.50; June. 

Str. Hayden, 3746 t., Atl. or to W. Italy, coal, $6; prompt. 

Str. King City (Br.), 1822 t., Atl. range to Teneriffe, coal, $5.70; 
Welsh form; July. 

Str. Woodville, 3000 t., 10 per cent, San Lorenzo to U. K. or 
Cont., 57s 6d, heavy grain; June 25 canceling. 

Str. San Salvador, 5000 t., 10 per cent, San Lorenzo to U. K. or 
Cont., 50s, heavy grain; July 25 canceling. 

Str. Truth, 5000 t., 10 per cent, San Lorenzo to U. K. or Cont., 
45s, heavy grain; August 25 canceling 

Schr. Munaires, 285 t., North Pacific to Atl. port, with lumber, $17; 
rompt. 
- Schr. Moundoleta, 2955 t., North Pacific to Atl. port, with lumber, 
$17; prompt. 


June 24 


The general cargo movement continues light in all directions 
and the return of activity in coal exports incident to the failure 
to settle the foreign miners’ strike has thus far failed to ma- 
terialize. 

Grain carriers to Europe are in fairly good request at former 
rates, but the tendency is downward, owing to the approach of 
the season’s end. From the Gulf there is some demand for July 
loading, both for Italy and Belgium. 


Both South America and Scandinavia continue to absent 
themselves from the freight market, except when forced to cover 
absolute needs, and then a hand-to-mouth policy is pursued. 

No serious interest is displayed in regard to the time charter 
market, and owners have about concluded that the rates offered 
are not sufficient to warrant them in chartering their boats. 
There is no margin, they say, while the risk of sustaining a 
heavy loss is greater than ever, because of labor disturbances 
at most of the world ports. 

Latest reports from Shanghai, China, are to the effect that 
berths continue listless, while freight rates via the canals are 
weak and tariffs purely nominal. 


At 36 of the principal United Kingdom ports, there were laid 
up at the end of April 1,160 vessels of 1,707,262 net tons. These 
were reported officially .to be “out of commission indefinitely.” 
Since then the position has become much worse. 


Charters 


Strs. Lekhaven (Du.), 28,000 qrs. grain, and Parkhaven (Du.), 
18,000 qrs. grain, Montreal to Antwerp, Rotterdam range, 25 cents 
ily 100 pounds, Canadian currency; if Hamburg, 27% cents; June- 

uly. 

Str. Newquay (Br.), ay, = 4 — to W. Italy or the Atlantic 
Islands, 25,000 ars. grain, 

Str. Kingsburg (Br.), De1e = ntl. range to U. K., coal, private 
terms; June-July. 

Str. Jacob + gle aga (Nor.), 2172 t., Atlantic range to Petro- 
grad, coal, $7.2 July 

4 Str. pA ot ‘beet. ), 1942 t., a Gulf port to So. Africa, timber, 
2.358; July. 

Str. Bjorstpernen Bjersen (Nor.), 3252 t., Atl. range to Ham- 

burg, coal, $5.50; June. 


June 25 


In the freight market the principal development is the an- 
nouncement of pronounced reductions in rates to the Levant, 
to be effective immediately. This was the result of the deter- 
mination of steamship companies in the Levantine Conference 
to force other outside lines to join with them in observing rates. 
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The reduction was material and in some commodities amounted 
to as much as 50 per cent. 

There was a marked slump in the charter market during 
the latter part of the week as compared with the pronounced 
demand for vessels to carry coal to Great Britain the first three 
days of the week. 

Charter rates for steamers to carry coal to the United King- 
dom range from $5.75 to $6.75. 

Reports from Hampton Roads indicate great activity in ship- 
ping circles after a dull period last week. Estimates indicate 
that thirty vessels will be loaded there during the next week. 
It is reported that there are forty-eight steamers awaiting their 
turn at the loading piers, which can accommodate six vessels 
at a time. 

Tonnage entering the port of Reval during the first quarter 
of 1921 is reported as 82,586 for 181 ships, as against 15,585 
for 56 ships in the same period for 1920. The marked increase 
is due in part to the fact that during 1921 the harbor was closed 
by ice for only a couple of weeks, whereas in 1920 it was closed 
for a much longer period. 


Charters 


Str. Istros (Gr.) 2306-t., N. Y. to two ports in U. K., sugar, 37s 6d 
and 40s; prompt. 


Strs. Orleans and Orinoco, Atl. range to U. K., coal, $5.60 and 
discharge. 


Str. Chassic Maersk (Dan.), Ae. de to Copenhagen, —, $6 


Str. Alfred Nobel (Nor.), 2616 t., Atl. range to U. K., coal, $5.50, 
free discharge. 


Str. Phoenix (Dan.), Atl. range to Denmark, coal, lg terms. 
Str. Waukee, 3796 t., Atl. range to W. Italy, ‘coal, $6.2 
Str. Boheme ‘ex —_ t., Atl. range to Venice, po $6.25; op- 
tion of Rotterdam, $5.2 
June 27 


The charter market in general displays a firm tone with few 
inquiries for vessels at the present rates. Of the few fixtures 
reported most were at $6.75, some were at $6.50 and one was re- 
ported at $7 to carry coal to the United Kingdom. 

Although business was duller than usual the latter part of 
the week, in some quarters the belief was expressed that the 
demand for prompt boats would keep the rate up and the market 
would strengthen soon. Another rush for coal carriers is pre- 
dicted by some for the early part of this week. 

Fixing of Japanese steamships for grain carrying from Pa- 
cific ports has been reported. Four vessels are reported from 
Portland, three of them to carry grain, and the other to take on 
a cargo of lumber. 

Practically every pound of wheat and flour from Portland 
for the month of June will be carried in foreign bottoms. The 
Norwegian and Swedish companies are leading for June, with the 
Japanese making a somewhat poorer showing. Charters already 
— however, indicate a big month for Japanese ships during 

uly. 

Grain exports from Galveston and Texas City to Italian ports 
are picking up, according to reports from Galveston. The bulk 
of the grain is wheat. 

The tying up of coastwise lumber carriers at San Francisco 
because of the marine strike has resulted in the entrance of a 
number of sailing vessels into that trade. 


Charters 


Strs. Anacortes, 3625 t.; Armcross, Evergreen City, 3708 t.; Volun- 
teer, 6031 t.; Atl. range to U. K., coal, $5.75 and discharge; June- July. 

Str. Brattingborg (Dan.), 1963 t., Phila. to Santos, coal, about $5; 
June-July. 

Str. Lestria (Swed.), 1510 t., 
17s 6d; June 30. 

Str. Woldingham (Br.), 1929 t., Atl. range to U. K., coal, 37s 6d. 
. Str. Muskegon, 2127 t., Atl. range to U. K., coal, $6; free dis- 
charge. 

Str. Berkut, 2803 t., Sydney, Cape Breton, to U. K. or Cherbourg, 
coal, 26s 6d; prompt. 
Str. Kilku Maru (Jap.), Atl. range to U. K., coal, $5. 50; free dis- 
charge. 

Str, Rothley (Br.), 2481 t., Atl. range to St. Vincent, coal, 23s 6d, 
full Welsh form; prompt. 

Str. Winnoconne, 1983 t., Atl. range to Copenhagen, coal, $6.40. 

Str. Eleanor Maersk (Dan.), 1203 t., Atl. range to Lisbon, coal, $6. 

Str. Boston Maru (Jap.), 3338 net tons, Portland to U. K., grain. 

Str. Kongosan Maru (Jap.), 3221 t., Portland to Japan, with lum- 


Copenhagen to Montreal, pebbles, 


ber. 
June 28 


The statement of foreign trade of the United States issued 
by the Department of Commerce, shows a decrease of over 
$1,000,000,000 in both imports and exports of merchandise during 
the first 11 months of the fiscal year as compared with the cor- 
responding period of the previous year. 

In the Panama Canal Record is a story which, read in the 
measure of its extreme possibility, is of tragic import to Ameri- 
can railway workers, stockholders and providers of equipment 
sypplies. It is the flow of enormous traffic away from the freight 
train and into the ship. 

In the first quarter of 1920 the lumber shipments through the 
Panama Canal from British Columbia, Washington and Oregon to 
the Atlantic coast were 1,202,229 feet. In the first quarter of 
1921 the shipments through the Canal were 42,495,579 feet. This 
gain is at the raté of 165,000,000 feet in a year, and forty times 
more by water than during the previous year. 
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A contract is reported to have been made between the Grace 
Company and lumber interests to move 20,000,000 feet of lumber 
from the Pacific Coast to ihe Southern Republics, and the Cerrao 
del Celeso Mining Company of Peru has arranged for the shipping 
of 50,000 tons of ore from South America to San Francisco and 
Tampico on the same ship. 

Reports from Canada state that there are a considerable 
number of vessels laid up at Halifax and other ports. It is stated 
that a year’s operation of forty-seven vessels varying from 2,800 
to 8,300 tons, by the Canadian Government merchant marine, has 
resulted in the loss of nearly $2,000,000. These losses, however, 
were not considered disastrous in view of the fact that the ves- 
sels were placed in operation at a time when the steamship 
business of the world was passing through one of the most criti- 
cal times in shipping history. 

There is said to be considerable business in sight for the 
West Coast of Italy, Greece, North Africa and the islands of 
the Atlantic, but the coal exporters admit that the activities for 
the most part in these trade have been confined largely to in- 
quiries. 

Out on the Pacific Coast the grain shipments for the 1921 
season will come to an end officially on June 30. About 58,000 
tons of grain were shipped from Portland during the past week, 
Japanese steamers getting a fair share of the business. 


June 29 


There are no particularly marked features in the freight 
market. Rate-making is one of the pastimes of shipping con- 
ferences, and the tendency is in favor of the shippers, except 
perhaps in respect to coal carriers, which seem to be holding 
firm with a tendency to increase in certain directions. 

Another Japanese steamer has been chartered for the grain 
trade, this being the fourth Japanese steamer chartered for grain 
out of Portland during the past few weeks, and it is rumored 
that charters are pending for two more. The rate could not be 
ascertained, but it is said to be considerably below those offered 
by British and Scandinavian motor ships operating at less cost 
than any other ships. of the same size. 

A decided reduction in rates on a number of commodities 

from the Pacific Coast to European ports has been effected by 
the European-Pacific Line, according to advices received. 
: On the whole, the market is inactive, with little prospect of 
immediate improvement. Very little coastwise activity has 
been manifested recently. The volume of chartering has been 
very small and very few steamers ar running in this trade. 


Charters 
Str. West Haven, Montreal to Antwerp-Hamburg range, 32,000 
- ars. grain, 27%c per 100 Iibs.; July 5. 


Str. Holtby (Br.), Montreal to Bergen-Malmo range, 32,900 ars. 

i mg ee range, 6s 142d, and 6s 6d; if Stettin, 6s 9d! 
uly 1-20. 

Strs. Levne r.), 2,805 tons; Northern Star, 3,283 tons; Dacre 
Castle (Br.), 3,277 tons; Eastern Light, 4,148 tons: Effna, 4,000 
tons; City of Fairbury, 3,652 tons; Atlantic range to United King- 
dom, coal, $5.75 and discharge. 

Strs. Terrier (Nor.), 3,163 tons, and Hercules (Nor.), Atlantic 
range to United Kingdom, coal, $6.25 and $6.50, respectively; June. 

Str. Almelo, 4,417 tons, Atlantic range to Rotterdam, coal; 
private terms. 

Str. East Gambo, 4,439 tons, Hampton Roads to French Atlan- 
tic port, coal; $5.50. 


Str. Torrey (Nor.), Atlantic range to Harmansk, coal; $7.50, 
free discharge; prompt. 


Str. Hektor (Nor.), 7,400 tons cwt., one round trip in trans- 
Atlantic trade; about 7s; July. 


Strs. Emma Arp, 1,734 tons, and Antolius (Fr.), 2,115 tons, 
a Gulf port to River Plate, lumber, $10; July. 

Strs. Modesta (Nor.), 2.445 tons, three months time charter 
in pulp wood trade; private terms. 

Schr. Rachael N. Stevens, 1,082 tons, Jacksonville to Boston, 
lumber; private terms. 


EXPORTATION OF FARM PRODUCTS 


The Trafic World Washington Bureau 


As a help to farmers who cannot market their products, 
Senator Norris, of Nebraska, has introduced a bill (S. 1015) 
creating The Farmers’ Export Financing Corporation, with a 
capital of $100,000,000, all subscribed by the government, to 
undertake the exportation of farm products. One of the pro- 
visions of the bill authorizes the proposed corporation to nego- 
tiate with the railroads for reduced export rates on farm products 
and the Interstate Commerce Commission to reduce the freight 
rates on such products “to any extent that, in its judgment, 
may be fair and reasonable.” Another section authorizes ihe 
Shipping Board also to make whatever rates may be necessary 
to move the farm products which Norris says are not moving. 

The Nebraska senator had referred the bill to the Commis- 
sion. The latter, in a letter from Chairman Clark, pointedly 
disapproved the section which would give the financing corpora- 
tion preference in the matter of export rates. In his letter to 
the senator, Chairman Clark said: 


Apparently the only provisions of the bill which would modify 
acts with the administration of which we are charged are con- 
tained in section 18. The apparent purpose of that section .as we 
understand, is to authorize the corporation which the bill would 
create to negotiate with the railroads for reduced freight rates 
for the transportation of shipments in which the corporation is 
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interested. In other words, it seems to propose to make the cor- 
poration, the capital stock of which is to be subscribed by the 
United States, a preferred shipper. I am authorized jo say that 
we cannot indorse any proposal to make the government, directly 
or indirectly, a preferred shipper when it is directly or indirectly 
in commercial competitoon with citizens who are attempting to 
carry on the same line of business. Individuals and firms have 
been engaged for many years in transportation and exportation of 
agricultural products, and it is difficult to see on what ground 
we could approve any proposal to have the government, through 
a corporation or otherwise, set itself up as a competitor, while 
reserving to itself the right to have such preference in the matter 
of freight rates, as is unqualifiedly condemned by the law as 
between shippers and competitors other than the government. 


In reply to Chairman Clark, Senator Norris said, in part: 


I very much regret that the Commission has taken such a 
narrow view of the situation. If the objection is made on the 
ground that the corporation would be a _ preferred shipper, it 
would certainly be easy to amend the bill so as to authorize 
reduced freight rates to any shipper of such products. That some 
reduction in freight rates on these products is necessary in order 
to mave from producer to consumer the foodstuffs that are 
now deteriorating and rotting on the farms is quite apparent 
to anyone who understands existing conditions. The consumer 
is starving for food products. The producer is bankrupt in the 
midst of a surplus of food products. 


Senator Norris argued that the “individuals and firms” which 
have been engaged in handling agricultural products are obvi- 
ously not doing the work necessary to bring the producer and 
the consumer together, and therefore it would not hurt to let 
the government try. His whole argument was based on the 
assumption that the freight rate is so high that farm products 
cannot move. In illumination of that thought, he said: 


It ought to be apparent, it seems to me, that even the rail- 
roads and those “individuals and firms” for which and for whom 
the Interstate Commerce Commission seems to be particularly 
solicitous, can be ruined by a freight rate that is too high as 
well as by a freight rate that is too low. That the rate is too 
high for the products to move is demonstrated by the fact that 
the products do not move, and that there is in foreign countries 
a demand for these products sufficient for their consumption if 
the charge put on them by the railroads and “individuals and 
firms” were not so great as to make transportation impossible. 


RATES ON EXPORT GRAIN 


The Trafic World Washington Burea 


Disregarding the protests of St. Louis and other points west 
of the Mississippi, the Commission, June 30, voted not to suspend 
tariffs reducing, on July 1, the rates on grain and grain products, 
for export via north Atlantic ports, three cents per 100 pounds. 
The reduction was made in furtherance of the general plan of 
the railroads, endorsed by the Commission, to restore, in part, 
if not in full, the relationship of rates on grain, for export, 
through the north Atlantic and gulf ports. They were thrown 
out of gear by the various percentage advances to such an ex- 
tent that the difference in rates between New Orleans on the 
one hand and Baltimore on the other, for illustration, prior to 
the reduction operative on July 1, was about double the dif- 
ference in rates prior to the percentage advances. 


CHARGES FOR WHARFAGH, ETC. 


The Trafic World Washington Bureau 


The following announcement has been made by the Commis- 
sion in No. 12681, In re Charges for Wharfage, Handling, Storage, 
Etc., at South Atlantic and Gulf Ports: 


The Commission is in receipt of numerous inquiries as to whether 
or not it will give consideration to switching charges and free time 
allowances at the ports in connection with this proceeding. It has 
been concluded that the order instituting the investigation will be 
construed as including within its scope switching charges to and from 
the water terminals at the ports in question, and free time allowances 
on ocean traffic while in cars or in storage warehouses at the ports. 

The Commission has also received communications from a num- 
ber of interested parties calling attention to the fact that the prep- 
aration of data bearing upon the questions here under consideration 
will necessarily consume considerable time and requesting that this 
fact be given consideration in fixing the dates of the hearings. While 
it is desired that the investigation be proceeded with and concluded 
with all reasonable expedition, the Commission is impressed with the 
propriety of these requests and will not set the first hearing until 
some time in the early fall. 


Timely notice of the dates and places of hearings will be given. 


PERMIT TO OPERATE SHIPS 


The Trafic World Washington Burcau 
On its own motion, the Commission has reopened No. 11214, 
application of the United States Steel Products Company for per- 
mission to operate ships through the Panama Canal, “for such 
further action as the Commission may hereinafter direct.” No 
statement was made as to why the case was reopened. There 
was spirited opposition by steamship companies to the grant of a 
permit, but the Commission thought that, under the conditions 
then prevailing, of few ships using the Canal and great conges- 
tion on the railroads, the permit should be given. 


Inquiries from our DAILY TRAFFIC WORLD sub- 
scribers are answered by mail or wire and are always 
treated as confidential, 
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THE CUMMINS INVESTIGATION 


The Trafic World Washington Bureau 


A saving of from $60,000,000 to $75,000,000 a year in the 
cost of fuel could be effected by the railroads through co-ordi- 
nation of the purchasing of fuel supplies by groups of carriers, 
according to testimony given before the Senate committee June 
24 by Edwin Ludlow, president of the American Institute of 
Mining and Metallurgical Engineering, who was called as wit- 
ness by Mr. Warfield in behalf of the National Association of 
Owners of Railroad Securities. 

Mr. Ludlow said if the railroads of the country could be 
divided into four or more groups and a competent fuel engineer 
selected in each group to supervise fuel purchases, very large 
economies could be obtained. 

Advantages that would accrue from the purchase of fuel by 
railroads in groups were enumerated as follows by Mr. Ludlow: 

“1. The allocation to each railroad of a uniform grade of 
coal. 

“2. The avoidance of cross hauls, supplying each road from 
the most available supply with a minimum of mileage. 

“3. Placing of the fuel supply on a scientific basis, with the 
employment of inspectors to maintain the quality of coal shipped 
and the checking up of the results from the performances ob- 
tained. 

“4. The close co-operation that such a committee could 
have with the coal operators, obtaining in that way co-operative 
results of economy and efficiency that cannot be obtained under 
the individual basis of buying as at present. 


“5. Stabilization of the bituminous industry through pur- 
chasing greater amounts of coal during the summer months and 
storing it for use, with diminished shipments in the winter 
months. The advantages of this may be summarized as follows: 

A. The direct saving to the railroads in the lower cost of their 
fuel supply, taking into consideration the cost of storing and re- 
handling. 

B. The direct saving to the operators in the cost of producing 
the coal, due to steadier work, enabling them to make lower prices 
for the railroad supply. 

Cc. The general advantage that will accrue to the whole bitum- 
inous industry from the _ stabilization of production, reducing the 
amount of idle times at the mines and enabling the mine laborer to 
have full time employment throughout the year. 

The advantage to the railroads in the utilization of the empty 
cars during the summer and reducing the movement of their own fuel 
coal during the winter months when the cost of operation is highest 
and the demand is greatest for coal cars for domestic supply. 

. By making long term contracts with producing mines they 
will be able not only to equip their mines better for the extraction 
of coal, but also for the housing and welfare of their employes, being 
sure of a defined all-the- -year-round tonnage that will warrant their 
making the necessary capital expenditures. 

“6. The public will be greatly benefited through an arrange- 
ment of this kind, releasing the mines under contract to the rail- 
roads from a proportion of their tonnage in the winter months 
when the coal is needed for domestic purposes. The stabiliza- 
tion of the industry in this way will avoid the serious fluctuations 
which have occurred in the coal business in the last few years.” 

Execution of long-term contracts with mine operators pro- 
viding for excess shipments during the four dull months of April, 
May, June and July, the witness said, and a reduction in ship- 
ments during the congested months of November, December, 
January and. February, would enable the carrier to get much 
lower prices and thereby decrease their fuel costs. Another 
advantage to the railroads, he said, would be a more uniform 
freight traffic, and that the carriers would have during the win- 
ter months the cars needed for the domestic demand. He also 
said the necessity for railroads assigning cars to keep up their 
fuel supply in winter would be eliminated. 


“The whole situation of the purchase of coal should be one 
of co-operation with the mines and, by helping the mines during 
the dull summer months to carry their overhead expenses,” he 
said, “the railroads would receive their coal at a much lower 
price, not only sufficiently lower to pay for the expenses of stor- 
ing and picking up, but also at a considerable saving on the total 
fuel cost, and the whole country would be relieved of the con- 
gestion and uncertainty in the coal business, which has hap- 
pened so frequently in late years, and of which 1920 was our 
worst example. The stabilizing of the coal industry is recog- 
nized as one of the necessities for the real prosperity of this 
country, and the railroads, using 33 per cent of the entire output 
of the bituminous mines, are the ones who can do the most 
toward stabilizing if they will work in co-operation with the coal 
miners to that end.” 


Senator Kellogg asked if it were practical and beneficial for 
the carriers to buy coal as suggested why should not the same 
principle be applied too purchases made by railroads. Mr. Lud- 
low’s idea was that there should be an advisory committee which 
should advise the railroads as to how they should purchase their 
fuel, but Mr. Warfield later explained that the association’s idea 
was that the railroads in each group should designate their own 
men to effect the purchases by groups. In reply to Senator Kel- 


logg, Mr. Ludlow said he believed the principle of an advisory 
committee could be extended to all purchases and that economies 
Senator Kellogg believed that there would be a 


would result. 
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duplication of existing agencies of the railroads and that if all 
purchases were to be made on the advice and suggestion of a 
central committee nothing much would be left for the railroad 
managements to do. He also said that in the operation of 260,000 
miles of railroad more efficient operation would result by indi- 
vidual management than by centralized management through a 
committee. 

Senator Cummins said if the plan were not made compulsory 
it probably would not be observed. He inquired of the witness 
about savings that could be effected through the electrification 
of railroads. Mr. Ludlow said he believed great savings could 
be made by that means in congested areas and referred to the 
proposed creation of a super-power zone between Washington 
and Boston for the electrification of steam roads through the 
use of waterpower and coal. 


Forney Johnston Explains Bills 


Mr. Johnston, counsel for the association, resumed his ex- 
planation of the bills designed to carry out the proposals for 
effecting economies in railroad operation. He discussed the Na- 
tional Railway Service Corporation. Senator Cummins said 
he did not see that that had much bearing on the present prob- 
lem. He pointed out that this corporation had obtained loans 
from the $300,000,000 revolving fund in connection with the exe- 
cution of car equipment trusts, but that the government was not 
likely to furnish money for that purpose in the future. Mr. John- 
ston said he believed payments of money borrowed out of that 
fund should be used beyond 1922, but that a new appropriation 
would not be required. Under the transportation act the Com- 
mission will not have the power to make loans to carriers whose 
applications are not in before March 1, 1922. Mr. Johnston pro- 
posed that this date be extended to March 1, 1930. 

The bill providing for federal incorporation of the National 
Railway Service Corporation would confer on that organization 
the power of eminent domain—that is, it would have the author- 
ity to condemn and acquire existing railroad properties. Sen- 
ator Kellogg remarked that that was a “tremendous power” to 
be conferred on the corporation. 

Mr. Johnston cited the controversy over the effort of the 
New York Central to get possession of the Chicago Junction 
railway property, pointing out that some of the trunk lines were 
opposed to the New York Central’s application. He said in such 
a case the Commission might decide that it would be best for 
the property to be held by a common agency such as the pro- 
posed corporation, and that the proposed legislation would give 
the corporation the power to acquire the property. He said he 
did not have in mind a specific property that might be taken 
over, but that cases might arise where it would be in the public 
interest and in the interest of the railroads to have a common. . 
agency owning a given property. 

Questions put by Senators Kellogg and Pomerene when For- 
ney Johnston, counsel for the National Association of Owners 
of Railroad Securities, resumed explanation, June 27, of the two 
bills offered by the association for effecting economies in rail- 
road operation, indicated that they had a question in their 
minds as to whether the result of the program put forth by 
the association would be beneficial to the railroads. 

Senator Pomerene wanted to know what the proposed legis- 
lation would accomplish in the way of improving the methods 
now employed to effect efficient management. Mr. Johnston said 
interference with individual corporations was not contemplated 
but that the object sought was the creation of agencies which 
would make an intensive study of the transportation problem 
for the country as a whole. He said the Pennsylvania might 
have an efficient organization to get business away from the 
B. & O., for instance, but that the problem of efficient operation 
was not approached from a nation-wide viewpoint. 

There is no intention on the part of the security owners 
to disrupt the American Railway Association, Mr. Johnston said. 
He added, however, that that organization did not always “work,” 
pointing to the necessity for the Commission exercising its 
emergency powers in 1920. He said if the railroads had co- 
operated with the A. R. A. at that time the orders of the Com- 
mission would not have been necessary. 

Senator Kellogg remarked that after the advisory bodies 
proposed had made recommendations, the Interstate Commerce 
Commission would still have to decide the question that might 
be at issue. He said the trouble with the proposals was that 
they would result in the creation of additional agencies and 
that Washington was full of agencies gathering useless informa- 
tion. 

Senator Pomerene said he was in complete sympathy with 
the idea of having an intensive study made of the transporta- 
tion problem but that the danger he saw in the security owners’ 
suggestions was that there might be too many advisers to rail- 
road executives, with the result that the executives would de- 
pend on others rather than on themselves in managing the rail- 
roads. 

Mr. Johnston viewed the matter from the standpoint of 
“compulsory education.” The advisory boards, he explained, 
would give their time to studies of problems into which the 
heads of railroad departments did not have the time to go, and 
base recommendations thereon. His idea was that if a railroad 
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executive could be shown where improvement could be made, 
there would be no objection to that by the executives. 
John F. Wallace on the Stand 

John F. Wallace, former chairman of the Chicago Railway 
Terminal Commission, and a member of the security owners’ 
_Board of Economics and Engineering, testified on the question 
of joint terminals and facilities. 

“The complete application of the competitive system to rail- 
way freight terminals falls of its own weight,” said he. “Each 
road cannot secure and maintain terminal facilities covering 
the entire terminal area. It cannot secure, maintain and oper- 
ate adequate terminal facilities in each and every section or 
district within the metropolitan terminal areas where important 
freight traffic originates. Nevertheless, the attempt is made 
under existing methods to cover as much as possible of the 
entire field by separate and competitive terminals, with the 
resultant complication of facilities and a duplication of financial 
investment.” 

Mr. Wallace referred to the terminal district of Chicago as 
exemplifying the ill effects of competitive freight terminals and 
of the steps that had been taken to unify the use of terminals 
there. 

“If the terminal situation were treated co-operatively in- 
stead of competitively,” said he, “there could be a simplifica- 
tion of the tangled network of tracks that now exists, the re- 
lease to general commercial purposes of large and valuable prop- 
erty now held by railroads for competitive purposes or pros- 
pective competitive needs, the reduction of operating costs in 
the terminal handling of freight, and an increase of efficiency.” 

The same terminal problems exist in a lesser extent at 
all of the great railroad centers, he said. 

“There is practically a unamimous opinion among railroad 
executives,” he continued, “that the unified or co-operative opera- 
tion of railway terminals is not only desirable but will event- 
ually be necessary. It is doubtfui, however, if the railroads left 
to their own resources will be able to evolve through independ- 
ent effort a satisfactory co-operative railway terminal operating 
plant.” 

Mr. Wallace pointed to the operation of the terminals at 
Chicago and other large centers during federal control by term- 
inal managers. He said while economies were secured, the re- 
sults obtained were not at all indicative of what could be se- 
cured through the complete unified operation of terminals in 
normal times. 

Chicago, he said, had adopted the policy of bringing pres- 
sure on the fourteen railroads occupying the territory south 
of the loop district between State Street and the Chicago River, 
.to co-operate in straightening the Chicago River and creating 
a consolidated, unified terminal between Clark Street and the 
river, releasing all presently used railroad property between 
Clark Street and State Street for commercial uses. 

“An agency that could harmonize the apparent conflicting 
interests of the several railroads in this territory would be in 
a position to substantially promote the accomplishment of this 
improvement,” said he. 5 

“Practical, progressive consolidation could be brought about 
by forming a terminal group consolidation of all the belt lines 
and small railroads performing terminal functions, using the 
Chicago Junction system of terminals as a nucleus. This term- 
inal system serves a territory of commercial industries that 
yields a volume of traffic equal to an ordinary city of the second 
class, and is open to all railroads on equal terms, and a con- 
solidation of all the belt line facilities with or by this prop- 
erty and operated on this principle would benefit all the rail- 
roads’ shippers and the public. 

“Later, as various trunk lines could be induced to use co- 
operatively other trunk lines and their facilities, sections of 
existing trunk lines with yards and other facilities could be 
incorporated as might be advisable. The extension to include 
all facilities and operations within the terminal district will 
eventually follow as the advantages of consolidated operation 
are demonstrated.” 


Consolidation of terminals will come about just as the great 
systems of railroads were built up by the absorption of smaller 
lines, Mr. Wallace testified June 28. He believed that an inde- 
pendent agency, however, is needed to effect such consolidations 
because individual railroads are not inclined to give up what 
they have for the benefit of the country as a whole. 

Mr. Wallace said it was not the purpose of the security 
owners’ board of economics and engineering to be a disturbing 
element, but that it wished to be helpful to the railroads and 
the Commission. He said railroad executives were so loaded 
down with routine duties that they did not have the time to 
make such studies as the board of economics will make. 

“If Mr. Willard, or Mr. Rea, or Mr. Smith could put their 
feet up on their desks for several hours every day and smoke 
cigars, they would be better executives,” said Mr. Wallace. 


George E. Brock a Witness 


George E. Brock, president of the Home Savings Bank of 
Boston and president of the National Association of Mutual 
Savings Banks, an organization whose members hold approxi- 
mately $900,000,000 of railroad bonds, was called as a witness 


Vol. XXVIII, No. 1 


by Mr. Warfield. Mr. Brock said the banks had been somewhat 
concerned because of their large railroad bond holdings and 
that they had affiliated with the security owners’ association to 
protect their interests. He said savings banks were not invest- 
ing in railroad bonds at present. 

Mr. Brock expressed the belief, however, that if safeguards 
were thrown around railroad securities, the savings banks would 
furnish approximately $100,000,000 a year for new equipment. 
He referred to the recommendation of the association that re- 
ceivers of railroad companies shall be required to pay the in- 
terest on equipment trust certificates. 

Asked by Senator Cummins whether he had given sufficient 
study to the program of the association to permit him to pass 
on its value, Mr. Brock replied he would not say that he was 
a proper judge of the matter, but that such information as he 
had on the subject he believed the proposals, if made effective, 
would go a long way toward helping the railroads. 


—- L. B. Stillwell Testifies 


L. B. Stillwell, consulting engineer, a member of the board 
of economics and engineering, testified as to studies that would 
be made looking toward economies in car construction. He dis- 
cussed the question of standardizing freight and passenger cars. 
He said little had been done by the railroads toward cheapening 
the cost of car construction. 

Mr. Stillwell completed his statement to the committee June 
29, as to methods of effecting economies through standardization 
of rolling stock and improvements in design, construction and 
maintenance. He said standardization of freight cars as affect- 
ing interchangeability had already been accomplished in large 
degree, but that the railroads were using, however, even in 
identical service, cars differing materially in strength, weight, 
capacity and durability. From the experience gained in operat- 
ing these cars, he said, a limited number of standard types and 
sizes should be selected or developed for interchange service 
and thereafter adhered to, except in special cases where the 
reasons for deviation may unquestionably be controlling. 

If the average life of a freight car-could be increased ten 
years by improved design and systematic maintenance, he said, 
it would be necessary to purchase approximately 42,000 cars less 
each year. The cost of 42,000 cars at present prices would be 
about $100,000,000, he said. The weight of freight cars should 
be given careful consideration to the end that durability may 
be secured without excessive weight, he said. 

“If standardization from the standpoint of the railroads as 
a whole can be established,” said he, “and sound maintenance 
and retirement policies fixed, savings very large in the aggre- 
gate will undoubtedly be secured.” 

Mr. Stillwell also advocated standardization which will se- 
cure interchangeability of parts and also establish adequate 
standards of strength of material and methods of construction. 
A great reduction in builders’ costs and in prices would result 
from stabilization of the placing of orders for both new cars 
and replacement parts, he said. He said further if it were pos- 
sible to carry on repairs systematically at all seasons regardless 
of earnings or losses of individual roads, a great saving could 
be effected. 

The National Railway Service Corporation, Mr. Stillwell 
said, in financing further purchases of equipment, proposes to 


m a) Insist upon the adoption of standards of design approved 
y it 


(b) Provide systematic and competent inspection during con- 
struction of the equipment so financed to ensure the best prac- 
ticable material and workmanship. 


(c) Establish and maintain systematic and competent inspec- 
tion of repairs to its cars at interchange oints, in order that 
the interests of the equipment note holders may be protected 
against the losses and delays incident to the methods of main- 
taining car equipment which now prevail. 

“Tt is the opinion of the board that the establishment of such 
a policy by the Service Corporation will assist materially in 
financing equipment and can be made effective in securing far 
reaching economies,” he said. 

“The board also believes it is reasonable to expect that the 
establishment of such policies and methods would receive the 
approval of the Interstate Commerce Commission, and if this 
is given there can be no question of their general adoption by 
the railroads. 

“The Board is not prepared at this time to state any con- 
clusions in regard to electrification of railroads. It recognizes 
the fact that the economic possibilities of electrification as ap- 
plied to local conditions of heavy grade and dense traffic and 
to terminal operation are such as will justify very careful exam- 
ination, but feels that its attention should be concentrated at 
present upon other features of the railroad problem which appear 
to present opportunities for greater saving of operating costs 
as compared to new capital required.” 


Colston Called as Witness 


W. A. Colston, director of the Commission’s bureau of 
finance, was called as a witness by Senator Cummins to explain 
how the bureau had co-operated with the National Railway Serv- 
ice Corporation in the matter of making loans for equipment. 

Mr. Colston reviewed briefly the work of the bureau under 
the transportation act. Of the $260,000,000 set aside from the 
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$300,000,000 revolving fund for loans to carriers, he said, $935,- 
783 was yet available. He said a total of $228,020,237 had actually 
been loaned to date; $10,303,730 of loans had been approved re- 
cently and that about $25,000,000 of loans had been tentatively 
approved. 

Referring specifically to the service corporation, through 
which the Commission has made loans for equipment, he said 
there was no doubt that some carriers obtained loans in that 
way which would not have been able to meet the requirements 
of the Commission themselves. He said the corporation could 
have accomplished much more if it had had the authority to ad- 
minister the revolving fund directly under the supervision of 
the Commission and that it could have saved the railroads con- 
siderable sums of money which the “middleman” otherwise got. 
He referred to the fact that the marketing cost of the Great 
Northern-Northern Pacific oint Burlington issue amounted to 
$21,418,750, and said that if the service corporation had had 
the authority and assets in that instance to deal with the holders 
of the maturing bonds, the bonds could have been exchanged 
without cost to the Northern Pacific and Great Northern. 

If the service corporation were given the authority to ad- 
minister the $300,000,000 revolving fund, given control of the 
railroad assets held by the government, plus the indebtedness of 
the carriers to the government for capital expenditures, which 
they have asked to be funded, the corporation would have a 
capitalization of a billion and a half, he said. With that capi- 
talization, he said, it could raise three billion more, making a 
total of four billion and a half. With that amount, he said, the 
corporation could finance all the carriers in the United States 
and make great savings in interest and marketing charges. He 
cited a number of roads which borrowed money in 1920 at around 
714 per cent before the effective date of the Commission’s con- 
trol over the issuance of securities. After the Commission had 
approved the service corporation as an agency through which 
loans could be made to carriers for equipment, he said, if a 
carrier wished to issue equipment trust certificates at a rate 
of interest in excess of 7 per cent, the carrier would be told that 
the service corporation would lend the money at 7 per cent. 

“That was a club with which we forced down interest rates,” 
said he. 

Senator Cummins requested Mr. Colston to submit a report 
in writing to the committee giving his views on the two bills 
submitted to the committee by Mr. Warfield. 

Director Colston submitted his recommendations to the com- 
mittee June 30 relative to the bills proposed by the Warfield 
organization for the federal incorporation of the National Rail- 
way Service Corporation and to promote further economics and 
efficiency in railway transportation. 

Discussing the first measure, he said there was no doubt 
in bis opinion that the corporation under a federal charter would 
continue to accomplish in part at least the benefits realized 
under its state charter, namely, the extension of credit to car- 
riers which otherwise could not obtain credit and the reduction of 
interest rates, discounts and commissions on moneys required by 
railroads. : 

Without provision for adequate capital, however, he said, 
these benefits would be limited by amounts available under sec- 
tion 210 of the transportation act, or by similar provisions un- 
der future laws, and the work of the corporation would be hand- 
icapped, as the state corporation has been, by the unwieldy forms 
of equipment trust agreements, etc. 

“T think that the proposed corporation could be made a much 
more virile and helpful institution if the-bill were amended in 
the following respects,” said Mr. Colston. ; 

“First. In order that there may be no fear or suspicion of 
private profit or benefit growing out of the activities of the Fed- 
eral corporation, the act of incorporation should distinctly pro- 
vide that the assets and profits of the corporation shall be the 
assets and profits of the United States, to be administered by the 
managers of the corporation, as trustees or fiduciaries, solely in 
the interest of commerce and of the people of the United States. 
Instead of providing, as is now done by section 10 of the bill, 
that the corporation shall issue no shares of stock, it might be 
well to provide that all of the capital stock of the corporation 
shall be issued to and held by the United States under condi- 
tions similar to those governing, for example, capital stock of the 
Emergency Fleet Corporation, of the Housing Corporation, of the 
United States Grain Corporation, and of the War Finance Cor- 
poration. The loans, leases, underwritings and other major oper- 
ations of the corporation should be under the control or subject 
to the supervision of the Interstate Commerce Commission just 

as loans are now made under section 210 of the Transportation 
Act under the direction of the Commission. But transactions inci- 
dental to carrying out the general enterprises authorized by the 
Commission should be performed by the corporation’s officers and 
trustees just as business of a private corporation is carried on 
by its officers and an executive committee under the general 
authority of the directors or stockholders. 


Secondly. The business of the corporation should be sim- , 


plified by providing that the corporation itself shall make the 
loans, underwrite the securities, or exercise the other activities 
contemplated, upon direction or approval of the Interstate Com- 
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merce Commission, without the necessity for multiplying trans- 
aclions between the Commission and the Treasury, between the 
Treasury and the corporation, and between the Treasury and the 
carriers. And to the extent of its assets or capital stock the cor- 
poration should be permitted to underwrite, as well as buy, sell 
and loan upon, the securities of carriers, but should, of course, 
not be permitted to bind the United States by its underwritings 
or agreements, except to the extent of the assets turned over to 
the corporation and the profits therefrom, or to such further 
extent as may be specifically authorized by law. 

“Thirdly. There should be turned over to the corporation, 
as the basis of its operations and to be held, administered and 
dealt in as trustee, for the uses and purposes for which it is 
created, all railroad securities of any kind now held directly 
or indirectly by the United States government, all balances in 
the revolving fund created by section 210 of the Transporta- 
tion Act, 1920, and all accretions of the general railroad contin- 
gent fund provided for by section 15a of the Interstate Commerce 
Act. A rough estimate of the assets now or prospectively dor- 
mant and available for such purposes, in addition to the accre- 
tions which may be expected for the general railroad contingent 
fund, may be obtained from a consideration of the following: 


In June of last year the War Finance Corporation held securities 
of railroads amounting to $64,658,210. It is probable that the greater 
part of this sum is still unpaid. 

On April 30, 1921, the Treasury held obligations of carriers 
acquired under section 7 of the Federal Control act, approved March 
21, 1918, as amended, amounting to $66,047,250, and equipment trust 
6 per cent gold notes acquired by the Director General of Railroads 
pursuant to the Federal Control act of March 21, 1918, as amended, 
and the act approved November 19, 1919, to provide for the reimburse- 
ment of the United States for motive power, cars and other equip- 
ment ordered for carriers under federal contol, amounting to $310,- 
098,300, and obligations of carriers acquired pursuant to section 207 


of the Transportation act, approved February 28, 1920, amounting to 
$89,506,500. “ 


The revolving fund of $300,000,000 created by section 210 of the 
Transportation act has been increased by accrued interest, and if 
other provision is made for payment of judgments against the Director 
General now required to be paid out of this fund we may set down the 


assets and balances in the fund as amounting to something o 
$300,000,000. & & over 


The carriers are now seeking the funding of additions and better- 
ments during federal control amounting to approximately $750,000,000. 

The obligations held for advances to carriers under the Federal 
Control act are subject to some changes growing out of the final set- 
tlement of the carriers’ accounts with the Director General, but we 
may say in round figures that if the request of the carriers to fund 
additions and bettements during federal control is granted we shall 
have in sight dormant or frozen assets amounting to about $1,500,- 
000,000, which, if turned over to the proposed corporation, could prob- 
ably be made the foundation of a financial power of $4,500,000,000, an 
amount sufficient, apparently, to finance the needs of all of the rail- 
roads of the United States for many years. 


“Incidentally to the amendments suggested there should be 
provisions to permit the making indefinitely of loans by the 
corporation, on order or approval of the Interstate Commerce 
Commission, out of its funds or assets, including the balances and 
assets arising from the operations of the revolving fund under 
section 210 of the Transportation Act, 1920, and there should be 
either no limitation of the time for which loans may be made 
or the time should be considerably extended beyond the period 
of 15 years now permitted by section 210 of the Transportation 
Act. The average life of equipment is considerably more than 15 
years, and under the restrictions of section 210 of the Transpor- 
tation Act it was impossible to arrange for the purchase by the 
National Railway Service Corporation (or any other organization 
effected for the purpose) of equipment to be held by the cor- 
poration and leased to carriers generally. As will appear from 
the table submitted in my testimony of today, and showing the 
amortization at 6 per cent of equipment on basis of 4% per cent 
return on original investment, and with depreciation rates of 4 
per cent and 5 per cent, respectively, the National Railway Serv- 
ice Corporation could buy equipment in quantity and lease such 
equipment to carriers indefinitely on basis of 41% per cent return 
on original cost of equipment plus depreciation, the carrier, of 
course, making the repairs. With such central ownership, bene- 
fits of a standardization of cars and of use of cars where needed 
to meet seasonal requirements, etc., could be largely realized. 

“I think it important that provision be made, substantially 
as in title II of the proposed bill, for the single registration of 
equipment obligations issued through the corporation, and the 
proposed preference to equipment issues in the event of receiver- 
ships would undoubtedly be an aid to the obtaining of capital 
for equipment purposes.” 

Relative to the bill providing for the promotion of further 
economies and efficiency in railroad operation, Mr. Colston said 
in his opinion the creation of formal organizations on the part 
of the railways and men of financial experience as proposed by 
the Warfield organization would be of great benefit in furthering 
economies and efficiency, particularly in the matters of standard- 
ization of equipment, common use of terminals and universal 
interline billing. He said it was his belief that the greatest dif- 
ficulty in the way of accomplishing those results in the past has 
been through the lack of power or failure to exercise power to 
make mandatory the conclusions of those who have studied the 
several subjects. He said the proposed bill should confer on 
the Commission the power to act upon recommendations made 
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by the proposed service board or of any of the group boards, be- 
cause if the recommendations could not be made madatory the 
act would be of no effect. 

Director Colston said he wished it understood he had pre- 
pared his statement hastily and that it represented his personal 
views and not in any way those of the Commission. 

Would Lend Money to Railroads 

Hugh A. Holmes of New York, chairman of the American 
Manufacturers’ Association, a corporation organized to assist 
in financing manufacturers and railroads, said the association 
was prepared to advance $100,000,000 a month to the railroads for 
twelve month, provided the government issued therefor 5% 
per cent tax free treasury notes and the railroads put the money 
on improvements to roadbed and equipment. His plan, as ex- 
plained by him, involves the issuance of the treasury notes by 
the government to raise the money due the roads from the gov- 
ernment. 

Senator Cummins said the plan might become interesting 
later, but that the question of the carriers’ indebtedness to the 
government was involved and that nothing would be done until 
the President had acted with respect to the funding of that 
indebtedness. 

Mr. Holmes said his association would organize a syndicate 
to dispose of the treasury notes. He said the government owed 
the roads at least $700,000,000 and that the amount would be over 
a billion before final settlement were made and that therefore 
he had fixed the amount to be furnished the railroads through 
the government at $1,200,000,000. He contended that if the 
government had paid the roads in 1920 what was due them and 
that if efficient and economical methods of operation had been 
made effective, no increase in rates would have been necessary 
last year. He held the belief also that the high rates had been 
the chief cause of the business depression and advocated the 
issuance of interchangeable mileage books at 21% cents a mile. 

Walter L. Fisher a Witness 

Walter L. Fisher of Chicago, former Secretary of the In- 
terior, and counsel for the Chicago Railway Terminal Commis- 
sion, was called as a witness by Mr. Warfield. He said the 
fundamental difficulty in the whole railroad situation was the 
failure to keep in mind that the railroads were performing a func- 
tion of government. He said he was not an advocate of immedi- 
ate government ownership and that he would be reluctant to set 
a date therefor, but that it must be kept in mind that the rail- 
roads were performing a government function, although the rail- 
way executives were constantly disposed to ignore that fact. 

’ He declared, further, that the fundamental need of the situa- 
tion was the co-ordination of railroad facilities, particularly as to 
railroad terminals. He said a study made of the Chicago ter- 
minals had disclosed that the team tracks were used only to 30 
per cent of their capacity, which, he said, meant enormous 
duplication of facilities. He said the studies of the Chicago 
terminal commission had showed that millions could be saved by 
unification of terminals. 

Competition in rates has disappeared and competition in serv- 
ice also has largely disappeared, he said. The difficulty in 
freight handling, he said, was the insistence on competition. He 
said solicitors of traffic would not know what to talk about in 
seeking business unless they could say that their terminal serv- 
ice was better than that of their competitors. He said railroads 
objected to letting a competitor use their terminals because of 
the fact that they would then be deprived of the argument that 
they could give better service. He said that was not in the public 
interest, and that under government operation it would be done 
away with. He expressed the thought that the operation of the 
railroads should always be approached from the viewpoint that 
they were performing a government function and consideration 
given as to how they would be operated directly by the gov- 
ernment. 

; Those who are holding on to the competitive theory in 
railroading are doing more than anyone else to bring about 
“premature government ownership,” he declared. He said the 
grouping, co-ordination and consolidation of the railroads must 
be compelled. He did not believe anyone considered seriously 
the consolidation provisions of the transportation act because 
they were permissive. 

Inquiry Postponed 


Senator Cummins announced July 1 a suspension of the in- 
quiry until the middle or latter part of August. Lack of interest 
in the investigation by committee members was the principal rea- 
son for the action. In the last few weeks Senator Cummins has 
been the only member of the committee to be present at all ses- 
sions and frequently he was the only senator present. 


PEARL RIVER VALLEY NOTES 


The Pearl River Valley Railroad Company, in finance docket 
No. 1482, has asked permission, under section 20a, to extend the 
maturity date of unsecured promissory notes for $150,000, by re- 
issue thereof. The notes to be re-issued were put out to cover 
the cost of revising the line of its railroad in Pearl River County, 


Mississippi. The extension is to be for one year for each of 
the notes. 
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PRESIDENT SEES EXECUTIVES 


The Trafic World Washington Bureau 


A group of railway executives composed of Hale Holden, 
Howard Elliott, Daniel Willard, Samuel Rea, R. S. Lovett, S. T. 
Bledsoe, E. N. Brown and A. P. Thom, counsel, and T. DeWitt 
Cuyler, chairman of the Association of Railway Executives, went 
to the White House June 29, at the President’s request, to dis- 
cuss the funding of the railroads’ indebtedness to the govern- 
ment and the settlement of claims against the government. The 
President wished to get the views of the executives, it was said, 
on questions to which consideration had been given last week. 
The Association of Railway Executives was to meet in New York 
Friday, when action probably was expected to be taken on the 
claims and funding questions. The meeeing with the President 
was regarded as another step toward expediting settlements 
with the railroads. The executives conferred with Secretary 
Hoover earlier in the day. 

Told by leading bankers of the middle West, South and 
West that prompt payment by the government of the amounts 
due the railroads for the use of their properties during federal 
control and under the six months’ guaranty provided in the 
transportation act would do more than any other one thing to 
revive business generally, President Harding the afternoon of 
June 24 called into conference with him Chairman Clark of the 
Commission; Director-General Davis; Secretary Hoover, of the 
Department of Commerce, and Secretary Mellon, of the Treasury 
Department, to discuss means for speeding up settlements with 
the railroads. 

The financial condition of the railroads and their inability 
to pay for materials and supplies was discussed at length at a 
dinner given by the President to the western bankers the 
evening of June 23. Strong representations were made by the 
bankers that there could be no general resumption of business 
and industrial activity until the railroads were able to buy 
actively and pay for their purchases. 

President Harding wishes to do everything possible to en- 
able the railroads to function normally. He has been informed 
that, however, until a basis for determining the allowances to be 
made for maintenance during federal control and during the 


guaranty period has been fixed, settlements with the railroads 
will be deferred. 


The railroads—those that have not settled with the govern- 
ment—are contending that allowance should be made for the 
inefficiency of labor in the federal control and guaranty periods. 
The Railroad Administration takes the position that if it spent 
as many dollars as were spent in the test period, plus an amount 
to represent the increase in wages and in prices of materials, 
its obligation to the railroads was fulfilled. It has declined to 
consider the element of inefficiency of labor. 

The same question is in issue before the Commission as to 
the guaranty period. It is understood that the members of the 
Commission differ on the question and that that is the reason 
why a ruling has not been made. 


Officials of the Railroad Administration say that if the rail- 
roads’ contention were agreed to, the additional cost to the 
government for the period of federal control would be about 


$800,000,000, and for the guaranty period approximately $300,- 
000,000. 


President Harding is anxious to bring about a fair settle- 
ment of the claims of the railroads. It is the view at the White 
House that if the railway executives would come to Washington 
and get together with the Railroad Administration a basis could 
be agreed on for the payment of the claims. It is also the view 
of the Administration that the claims of some of the railroads 
are excessive. Apparently, the desire of President Harding is 
that the railroads get their claims down to a basis which may be 
regarded as reasonably fair to them and to the government. It 
is probable that conferences to that end will be held in the near 
future. A considerable number of executives were in Washing- 
ton, June 24, discussing matters relating to the settlement of 
claims for the guaranty period. 


President Harding has under consideration the proposal to 
fund the carriers’ indebtedness to the government for capital 
expenditures made during federal control. That indebtedness 
amounts to about $800,000,000 and to fund all of it would re- 
quire an appropriation by Congress of an equal amount of money, 
Railroad Administration officials say. While the trend of thought 
on that subject does not appear to be toward a funding of the 
entire $800,000,000, serious consideration is being given to the 
question of funding approximately one-half of it. That would 
mean that Congress would not have to be asked for as large an 
appropriation as if the whole amount were funded. 

It is pointed out that if such a decision were reached, and 
that if the dispute over the maintenance question could be set- 
tled, substantial payments could be made to the railroads. If 
the railroads show an inclination to scale down their claims 
somewhat, it is not improbable that the President would ask 
Congress for an appropriation to make possible the funding of 
part of the roads’ indebtedness to the government. 

Because of lack of funds the railroads have been and are 
deferring maintenance of way and structures and of equipment. 
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The large number of bad order cars—approximately 14 per cent, 
whereas under normal conditions there should not be more than 
5 or 6 per cent of bad order cars—indicates deferred main- 
tenance on equipment. This situation was brought to the atten- 
tion of the President and he has expressed grave concern as to 
the ability of the roads to handle the crops this season. 

There is no indication that the Railroad Administration will 
recede from its: position on the method for determining the 
maintenance question and it may be said that it has considerable 
support among the members of the Commission, if not a ma- 
jority of them. The fact that a number of railroads have settled 
with the Railroad Administration on its theory is pointed to in 
support of its position. 

Officials of the Railroad Administration point out that delay 
in settlements also has been caused by the fact that the railroads 
did not file their claims in considerable numbers until recently. 
These claims must be checked. Officials said approximately 
$60,000,000 alone has been saved to the government due to dis- 
covery that certain items of expense were improperly charged 
against the government. The situation has reached the point, 
however, where final settlements may be made with reasonable 
promptness if the question as to maintenance allowances is dis- 
posed of. 


JOHNSON APPEALS TO PRESIDENT 


The Trafic World Washington Bureau 


Appropriations by Congress to expedite settlements by the 
government with the railroads were urged by Alba B. Johnson 
of Philadelphia, president of the Railway Business Association, 
in a statement submitted to President Harding June 27. Mr. 
Johnson, who was speaking in behalf of the association, also 
deprecated the practice of users of transportation making de- 
mands on executive and legislative officers of the federal gov- 
ernment for reductions in rates. 

“The Railway Business Association invites your considera- 
tion of two important aspects of the railway problem,” said Mr. 
Johnson to President Harding. 


“We refer first to the industriaf unemployment. This is 
aggravated and protracted by inability of the railroads to pay 
the bills of railway supply manufacturers or to order neces- 
saries. Without entering into the causes therefor, depletion of 
railway treasuries is due to delay in reaching an adjustment 
of railway accounts with the government. Railroad orders be- 
ing held to the minimum, many plants are on part time or closed 
down, throwing their forces out of work, while local banks carry 
manufacturers with credit which would ordinarily be available 
to other borrowers. Measures for relief are reported by the 
press to be under official consideration. We earnestly urge that 
proposed appropriations by Congress to expedite adjustments 
shall be viewed as the fulfillment of a government obligation. 
For every sum properly appropriated to stabilize the roads and 
cognate business the people of the country will realize very 
much more in prosperity and the government treasury in taxes. 
Meantime the railroads will be preparing to handle the increased 
volume of traffic which must be expected in due course. 


“Second, we refer to the practice, increasingly prevalent 
among users of transportation during the present business de- 
pression, of carrying their proposals for railway rate changes 
to executive and legislative officers of the federal government 
and to the public and press, instead of, as heretofore, to the 
carriers and on appeal from them when necessary to the Inter- 
state Commerce Commission. 


“Rehabilitation of our railways and subsequently their 
maintenance and operation will depend upon the foresight and 
business judgment which are applied to the regulation of rates. 
The problem must be dealt with as a whole in accordance with 
a comprehensive program steadily pursued. Such a program 
can be carried forward in no other way except through concen- 
tration of responsibility. 'The Interstate Commerce Commission 
is the body to which Congress has delegated the task. The 
Commission can serve the whole country in the long run suc- 
cessfully only if it retains the prestige and esteem to which 
its quasi-judicial character entitles it. The survival of privately 
owned and operated railways requires general abstinence from 
agitation and political pressure in connection with any matter 
over which the Commission has jurisdiction. 


“We earnestly deprecate appeals by shippers and travelers 
to the President, his advisers and to members of Congress for 
relief which under the statute is to be sought from a quasi- 
judicial administrative tribunal. 


“In our judgment this practice, if continued, will harm every 
interest. It will bring misfortune upon the political officers 
whose intervention is enlisted, because they are rarely either 
chosen or trained for the regulation of railway rates and are 
not occupied in its daily study; yet if they intervene and the 
public believes such intervention to have been influential, they 
will, in case of bad results, be held to a responsibility which 
is no part of their official duty. It will break down the regard 
in which the Interstate Commerce Commission is held and de- 
prive the country of a trusted and indispensable agency which 
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has required thirty years to develop. Upon users of the rail- 
ways, consumers of things transported-—in other words, the 
whole public—it will inflict calamity, since it will make difficult 
and embarrassing to the Commission the task which Congress 
has delegated to it and to nobody else, that of planning com- 
prehensively and foresightedly the financial rehabilitation of 
these carriers through a stable rate policy designed to yield in 
the average year adequate net income and hence the ability to 
furnish satisfactory facilities and service. 

“The Railway Business Association is, as you well know, 
composed of manufacturers engaged in supplying the railways 
with their necessaries. Comprising a group of industries which 
in good times employ as men men and probably as much capital 
as the railways themselves, our members, on behalf of their 
employes, managers and stockholders, are deeply concerned in 
the increase and stability of railway purchasing power which 
would stimulate not only our own industries, but all industry 
and general business in the interest of the whole public. We 
believe the transportation act of 1920 makes it possible to put 
the roads on a firm foundation. We equally believe this pur- 
pose can be frustrated if through any mischance the admin- 
istration of the act shall be deprived of its quasi-judicial char- 
acter and subjected to the pressure of groups through political 
agencies. 

“During many years before federal control the Interstate 
Commerce Commission was regarded as judicial or semi-judicial. 
Its dockets were considered litigation. Testimony and argument 
were conducted as in a court. Its decisions became precedents. 
Publicity or other campaigns of agitation were deemed improper, 
and intervention by political personages not to be thought of. 

“Federal control absorbed into the political executive this 
rate-making function, which had previously been quasi-judicial. 
Citizens acquired the habit of employing the same approaches 
in the matter of railway rates and practices to which they were 
accustomed in matters normally within the executive or legis- 
lative scope. Upon the relinquishment of the roads and the 
resumption of the regulation, the Commission found that prin- 
ciples which had required years to establish and which had been 
regarded and treated as settled and applicable without argument 
had been overturned and the whole process had to be started 
anew. At the same time shippers continued the war-time habit 
of political pressure. 


“From the complaints of shippers discussed in that way a 
large part of the public has obtained the impression that the 
regular mechanism of negotiation with carriers or their com- 
mittees and of appeal to the Commission has broken down. 
Press dispatches purporting to be based upon the official view 
express satisfaction with the progress already made by the Com- 
mission in the amelioration of hardships arising out of the hori- 
zontal advances of 1920, but the same articles proceed to char- 
acterize such adjustment as a problem confronting the admin- 
istration. It seems inevitable that such interpretations will 
confirm the idea that rates are to be made in the light of popu- 
lar opinion instead of in the light of expert and legally respon- 
sible opinion, and further encourage shippers of commodities 
to make their case with executive and legislative officials and 
in the newspapers instead of with the Commission. 


“The Railway Business Association from the beginning of 
large-scale rate advance cases in 1910 to date has refrained from 
suggesting rate schedules to the Commission. Our steadfast 
attitude was that of urging the public and business organizations 
to make clear beforehand their acquiescence in whatever judg- 
ment the Commission might reach. On March 81, 1921, in annual 
meeting, our association adopted the following resolution: 


The Interstate Commerce Commission on March 1, 1922, under 
the statute, acquires authority to fix from time to time the rate of 
return upon railway property which transportation rates are to be 
designed to yield. It, therefore, becomes the duty of the Commission 
to define the purposes for.which new capital is desirable. The United 
States needs a transportation program that looks further ahead than 
a few months, and a financial program upon which to base the re- 
building program. ‘The Interstate Commerce Commission, entering 
upon a far-reaching experiment with a given level of rates to see 
whether it will bring to the roads the income, the capital and the 
improvements which the country requires, those who are tempted to 
agitate for rate reductions each on his own commodity should bear 
in mind that if everybody was accorded the reduction he would like, 
railway facilities would be inevitably diminished below the require- 
ments of our nation’s commerce. A broad policy requires the fullest 
support of all our citizens. 


“The National Association of Manufacturers on May 18 in 
annual convention adopted a resolution which declared: 


It is prudent for shippers to desist from agitation for a general 
reduction of rates, and instead for each shipper or association of 
shippers who feel that they have a grievance to endeavor to compose 
the matter with the carrier involved, and failing that, to take the case 
in the orderly way to the Interstate Commerce Commission. 

“The National Industrial Traffic League on May 25, in gen- 
eral meeting, adopted a resolution which cites that ‘there ap- 
pears to be a disposition on the part of some shippers and some 
organizations to bring pressure to bear upon the Commission, 
through political channels, to influence its actions with respect 
to certain of these adjustments;’ hence the League ‘respectfully 
submits to its membership and to the shippers of the country 
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generally, the wisdom of proceeding in all these matters in an 
orderly manner, as provided in the act to regulate commerce,’ 
and reaffirms ‘confidence in the Interstate Commerce Commis- 
sion to act in this grave situation for the good of all interests 
and urges that the Interstate Commerce Commission be left 
free to exercise its judgment in making such readjustments of 
the rate structure as necessity and conditions warrant.’ 

“Certainty that the Interstate Commerce Commission will 
retain its freedom of judgment with respect to proposed rate 
adjustments will substantially strengthen the tendency toward 
business resumption. Traffic is increasing. Weekly car load- 
ings show a steady and wholesome gain. Loadings on January 
1 had fallen more than 40 per cent below the October peak. 
As of the middle of June they have risen to within about 22 
per cent of the high point last fall. If shippers could feel sure 
that the rate policy which is to prevail is the policy known to 
be that of the Commission, such certainty would invigorate and 
hasten general recovery. 


“Not the least item, but perhaps the greatest, is purchases 
by the railways themselves. July 1 will bring important new 
factors of encouragement. Labor cost will be reduced in sev- 
eral directions. Increased traffic should bring enlargement of 
earnings. Convincing signs that shippers and the general public 
are disposed to acquiesce in the rate program which the Com- 
mission deems essential will put courage and vigor into railway 
purchasing. This will do more than any other one thing could 
to restore general business activity.” 


MONEY DUE THE RAILROADS 


Julius H. Parmelee, director of the Bureau of Railway Eco- 
nomics, in a letter to L. F. Loree, president of the Delaware & 
Hudson Co., fixes the net amount due the railroads from the gov- 
ernment at approximately $600,000,000. This includes an estimate 
of $383,000,000 for the period of federal control and a balance 
of approximately $229,000,000 still to be paid for the guaranty 
period. These figures, however, do not represent what the gov- 
ernment may have to pay the railroads in the event their ‘posi- 
tion on the question of maintenance should be sustained or a 


compromise on that question effected. Mr. Parmelee’s letter to 
Mr. Loree follows: 


In further response to your request of May 26 regarding the 
amount owed the railways by the Federal Government, I am en- 
closing a leter from the Director-General of Railroads to the 
chairman, Committee on Appropriations, House of Representatives, 
transmitiing a statement (as of May 1, 1921) of the condition of 
the United States Railroad Administration in the matter of liqui- 
—— eee in dispute arising out of or incident to Federal 
control. 

On page 7 of this statement the Director-General estimates 
that the total claims of the railways against the Railroad Ad- 
ministration will aggregate a little more than $1,250,000,000. On 
the following page he states that the forty-four creditor roads 
whose accounts with the Railroad Administration have already 
been settled were allowed in final settlement 43.68 per cent of 
the amount claimed. 

Three debtor roads, having claims amounting to $27,000,000, 
were disposed of by funding on account of additions and better- 
ments to the amount of $6,800,000. That is, final settlement has 
been made with forty-seven roads. The total claims of these 
roads amounted to $124,040,867, of which $35,486,914, or 28.61 per 
cent, was allowed by the Railroad Administration. Applying this 
percentage to the total estimated amount of the claims against 
the Railroad Administration ($1,250,000,000) it would appear that 
the Railroad Administration will owe the railroads, above and 
beyond offsets, approximately $358,000,000. 

In addition to this $358,000,000 there is also owed an approxi- 
mate amount of $25,000,000 to the short line railroads. This makes 
a total net debt of the Railroad Administration to the railways 
of approximately $383,000,000. 

With reference to the guaranty period the standard return of 
the roads accepting the guarantee amounted to approximately 
$431,000,000. The net railway operating income of these roads for 
this period was a deficit of $201,000,000, so there is due from the 
government approximately $632,000,000. Of this amount $403,000,- 
000 has been paid by the treasury up to May “4, leaving a balance 
due the railways of $229,000,000. 

Thus, it appears that the net amounts due the railways 
from the government are: 

POF the HSTION GF WSGSrTGl COMUTO!. 2... oc ccvccscccvcvccese $383,000,000 
TOP Se POPE NI 6 oie ee cc ccmeereseceswesas 229,000,000 


$612,000,000 


It is impossible to obtain exact and definite information as to 
the actual financial status of the railways and the government 
as the Railroad Administration and the Interstate Commerce Com- 
mission have to this date definitely settled only a relatively small 
portion of the amounts claimed by both the railway and the 
government. The foregoing figures, although the most compre- 
hensive and accurate that could be obtained, can be considered 
at best but rough approximations of the evisting situation. 
There are, in all probability, additional items on both sides which 
the above estimate does not take into consideration and on this 
basis it seems logical to conclude that the net amount due the 


railways from the government is somewhere between $575,000,000 
and $600,000,000. 


PAYMENTS TO CARRIERS 


The Commission, June 28, announced it had issued the fol- 
lowing additional partial payment certificates: Panhandle & 
Santa Fe, $550,000; Grand Canyon, $9,500; Chicago, Peoria & 
St. Louis, $110,000; Rio Grande, El Paso & Santa Fe, $40,000. 

The Treasury Department has announced payment of $937,- 
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500 to the receiver of the Denver & Rio Grande under a partial 
payment certificate issued by the Commission. 

The Treasury Department has made the following additional 
partial payments: New York, Susquehanna & Western, $205,000; 
St. Louis-San Francisco, $30,000; Ocilla Southern, $15,000. 

The Commission has issued a partial payment certificate 
for $937,500 to the receiver of the Denver & Rio Grande Railroad 
Company. A partial payment certificate under section 204 (re- 
imbursement of deficit) has been issued to the Pickens Railroad 
Company, the Commission finding that $11,000 is due the carrier 
in part and that the carrier owes the government $6,679.01, on 
account of traffic balances and other indebtedness. 

The Railroad Administration reports the following final set- 


tlements, and has paid out to the several roads the following 
amounts: 


ee ee eer a ee $ 85,000.00 
The Duluth Union Depot & Transfer Co. .....scceccves 21,000.00 
St. Joseph Belt Hailway Company. ....<6 cc ccccdiesvvwecee 95,000.00 
Chicago River & Indiana Ratliroad Co... .c.ccccscevccces 45,000.00 
Chicago Junction. Haliway Company... .ccccccsvcccvcce 380,000.00 
Hudson @& Manhattan Raliroad Co... ..0..ccciscccscences 750,000.00 


The payment of these claims on final settlement is largely 
made up of balance of compensation due, but includes all other 
disputed items as between the railroad companies and the Ad- 
ministration during the twenty-six.months of federal control. 

The Commission has issued partial payment certificates to 
the St. Johnsbury & Lake Champlain for $70,000; to the Fern- 


wood, Columbia & Gulf for $18,000; and the Winston-Salem South- 
bound for $10,000. 


RAILWAY REVENUE FALLS SHORT 


The Trafic World Washington Bureau 


In the eight months ended April 30, 1921, the class I railroads 
had a net railway operating income of $279,056,323, or $414,205,- 
677 short of $693,262,000, the net they should have earned to 
make 6 per cent on the valuation of $18,900,000,000 fixed by the 
Commission, according to a statement issued by the Bureau of 
Railway Economics. The per cent of return on an annual basis 
was 2.4. 

In the eastern district the net was $114,415,802, or $195,- 
643,198 short of $310,059,000, the amount representing a return 
of 6 per cent. The per cent of return on an annual basis was 2.2. 

In the southern district the net was $21,982;390, or $57,723,- 
610 short of $79,706,000, the amount representing a return of 
6 per cent. The per cent of return on an annual basis was 1.7. 

In the western district the net was $142,658,131, or $160,- 
838,869 short of $303,497,000, the amount representing a return 
of 6 per cent. The per cent of return on an annual basis was 2.8. 

A preliminary report of revenues and expenditures for May, 
prepared by the Bureau of Railway Economics, shows a decrease 
in the operating revenue for the country as a whole from $322,- 
598,000 in May, 1920, to $318,760,000 in May, 1921; a decrease 
in the operating expenses from $312,582,000 to $268,153,000, and 
an increase in the net railway operating income from a deficit 
of $6,512,000 in May, 1920, to an income of $31,290,000. The re- 
port covers 119 class I railroads with a mileage of 150,628. 

In the eastern district the operating revenue increased from 
$164,973,000 to $169,179,000; expenses fell from $169,555,000 to 
$142,254,000; and income increased from a deficit of $12,810,000 
to a positive of $17,223,000. That report covers 57 class I roads 
with a mileage of 45,805. 

In the southern district the operating revenue decreased from 
$55,213,000 to $54,766,000; expenses decreased from $49,198,000 
to $46,190,000 and the net went up from $3,976,000 to $5,424,000. 
The report covers 22 class I railroads with a mileage of 31,439. 

In the western district the operating revenue declined from 
$322,598,000 to $318,760,000; expenses fell from $93,829,000 to 
$79,709,000; and net went up from $2,322,000 to $8,643,000. The 
report covers 40 class I railroads with a mileage of 73,385. 

Completed and summarized reports to the Commission an- 
alyzed by the Association of Railway Executives, show that in 
April, 91 of 201 class I railroads had an operating deficit. While 
that was an improvement over January, when 108 failed to make 
their expenses, and February, when the number was 105, it was 
two more than had deficits in March. The Pocahontas Region 
was the only one in which in April there was no class 1 road 
having a deficit. There were 8 in New England, 18 in the Great 
Lakes, 17 in Ohio-Indiana-Allegheny, 12 in the Southern, an equal 
number in the Northwestern, 8 in the Central-Western and 16 
in the Southwestern region. 

The analysis by the railway executives of operating rev- 
enues and expenses for the first four months of the current year 
shows that their annual rate of return on the basis of the first 
four months would be only 1.1 per cent.: They fell short in 
those four months $232,793,507 of receiving the amount that 
would be necessary to assure them the return contemplated by 
the transportation act. 


You can get the day’s important traffic news every 
working day in the year through THE DAILY 
TRAFFIC WORLD. 
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TRANSCONTINENTAL RATE CONFER- 
ENCE 


Representatives of the carriers in Official Classification ter- 
ritory met with the standing rate committee of the Transconti- 
nental Freight Bureau, at a conference in Chicago beginning 
June 28, the purpose of which was to check in for application 
east of Chicago a number of the reductions proposed in rates 
from and to the Pacific coast ports by the western transcon- 
tinental carriers during the past year. 

While the carriers in Official Classification territory have 
concurred with the western lines in some reductions, there were 
many more in which they did not join, the general supposition 
being that they took the position that it would not be consistent 
with their complaints regarding inadequate revenues to reduce 
rates at the time the reductions were proposed. The present 
and evident future growth of water competition on shipments 
from and to Pacific ports, both through the Panama Canal and 
through the Gulf ports, via the Morgan and Mallory lines, has, 
however, convinced the eastern carriers that it would be wiser 
for them to join in at least a numbep of the reductions. 

Just what rates will be checked in is not yet known. The 
conference is not expected to come to a close before the end of 
the week. It is understood, however, that the carriers will join 
in making fourth section application to the Commission cover- 
ing such westbound rates as may be checked in, also that the 
final divisions of the rates will not be made until statistics of the 
transcontinental lines are ready. 


TRANSCONTINENTAL SUGAR RATES 


The Trafic World Washington Bureau 


The Commission declined to suspend reductions in transcon- 
tinental rates on sugar and they became effective June 27. The 
tariffs which became effective on that day carried rates from 
the Pacific coast terminals as far east as Chicago rate territory 
on the basis of a rate to Chicago 25 cents higher than the rate 
from New Orleans to Chicago, graded back to Missouri River, 
where the rate is one cent less than the rate to Chicago. 

That new basis was fabricated by the transcontinental car- 
riers on the theory that they were restoring the relationship 
authorized in 1914, when the Commission gave them fourth sec- 
tion relief to enable them to maintain a higher rate at Missouri 
River points than at Chicago. 

Coincident with the declination of the Commission, June 25, 
to suspend the reductions, the Commission gave the transconti- 
nental carriers sixth section permission (No. 53525) to make re- 
ductions in rates from points of origin in Colorado, Idaho, Utah, 
Kansas and Nebraska that will enable the beet sugar factories 
in those states to reach Chicago and the intervening markets 
on pro rata rates. Special permission was necessary, notwith- 
standing that Countiss had filed tariffs making reductions from 
the intermountain country on statutory notice because, when 
reductions were first proposed, they were to be for the benefit 
only of the cane refiners and beet sugar factories that could 
ship on the terminal rates. 


Shippers from intermediate points, however, raised such an 
uproar that it was decided to extend the area of origin applica- 
tion rather than undertake to carry through the original plan. 
By extending the area of origin application the carriers stilled 
the protests of the shippers from the intermountain country. 
The tariffs extending the area, however, were not filed in time 
to have them made operative at the time-the reductions from 
terminal points of origin became effective, hence the special per- 
mission to make them effective on five days’ notice. 

These reductions were allowed to be made against vigorous 
protests of the cane refiners on the Atlantic and Gulf coasts. 
The beet sugar producers of Ohio and Michigan, apparently, 
were not interested in the contention of the eastern and south- 
ern coast refiners that the reduction from the Pacific coast and 
intermountain country would put the producers and refiners of 
that part of the country into the Chicago market at an advantage 
greater than ever. They took no part in the hearing before the 
suspension board. So far as known, they did not even inquire 
as to the matter. 

In declining to suspend the transcontinental reductions the 
Commission did not pass on the applications of the Atlantic and 
Gulf refiners for a reopening of the whole subjeet, including the 
fourth section relief granted in 1914, and which, at the hearing 
before the suspension board, it was charged, had been disre- 
garded by the carriers, without any objection on the part of the 
Commission. Refusal to suspend does not close that phase of 
the subject, although the inclination will be to regard it as dis- 
posing of the subject unless and until the objecting eastern and 
southern refiners file a formal complaint attacking the adjust- 
ment of sugar rates in such a way as to force the Commission 
to pass specifically on the questions raised by them. 

The reductions allowed the transcontinental carriers in sugar 
rates were not made on the theory that competition through the 
Panama Canal had forced the transcontinental railroads to make 
concessions to hold traffic to their rails. They were made on 
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the flat proposition that the far western refiners have such a 
surplus of product that they cannot market it except upon the 
making of price concessions to buyers equal to the amount cut 
off the rail rates, averaging about 6.5 cents per 100 pounds. A 
reduction of that amount will influence the sugar market, espe- 
cially if there is already a disparity in rates amounting to three 
or four cents per 100 pounds. That is to say, a tenth of a cent 
per pound difference in price usually will determine whether 
the sugar is bought from refiner A or refiner B. The eastern 
refiners, in the proceedings before th suspension board, claimed 
that the Pacific coast refiners had an advantage greater than 
that, in freight rates alone, before the passage of the emergency 
tariff bill which, the eastern refiners contended, gave the Pacific 
coast people such an advantage in Chicago that they could not 
hope to retain the business they have had in that market. 


FRUIT BY WATER, PACIFIC TO ATLANTIC 


The Trafic World Washington Bureau 


That he had met with a favorable reception from the steam- 
ship owners in New York in relation to arranging for refriger- 
ated space for the carrying of cargoes of fruit from the ports 
of Los Angeles and Seattle to Atlantic coast points, was the 
statement made June 24 by C. S. Whitcomb, president of the 
Pacific Producers’ Association. 

An investment of approximately $1,500,000 for the equipment 
of six ships with refrigerated space is contemplated. The real- 
ization of these plans would make possible a ten-day service from 
the ports of Los Angeles and Seattle, each ship having 200,000 
cubic feet of refrigerated space. It is said that one or more 
ships may be equipped in three months and the full service of 
six ships established within six months. The main cargoes from 
Los Angeles will be oranges and lemons, and from Seattle ap- 
ples and pears. 

Mr. Whitcomb will attend a meeting in New York with 
Wade Thomas, Pacific coast manager, and other officials of the 
Atlantic Gulf and Pacific Steamship Company, and in Boston 
with Charles G. Ware, Jr., president of the North Atlantic & 
Western Steamship Company. Conferences with the American- 
Hawaiian Steamship Company and other companies are being 
arranged, it is stated. ; 


THORNE DECRIES BARGAIN 
The Trafic World Washington Bureax 


Proposals that shippers on the Pacific coast refrain from 
further use of the Panama Canal in exchange for lower trans- 
continental freight rates were termed an “amazing attempt at 
combination in restraint of trade,” by Clifford Thorne, represent- 
ing “shippers of the middle west and eastern states,” in a tele- 
gram to the offices of the Pacific coast shippers in Washington, 
June 28. 

“Such attempts should not be permitted by our government,” 
Thorne declared. ‘My investigation of the rate situation shows 
rate reductions proposed on citrus fruit shipments from the 
coast are of little practical value.” 


IRON AND STEEL ARTICLES, CHICAGO TO CALIFORNIA 
: An agreement was reached between the opposing parties at 
a conference held prior to the hearing on No. 12502, A. M. Castle 
& Co. et al. vs. C. M. & St. P., Director-General, et al., before 
Examiner Seal in Chicago, June 25. Ralph Merriam, attorney 
for the complainants, withdrew all of the complaint except that 
part asking for reparation on one car of iron and steel bars 
and plates shipped from Chicago to Bakersfield, Cal., on April 
17, 1918, amounting to $356. He alleged that rates had been 
assessed on this car under item 2795 of Transcontinental Freight 
Bureau Tariff No. 1-Q, I. C. C. 1048, charging the carload rate 
at a minimum of 80,000 pounds on the rods and the L. C. L. rate, 
under item 2955 of the same tariff, on the plates. The lawful 
rate, he said, was applicable under item 3080 of that tariff. 
J. R. Bell, appearing for all defendants, admitted the overcharge 
and said that the Director-General would refund the amount 
requested. So far as rates for the future were concerned and 
certain adjustments in the provisions of Westbound Transcon- 
tinental Tariff No. 1-SW, I. C. C. 1077, Mr. Merriam said that 
the conference had conveyed to him the impression that nego- 
tiations now going on between shippers and carriers would result 
in rates satisfactory to the defendants. 


RATES ON CITRUS FRUITS 


The Trafic World Washington Bureau 


Secretary Hoover, of the Department of Commerce, who 
has been bestirring himself in behalf of shippers of fruits and 
vegetables, on the theory that freight rates on farm products 
are higher than the traffic will bear, told newspaper men June 
23 that the shippers of citrus fruit expected to have a conference 
with the carriers about July 1 and had hopes of being able to 
persuade the carriers that there must be an immediate reduc- 
tion in rates on citrus fruits to prevent disaster. 

According to the reports given to the secretary, the fruit 
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growers will ship the whole crop this year, although they claim 
they will be losing money on every box of oranges and lemons. 
They will ship this year so as to minimize losses, but they will 
not be able to do anything to assure a crop next year, because 
the returns from this crop will be too small to enable them to 


do any of the work necessary to keep the groves in first-class 
bearing condition. 


The declaration that the whole crop this year will be 
shipped is made as an answer to the statistics published by 
the Department of Agriculture showing that shipments of fruits 
and vegetables this year exceed those of last. The shippers, 
in their propaganda for lower rates, have said right along that 
the blasting effects of high rates would not be noticed until 
following crop years because the momentum of other years was 
carrying them over this crop year. 

In arguments on the citrus fruit case, which has been re- 
opened, W. E. Lamb, law officer of Hoover’s department, told 
the Commission that the prices realized by the orchardists for 
the current year’s crop were so small that they could not afford 
to do any planting or spraying to keep the trees in bearing 
condition in future years. He also declared, at the last argu- 
ment, early in the spring, that not a box of oranges or lemons 
had been sold in New York or other eastern market since last 
October except at a loss. 


FRUIT AND VEGETABLE SHIPMENTS 


In its issue of June 25, Secretary Wallace’s Market Reporter 
continued to publish figures showing fruits and vegetable ship- 
ments as being on the up grade in comparison with the cor- 
responding period last year. The total of carloads for this sea- 
son was shown as 361,471 in comparison with 302,801 for the 
corresponding date in last season. In the review of prices and 
shipments, the Market Reporter said: 


New potatoes, tomatoes, cantaloupes and peaches were generally 
lower in consuming markets during the week ending June 20, with 
supplies liberal and demand only fair. Total shipments of: leading 
lines were 10,697 cars compared with 10,681 last week and 9,803 a year 
ago. Movement of several lines was moderately lighter, but de- 
creases were offset by larger shipments of peaches and watermelons. 

The total movement of new potatoes was slightly heavier than 
for the previous week with shipments of 3,602 cars compared with 
3,555 the week before and with 8,870 during the corresponding week 
last year. An increase of about 300 cars in the movement from the 
eastern shore of Virginia shipping sections was recorded, but the 
gain was nearly offset by the lighter supply from states farther south. 

Tomato markets were generally weak. Movement was at about 
the same rate as the previous week, 1,274 cars moving, but continued 
heavier than last season. Shipments from Florida showed further 
reduction, but a substantial gain from Texas more than made up 
the decrease. Total shipments to June 18 had reached 8,643 cars, 
compared with 4,988 cars moved during the similar period last season. 

Prices of California Salmon Tint cantaloupes advanced moderately 
at shipping points, but continued to decline in consuming markets. 
The 1,835 cars reported during the week ending June 11 may prove 
to have been the peak of the movement from Imperial Valley. Judg- 
ing from the shipments of previous seasons and the fact that this 
week’s movement of 1,619 cars shows a decrease from the previous 
week, it would appear that a steadily decreasing supply may be 
expected from that section during the rest of the season. Moderate 
shipments were reported from Georgia. 

The peach supply from Georgia increased rapidly with shipments 
of 674 cars, compared with 470 last week and 321 a year ago. Prices 
declined 25c to $1 per 6-basket carrier in eastern consuming markets. 

Shipments of watermelons from Georgia gained rapidly and mod- 
erate increases were reported from California and Texas. Total 
movement reached 1,678 cars compared with 1,157 the week before and 
with 1,809 during the corresponding week last season. Florida and 


Georgia Tom Watson medium size stock was firm in New York at 
$500 to $850 per car. 


VEGETABLE AND MELON RATES IN 
SOUTH 


The Trafic World Washington Bureau 


Railroads operating in the South have not indicated to the 
Commission that they have changed their belief that rates on 
vegetables and melons cannot be reduced this season, although 
Chairman Clark recently asked. them to give the matter further 
consideration. In a letter to Senator Harris of Georgia the chair- 
man said he had called the matter to the attention of the rail- 
roads again, but evidently the carriers cannot see their way 


clear to make reductions, as they have submitted no proposals 
to the Commission. 


In his letter to Senator Harris, Chairman Clark said in part: 


“Carriers from the Southwest and the Southeast so far have 
taken the position that they are not in position to make reduc- 
tions in the rates; that it is doubtful whether reductions would 
accrue to the benefit of the growers; that crops appear to be 
moving freely under the present rates notwithstanding the be- 
lief of many growers to the contrary, statistics showing a much 
heavier movement this year than last; and that, therefore, there 
is little ground to believe that reductions would stimulate the 
movement to any marked extent. 

“The carriers have recognized that percentage increases in 
rates have had a tendency to increase, in cents per unit, long 
distance high rates to a greater extent than short haul compara- 
tively low rates, and it is largely in recognition of this principle 
that the reductions from California recently announced have been 
made. It should be understood that; speaking generally, the 
rates from the Far West to the territory east of Chicago were, 
prior to the recent general increases, considerably higher than 
those from Georgia on the same commodities, and naturally have 
suffered greater increase per 100 pounds. 
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“Notwithstanding that fact, I had, previous to receiving your 
letter, instructed that this whole question of fruit and vegetable 
rates be again called to the attention of the executives of the car- 
riers, particularly to those from the Southeast and the Southwest, 
with a view to securing from them final action in the premises. 
An effort will be made to bring this situation to a final conclu- 
sion in the shortest possible time, in order that, if any reductions 
are to be made, they will accrue for the movement before the 
season is over. 

“As I have previously explained to you, the Commission has 
not the power to order carriers to reduce rates, except in a for- 
mal proceeding, after full hearing, which would require several 
months, and manifestly could not be concluded in time to accrue 
in connection with this season’s movement; that in the present 
financial condition of the carriers there is considerable doubt as 
to whether the Commission could, even after full hearing, order 
sweeping reductions in the rates, because of the constitutional 
limitations with respect to fixing charges which will tend to con- 
fiscate private property; and that high rates do not necessarily 
mean high revenue, and if it can be demonstrated to the execu- 
tives of the carriers that the present rates are restricting the 
movement, it will undoubtedly be to their interest voluntarily 
to make such reductions as will bring about free movement, pro- 
vided such reduced rates are remunerative. Therefore, it appears 
that the only thing which the Commission can well do at this 
time is what has already been done, viz., to again call this matter 
to the attention of the carriers, urging that further consideration 
be given and prompt announcement made as to what if anything 
can or will be done.” 


READJUSTMENTS OF RATES 


In an effort to inform the public as to what has been done in 
the way of adjusting freight rates so as to allow traffic to move 
freely, the Association of Railway Executives has caused to be 
prepared and generally circulated a summary of what has been 
done. The summary, showing thousands of reductions, is as 
follows: 

“The Transcontinental Freight Bureau (Chicago) reports 
that up to June 9, 1,272 reductions have been made in westbound 
domestic rates, 153,319 reductions in eastbound rates, and 120 
reductions in export and import rates. The reductions affect 
grain, iron and steel, food products, lumber and many other 
commodities. 

“Since June, 1920, the Western Trunk Line Committee has 
considered 1,200 subjects; over 90 per cent of these were reduc- 
tions and nearly all affected rates increased last year. These 
reductions concern more particularly crushed rock, gravel, build- 
ing materials, grain, coal, lumber, live stock, feeds and molasses. 
The reductions range from 5 to 70 per cent, this maximum re- 
duction being on paper and lumber. As representative of the 
action of this and other traffic associations, the following table 
is presented: 


Number of Applica- 
tions on Which Range 
Reductions of Percentage 
Were Approved. Reduction. 
Products of Agriculture: 


Grain, hay, fruits, vegetables and seeds...... 70 10 to 50% 
Products of Animals: 
Live stock, fresh meats, packing house prod- 
ucts and green salted hides................ 16 15 to 334%4% 
Products of Mines: 
Coal (hard and soft), ores, sand, gravel and 
crushed stone 


alae ora gta 7a e-orastiare:drereracai-e elerore ators 70 10 to 60% 
Products of Forests: 
Lumber, logs, sash, doors and blinds......... 13 5 to 70% 
Manufactures: 
NE TON is. 2 ald aor bie asap einerisan eS Sree ee 9 8 to 30% 
PIPICE, GGMIGNE ANG TMG. occ cccviccseccsiscwcce 24 7 to 60% 
Iron and steel rails, structural iron and ferro 
THAMEAAMONO oc50006ccccess Sieve. et alae a wou Sr eiateiesaverd 15 10 to 50% 
re eT ee 6 12 to 45% 
Paper and paper articles... cccccscccese scarcer. ae 14 to 70% 
Miscellaneous Commodities: 
Not specified above (carloads)............. ace “2a 6 to 70% 
Pi CRTHOEEE TONG 6 ccc tester te ee eee reseseees 10 8 to 30% 
Industria! SWICHINGE rates..icicccccdvccvesess 20 22 to 50% 
NII Facer asersg cuveero cider Gein F wewiowes Oates 343 


“In the month of May, F. A. Leland, Chairman of the South- 
western Freight Bureau, says that 159 out of 168 cases acted 
upon involved rate reductions. 


“‘In this statement,’ Mr. Leland says, ‘we have made no 
effort to multiply the number of rate reductions by reason of 
the fact that some of the rates apply from a large number of 
points, or to a large number of points. Technically, a reduc- 
tion in a rate applying from 10 points to 100 points is 1,000 re- 
ductions. Such situations as that we treat as only one reduc- 
tion.’ 


“According to a report dated June 11, from N. W. Hawkes, 
chairman, New England Freight Association, for the period 
August 25, 1920, up to June 1, 1921, that association has con- 
sidered six hundred ninety-five freight rate proposals, and have 
in the same period issued three hundred and forty-eight recom- 
mendation advises, of which it is estimated that 80 per cent are 
reductions. 


“The Trunk Line Association (New York) states that in 
trunk line territory from September 1, 1920, to May 31, 1921, 
2,662 rate proposals were taken up, of which 2,463 were approved 
and recommendation advices issued. 

“An accurate calculation has been made of the number of 
reductions in the month of May, which is fairly representative 
of the whole number of transactions involved. In tnat month 
98 per cent of the changes in rates passed upon by the Trunk 
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Line Association were reductions, according to advices from the 
secretary of the association. 


“Commenting upon the rate situation in general, American 
Railroads says: 


With all the savings that the railroads can hope to make as a re- 
sult of wage reductions and other economies, it is only with the utmost 
difficulty that they can hope to. earn the $475,000,000 necessary to meet 
their fixed charges for 1921. 

There can, therefore, be no general reduction of rates this year. 

The best the roads can do is to readjust rates on the existing 
level so as to remove inequalities and maladjustments that have re- 
sulted from successive blanket increases.’”’ 





ASK PETROLEUM RATE ADJUSTMENT 


The measure of the reduction on petroleum and its products 
which the shippers of those commodities plan to ask the carriers 
to make was determined at a conference held at the offices of 
the Western Petroleum Refiners’ Association in Chicago, June 24. 
The reductions which the petroleum shippers will seek to have 
made agree with those proposed by the American Petroleum In- 
stitute in a resolution adopted at a conference of that body 
recently, and published in The Traffic World, June 18, p. 1299. 
The plan is set forth in a motion adopted at the Chicago con- 
ference as follows: 


Moved that we advocate the following readjustment in the rates 
on petroleum and petroleum products throughout the United States 
east of the Rockies: 


First, in the eastern district, take the rates in effect January, 
1917, and add thereto the percentage authorized in Ex Parte 74 for 
intra-territorial shipments. 

Second, in the western and southern districts, reduce the local 
rates 15 per cent plus 4% cents, and reduce the proportional rates 15 
per cent plus 2 or 21% cents per 100 pounds, whichever was authorized 
in Freight Rate Authority 96. 


Details as to the plan of attack were worked out at the con- 
ference, but were not made public. It was stated, however, that 
these plans were not completed and that a further conference 
would be held on a date not yet determined. It is the intention 
of the shippers to clear up the remaining details as soon as 
possible, so that the concrete proposal can.be taken to the car- 
riers at an early date. 


The following were present at the Chicago conference: 
F. B. Dow, Washington representative of the American Petroleum 
Institute, National Petroleum Association and the Western Pe- 
troleum Refiners’ Association; M. J. Gormelly and R. L. Welch, 
American Petroleum Institute; Clifford Thorne and F. G. Stadle, 
Western Petroleum Refiners’ Association; Fred Boltz, National 
Petroleum Association; W. H. Miller, Indian Refining Company; 
A. L. Wilmer, Midland Refining Company; W. W. Klingensmith, 
Transcontinental Refining Company; M.-H. Reed, Union Pe- 
troleum Company; H. W. Robertson, Sinclair Refining Company; 
F. S. Hollands, Standard Oil Company of Indiana; E. E. Har- 
rington, National Refining Company; W. W. Morten, Gustafson- 
Spencer Company; E. W. Sieboldt, Roxana Refining Company; 
C. B. Ellis, Gulf Refining Company; Burr Combs, Marshalltown 
Refining Company; B. J. Burchett, Schaeffer Oil Company, and 
representatives of the Standard Oil Company of New Jersey 
and the Standard Oil Company of Ohio. 


SOUTHERN RATE ADJUSTMENT 


The Fourth Section Committee of Southern Carriers, D. M. 
Goodwyn, chairman, has sent the following to shippers and re- 
ceivers of freight, boards of trade, chambers of commerce, and 
other shipping interests: 


Following certain decisions of the Interstate Commerce Com- 
mission and fourth section orders affecting the adjustment of rates 
to and from points in southern territory, and the amendment of the 
fourth section of the act to regulate commerce by the transportation 
act of 1920, the southern carriers appointed a special committee to 
review and readjust under fourth section principles set forth in the 
said decisions and the amended fourth section, rates from Ohio River 
crossings, St. Louis, Mo., Memphis and Nashville, Tenn., Gulf ports 
and Mississippi River crossings, south Atlantic ports and eastern and 
Virginia cities to southeastern territory. g 

This committee has been in practically continuous session for 
several months and has substantially completed the revision of the 
class rates. In accordance with the expressed wishes of the Inter- 
state Commerce Commission and the earnest desire of the carriers 
to give the shipping public advance notice of general changes in 
rates, arrangements have heen made for conferences to be held in 
the assembly room of the Chamber of Commerce, Atlanta, Ga., dur- 
ing week beginning July 11, 1921, at 10 o’clock a. m., to which you 
are invited. It is the earnest desire and purpose of the carriers to 
afford opportunity during that week, or such part as may be neces- 
sary. for full and frank discussion of the rates involved. 

There are enclosed herewith copies of statements showing the 
present and proposed class rates in which you are interested, in 
order that you may~-have an ovportunity to review them and be 
prepared to express your views, if you care to do so, at the proposed 
conference. 


CANAL TRAFFIC IN MAY 


Traffic through the Panama Canal in May was the lightest 
since June of last year. Commercial ships transiting the canal 
numbered 210, an average of 6.8 a day. In cargo tons, May 
traffic was the lowest since February, 1920. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A specialist 
on interstate commerce law, whois a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 
and wide knowledge will answer questions relating to practical traffic 

ems. We do not desire to take the place of the traffic man but to 
elp him in his work. Persons desiring immediate answer by mail or 
wire or a more elaborate treatment of any question—by the citation of 
authorities in a legal opinion, for instance—may obtain this kind of 
private service by the payment of a reasonable fee. The right is re- 
served to refuse to answer in this department any question, legal or 
traffic, that it may appear to us unwise te answer or that involves a 
situation too complex for the kind of investigation herein contemplated. 
ddress Questions wers ‘ment, : 
Traffic Service Colorado Building, Washington, D. C. ' 
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Reparation on Intrastate Shipments During Six Months’ Guar- 
anty Period 


Virginia.—Question: I am writing to call your attention to 
an apparent oversight in your answer to “Ohio” on page 1270 
of The Traffic World of June 11. 


That answer overlooks Section 208 (a) of the Transportation 
Act, 1920, which provided for the continuance in effect of rates 
which were in effect February 29, 1920, and that prior to Sep- 
tember 1, 1920, no such rate should be reduced, unless such re- 
duction or change be approved by the Interstate Commerce 
Commission. 

We handle intrastate reparation claims which arose during 
the federal guaranty period, by making an application ‘for au-. 
thority to refund to the Interstate Commerce Commission, and 
sending it to the State Commission for the latter’s approval and 
transmittal to the Interstate Commerce Commission, (a duplicate 
= as application being furnished the State Commission for its 

e). 

Answer: In our answer to “Ohio” on page 1270 of June 11, 
1921 issue, we stated that as the period of Federal control does 
not cover the six months guaranty period the authority of neither 
the Interstate Commerce Commission or of the Railroad Admini- 
stration is required for the payment of reparation covering intra- 
state shipments moving during that time. We find, however, 
that the Interstate Commerce Commission has ruled informally 
that in view of the fact that the Federal government during the 
guaranty period, is guaranteeing the revenues of the carriers, 
that no reparation can be awarded on such shipments by any 
tribunal other than the Commission, and except on a specific 
showing that the former rate was unreasonable. Therefore, as 
to such shipments as moved between March 5 and September 1, 
1920, the Commission’s authority must be secured before repara- 
tion can be made by the carriers. 


Trap Car—Absorption of Switch Movement 


Ohio.—Question. We are located at Oakley, Ohio, which is 
within the Cincinnati switching limits on the B. & O. Railroad, 
and we quite often make trap cars to the Louisville & Nashville 
Railroad at Cincinnati. The Louisville & Nashville advises ‘that 
it will absorb the switching charge on a trap car from Oakley to 
Cincinnati when the car contains 10,000 lbs. or more of competi- 
tive freight. These cars invariably contain material for local 
points on the L. & N. Railroad. The L. & N., however, will not 
absorb charges from Oakley to Cincinnati, because the Baltimore 
& Ohio R. R. does not permit us to make out switching re- 
ceipt, but we have to make out bill of lading for each and every 
shipment in the car and the bills of lading have to be signed by 
the agent of the B. & O. R. R. at Oakley, Ohio. 


One of our competitors is located at East Norwood, Ohio, 
which is about one mile from Oakley, Ohio, on the Cincinnati, 
Lebanon & Northern Railroad, a branch of th Pennsylvania 
Railroad. They are permitted to make out a switching receipt 
on a trap car to the L. & N. R. R., and they in turn send the bill 
of lading to the L. & N. at Cincinnati to be signed for all the 
shipments contained in the car. Therefore, the only charge they 
are assessed is the $7.00 switching charge, whereas, we have to 
pay 18c per cwt. on each and every shipment that is for the 
L. & N. local points. 


One of the rulings of the Interstate Commerce Commission 
we believe, is to have freight rates the same to each and every 
shipper, one to have no advantage over the other, but it seems 
that we are at a disadvantage because, as stated above, we have 
to pay the extra charge from Oakley, Ohio, to Cincinnati, Ohio, 
to local points on the L. & N. R. R., even when the car contains 
10,000 lbs. or more of competitive business, whereas, our com- 
petitor located at East Norwood, Ohio, only pays $7.00 for the 
entire car. Kindly advise if we have any recourse against the 
Baltimore & Ohio Railroad to equalize same conditions to that of 
our competitor. 

Answer: If the Baltimore & Ohio R. R. publishes a per car 
switching charge covering the movement of freight from indus- 
tries located on its lines at Oakley, Ohio, to its connection with 
the L. & N. R. R. at Cincinnati, that line is erroneously collecting 
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charges on the basis of its line haul rate for the movement of 
your trap cars, for the reason that so far as the B. & O. is con- 
cerned, such a movement is nothing more or less than a switch 
movement, and the L. & N. R. R. under its terminal tariff will 
absorb such switching charges on shipments of freight aggre- 
gating 10,000 lbs. or more, when destined to competitive points. 


If, however, the B. & O. R. R. does not publish a switching 
charge for the movement in question, then the question to be 
determined is whether or not the line haul charge of the B. & O. 
is a reasonable charge for the service involved, which matter 
can only be determined by complaint before the Interstate Com- 
merce Commission, if the B. & O. refuses to publish a switching 
charge which the L. & N. R. R. would be willing to absorb. 

Delay—Shipper’s Error in Marking Freight 

New York.—Question: We would like to have your opinion 
as to the liability of the carrier for depreciation in market value 
in the folowing case: Shipment of fifteen (15) bales correctly 
numbered was made to a firm in New England, but only thirteen 
(13) of these bales carried the correct name of consignee and 
point of destination as shown on bill of lading, two being erron- 
eously marked for another consignee and destination. 

Bill of lading issued covered fifteen (15) bales and was 
marked “Shippers load and count.” We have noted that the 
Court has held the carrier liable when he did not deliver accord- 
ing to bill of lading contract, but is it liable when shipment is 
loaded by the shipper without being checked by the agent of the 
carrier at originating point? 

It appears to us that this shipment was handled at one or 
more junction points enroute, and this error should have been 
noticed before delivery was made, as the number shown on the 
bill of lading checked with those shown on the bales although 
the address and consignee’s name on the two bales in question 
was in error. 

We also figure that this delivery by the carrier to the wrong 
consignee was not correct, as the delivery was made without 
having a waybill to cover the movement of these two bales in 
their possession. Kindly let us have your opinion as to whether 
we should hold the carrier or shipper liable for this depreciation. 

Answer: As we understand the matter, the two bales which 
were erroneously marked were finally delivered to the proper 
party and your claim is for delay, due to the error in marking 
the bales. If so, we are of the opinion that, as the proximate 
cause of the delay was the error of the shipper in marking the 
bales with the wrong consignee’s name and address, no liability 
exists on the part of the carrier. 

The fact that the carrier delivered the shipment without 
having a way bill therefore, does not affect the liability of the 
carrier. 


Routing—Terminal Delivery Must be Specified if Desired 


Alabama.—Question: L. & N. R. R. bill of lading covering 
one car of coal from Piper, Ala., to Atlanta, Ga., routing inserted 
as follows: “Care Central of Georgia.” Car was delivered to the 
Central of Georgia Railway at Birmingham, Ala., and hauled by 
them to Atlanta, freight charges assessed on basis of Birming- 
ham combination, which is higher than through rate via Bir- 
mingham and Seaboard Air Line or Southern Railway. 

Our plant is located on C. of Ga. Railway tracks at Atlanta, 
Ga., and routing shown above inserted only for purpose of se- 
curing C. of Ga. Ry. delivery. We did not wish this car to be 
handled by the C. of Ga. Ry. from Birmingham to Atlanta, as 
there is no through rate published via this route. 

Should not freight charges be collected on basis of through 
rate in the absence of specific routing giving junction point? 
You understand the routing shown as “Care Central of Georgia” 
was merely for Central of Georgia Railway delivery. 

Answer: The L. & N. R. R. is not liable for misrouting the 
shipment in delivering same to the C. of Ga. at Birmingham, 
Ala., if the lowest rate applicable in connection with that line is 
based on that point, as the Commission has held that under such 
routing instructions it is the duty of the initial line to turn a 
shipment over to the connecting line specified in the bill of 
lading at its junction therewith for a line haul. See Fechheimer 
Steel & Iron Co. vs. Penna. R. R., 51 I. C. C. 183. The Com- 
mission has further held that the initial carrier is not liable for 
misroute in failing to turn a shipment over to a third and inter- 
vening carrier, when the shipper specified routing via a carrier, 
which in connection with the intial carrier, forms a through 
route from origin to destination. See McCaull-Dinsmore Co. vs. 
c. B. & Q. R. R., 48 I. C. C. 508. In order to have secured Cen- 
tral of Georgia R. R. switching delivery only you should have 
specified “Central of Georgia Delivery” in the bill of lading. 


Notice of Claim—Tracer Does Not Constitute 


New York.—Question: Kindly advise if there is any deci- 
sion on record whether a tracer has been considered as a notice 
of a claim in writing; also any decision wherein a claimant by 
waiting for the result of a tracer was thereby unable to file his 
claim within six months from a reasonable time of delivery. 

Ansnwer: We know of no decision which holds that a 
mere tracer is a notice of a claim in writing within the mean- 
ing of the provision of the uniform bill of lading requiring 
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notice of claim within six months after delivery of the shipment 
or, in the event of failure to deliver, within six months after 
a reasonable time for delivery has elapsed. 

While the courts are liberal in their construction of this 
provision of the carriers’ bill of lading and where, in addition 
to a tracer, notice of the loss or damage was indorsed on the 
freight receipt or where the carrier has acted upon the tracer 
by handling with the shipper, have held that this constitutes 
a notice of claim even tough formal notice or written notice 
was not actually filed, we do not locate a case which holds that 
a mere request on the part of a shipper that a carrier trace a 
shipment constitutes notice of claim. Neither do we locate any 
case which holds that the requirement that notice of claim be 
filed within six months after a reasonable time for delivery 
need not be complied with’by reason of the fact that the shipper 
had not received from the carrier within the six months, a 
reply to his letter requesting tracing of the shipment. 


Actions for Loss or Damage—Jurisdiction and Venue 


Missouri.—Question: A carload shipment forwarded from 
Buffalo to Philadelphia in July, 1919, routed D. L. & W. and 
P. & R.—claim filed for loss and damage to shipment in transit 
has been declined by the D. L. & W. Railroad and suit is to be 
instituted with view of collection. 

Will it be necessary to bring suit at Buffalo or can legal 
proceedings be instituted in Missouri, the D. L. & W. now being 
represented at this terminal by a commercial agent? Kindly 
let us have authority for ruling covering the situation. 

Answer: Causes of action against carriers for loss or dam- 
age to freight are cognizable by the state courts and the venue 
in an action against one or more connecting carriers for loss 
of or injury to goods or delay in delivery is a matter of statutory 
regulations. We are not familiar with the provisions of the 
statutes of the state of Missouri relating to this subject. 
Combination Rates—Rate Applicable Where Tariff Containing 


Rules for Constructing Combination Rates Is Not Referred 
to in One of Tariffs Containing Factors of Combination Rate 


New York.—Question: We recently had a carload of poplar 
lumber move from Rainelle, W. Va., to New York via Sewell 
Valley Railway, C. & O., Big Four, N. P., D. L. & W. 

The carriers have assessed a rate of 44%c per 100 pounds 
by applying the rate of 9c from Rainelle to Medow Creek and 
a rate of 35144c per 100 pounds from Meadow Creek to New 
York, published in W. J. Kelly’s tariff I. C. C. 848, item 573, 
supplement 21. We contend that the proper rate should be 
42%c per 100 pounds by applying the rates referred to above 
and, in addition W. J. Kelly’s tariff 228, I. C. C. US-1, covering 
the rules for constructing combination rates on lumber, etc. 

Carriers claim this “combination” tariff cannot be used for 
the reason that Sewell Valley I. C. C. 42 (which is a propor- 
tional commodity tariff applying on lumber and forest products) 
does not. make reference to Kelly’s “combination” tariff, al- 
though the use of this “combination” tariff is authorized in 
W. J. Kelly’s I. C. C. 848. 


It is our understanding that the combination tariff can be 
used where one of the tariffs used in the construction of the 
combination rate makes reference to same, while the carriers 
claim that where two commodity rates are used both tariffs 
must be subject to the combination tariff. 

Can you give the proper interpretation of this matter, mak- 
ing reference to Interstate Commerce Commission ruling cover- 
ing this subject? 

Answer: This question is now before the Interstate Com- 
merce Commission under Docket 11154, Sligo Iron Stores Com- 
pany vs. Western Maryland Railroad, a tentative report in which 
recommends that the Commission hold that, where one of the 
tariffs containing the factors composing the combination rate 
contains reference to the combination rule tariff, only one in- 
crease be made. 


Transportation Tax on Freight Originating in Adjacent Foreign 
Countries 


Michigan.—Question: "We have shipment which originate in 
Canada and move to border points in the United States in car- 
load lots, on which the line handling car into the border points 
deliver to switching lines and absorb the switching lines’ charges. 
We are being assessed with war tax on the switching charge 
which the carrying line absorbs, and we contend that, inasmuch 
as their tariffs provide for absorption, that tax does not attach 
separately on switching, but is a part of the through rate. 
Kindly let us have your opinion as to whether or not the war 
tax should be collected from us. 

Answer: Article 10 of Regulations 49 (revised) of the Treas- 
ury Department reads in part as follows: “If any taxable charge, 
as defined in these regulations, be included in the road haul, 
water haul, or road-and-water haul charge applying to any ship- 
ment, the tax applies to and shall be collected on the total 
amount colletced, and no separate or additional tax. shall be 
collected on the taxable amounts included therein.” 

However, assuming that the switching charge absorbed by 
the line-haul carrier represents the proportion of the through 
rate from the haul within the United States, under the provi- 
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sions of article 37 of the above referred to regulations, the 
transportation tax must be paid upon such proportion or divi- 
sion of the through rate. 

As the absorption by one carrier of the switching charge 
of another carrier has the effect of establising a joint through 
rate, the switching charge in question may, we believe, properly 
be regarded as the division of the through rate so established. 

Connecting Line—Liability of 

Arkansas-Texas.—Question: I have noted your answer to 
“Ohio” respecting liability of a connecting line for loss and 
damage to an interstate shipment of freight at page 1162 o1 
your May 28 issue of The Traffic World, and call your attention 
to the case of Henderson vs. Kansas City Southern Railway 
Company, 85 Southern, page 625, by the Supreme Court of Lou- 
isiana, in which it is held: ‘fhe common law rule that a de- 
livering carrier of an interstate shipment shall be liable for 
injury to freight delivered in a damaged condition on proof 
merely that the goods were delivered to the initial carrier, an- 
other railroad in another state, in good condition, and without 
proof that the damage or injury occurred on the line of the 
= carrier has been superseded by the Carmack amend- 
ment.” 

The court in this case further held: “The defendant in this 

case Cannot be held liable on a presumption of law, or without 
proof as a fact that the damage occurred while the freight was 
in its possession.” . 
The Louisiana Supreme Court cites as authority for its 
ing, Charleston & Western Carolina Railway Company vs. Varn- 
ville Furniture Company, 237 U. S. 597, by the Supreme Court 
of the United States, reported in 59 L. Ed. 1137. 
; In your answer to “Ohio” you state that if the destination 
line or the intermediate line is sued and the plaintiff shows that 
goods were delivered in good condition to the initial carrier, the 
plaintiff may rely upon the legal presumption that the goods 
were delivered in like condition to the defendant. This is con- 
trary to the holding of the Louisiana Supreme Court above 
cited. Do you think the ruling of that court is sound? 

Answer: The question presented in the case of Charleston 
& Western Carolina Ry. Co. vs. Varnville Furniture Co., 237 
U. S. 597, was the validity of the state statute imposing a penalty 
upon a terminal carrier for the failure to pay freight claims 
within 40 days or to inform the notifying party within 40 days 
when and by which carrier the property was damaged, it being 
held that, as it imposed a penalty upon a terminal carrier for 
loss on roads in other jurisdictions and increased its liability 
by a fine difficult to escape, it overlapped the federal act, 
namely, the Carmack amendment, as respects the subject grounds 
and extent of liability and was therefore invalid. What was 
said therein with reference to presumptions had reference to 
this state and fact only. 

We are therefore of the opinion that the holding of the 
court in the case of Henderson vs. Kansas City Southern Ry., 
85 So. 625, in so far as it is based upon the Supreme Court’s 
decision, is not sound. 

In two recent cases, namely, that of Peoples’ Hardware Co. 
vs. Raleigh & C. R. Co., 107 S. E. 146, decided by the Supreme 
Court of South Carolina, April 21, 1921, and in the case of Rem- 
ington vs. Barrett, 188 N. Y. S. 174, decided April 11, 1921, the 
general rule, as stated in our answer to “Ohio,” page 1162 of 
the May 28, 1921, issue ot The Traffic World, is adhered to, and 


no reference is made to the Supreme Court’s decision in the Varn- 
ville case. 


Perishable Goods—Liability of Carrier when Shipper Elects to 
Ship Under “Shippers’ Protective” Service 

illinois —Question: A shipper from a territory, from which 
Perishable Protective Tariff No. 1 provides for shipment of 
perishables either under Carriers’ Protective Service or Ship- 
pers’ Protective Service, orders a car for loading of apples for 
shipment under Carrier’s Protective Service. 

Suitable car is furnished by the carriers and loadins is 
started by the shipper. During the process of loading an author- 
ized inspector for the carrier inspects the apples to determine 
their conditions, etc. This inspector informs the shipper that 
the shipment is not loaded in such a manner as would permit of 
its protection by heater service. He insists that before car could 
be accepted for shipment, it would be necessary that the lading 
be rearranged, i. e., boxes stacked six wide in the car, instead 
of seven wide. As the car was more than one-half loaded at 
the time of this very singular request, the shipper did not care 
to go to the expense, which would have been heavy, of unload 
ing and reloading the car. 

The carriers’ inspector thereupon insisted that car be shipped 
under Shippers’ Protective Service, and that the shipper re- 
quest for car for loading be changed from Carriers’ Protective 
Service to Shippers’ Protective Service. Apparently the shipper 
was not aware of his rights in the premises and acted in ac- 
cordance with these instructions. It is to be borne in mind 
that this car was equipped with a false floor, which equipment 
is essential to handling apples under heater service. Perishable 
Protective Tariff No. 1 provides that in the event shipments 
move under Shippers’ Protective Service, shippers are to assume 
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the expense of furnishing such false floor. In this case the ship- 
per was not assessed for the cost of this false floor. 

Shipment moved to detination under Shippers’ Protective 
Service. As there was no messenger with the car, it is evident 
that no effort was made by the carriers to protect the shipment 
either by heater or by opening of the hatches while in transit. 
The car arrived at destination with the hatches closed, and 
plugs in, and the apples in a badly cooked condition. 

Inasmuch as paragraph F, rule 515, on page 523 of Perishable 
Protective Tariff No. 1 provides that in the event shipments 
are not loaded in such a manner as to permit protection by 
heater service, that load is to be transferred or rearranged and 
a charge of $5 made for this service, it is our contention that 
the carriers were not justified in taking action which they did 
and that they are legally liable for the loss occasioned by the 
damaged condition of the apples. Kindly advise if we are cor- 
rect in our contention. 

Answer: Inasmuch as the shipper elected to ship under 
“Shippers’ Protective Service,’ which service contemplates a 
caretaker, furnished by the shipper, accompanying the shipment, 
we are of the opinion that no liability exists on the part of the 
carrier for the damage which resulted from the plugs remaining 
closed during the time the car was in transit. 

Under item 80, the shipper is required to state what class 
of service he desires and had he elected to ship under ventila- 
tion and furnished instructions as to the manner in which the 
plugs were to be used, the carrier would have been liable for 
failing to comply with the shipper’s instructions. © 

Export Shipments—Liability of Carrier for Delivery at Port 

New York.—Question: Referring to your answer to “Michi- 
gan” rgarding liability of carrier as warehouseman, in which 
you state as follows: “In the absence of negligence on its part 
the carrier is not liable for damage caused to the goods by 
storm or for their loss by theft or fire.” 

It is our understanding that the above would not apply to 
material stored in transit. For instance, shipments on export 
‘bills of lading stored in the railroad terminal awaiting lighterage 
instructions would not have to be covered by insurance, as the 
railroad is responsible up to the délivery to the steamer, or 
until material is placed in public warehouse. Is this not correct? 

Answer: Inasmuch as a through export bill of lading is not 
a joint contract for through transportation from the inland 
point.in this country to the foreign destination, and the act to 
regulate commerce does not impose upon the carriers subject 
thereto any obligation to issue such a bill of lading, property 
moving thereunder which arrives at the port which is not re- 
moved within the free time allowed by tariffs lawfully on file, is 
held at the port by the carrier subject to the carrier’s responsi- 
bility as a warehouseman only. 


Routing—Duty of Carrier to Forward Via Intrastate Route if 
Lower than by Interstate Route 


Indiana.—Question: During September, 1920, we received 
five cars of coal from Fort Branch, Ind., two cars being routed 
Cc. & E. IL, Hoopeston, L. E. & W., by shipper, and the other 
three C. & E. I-L. E. & W. We paid the increased rate on 
these shipments, but later filed claim for overcharges, having 
in mind that the suspension of the Indiana state rate would 
entitle us to a rebate. However, the railroad declined these 
claims, the first two being declined, due to the fact. that routing 
via Hoopeston would make this an interstate shipment, and they 
contend that, inasmuch as no. junction point was mentioned on 
the bills of lading for the other three cars, that they were 
obliged to move them via Hoopeston, Ill., and refer us to C. & 
E. I. Routing Circular No. 1, applicable in conjunction with 
Agent Kelly’s Tariff No. 214, I. C. C. No. 749, which publication 
provides that shipments of coal must move via Hoopeston, when 
consigned to points on L. E. & W. R. R. They admit that the 
above circular had been suspended on Indiana state traffic, but 
claim that routing still dominates in the restoration of C. & E. I. 
Tariff No. 1200-G, I. C. C. No. 552. 

Fort Branch, Ind., is on the main line of the C. & E. L. 
south of Terre Haute, Ind., and were the tonnage to move via 
the Oxford, Ind., route, they claim it would be necessary for 
the C. & E. I. to back haul such traffic from their junction with 
their Brazil branch at Otter Creek Junction, Ind., to Brazil, Ind., 
which route, they claim, is not a workable one. Is the conten- 
tion of the railroad correct? 

Answer: In so far as the two cars which were routed via 
Hoopeston by the shipper are concerned, there is no doubt but 
what the interstate rate must be applied on these cars. 

With respect to the three cars which were unrouted so far 
as the junction point was concerned, inasmuch as the routing 
circular of the initial line is not on file with the Interstate Com- 
merce Commission, it does not govern the rates published in 
W. J. Kelly’s I. C. C. 749. When shipments are delivered to 
the carrier unrouted, it is the duty of the carrier to forward 
such shipment via the cheapest available route, whether inter- 
state or intrastate. See Lothrop Lumber Co. vs. A. G. S. R. R., 
27 I. C. C. 250, and Aetna Explosives Co. vs. Pa. R. R. Co., 51 
I. C. C. 615. As to whether the carrier in the instant case is 
liable for misroute in routing the three cars referred to above 
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depends upon whether or not the intrastate route via which 
the shipments could have moved was reasonable and practicable, 
which is a matter for the Interstate Commerce Commission to 
determine. See the case of McCaull-Dinsmore Co. vs. Great 
Northern Ry. Co., 47 I. C. C. 581. 


: Transportation of Waste Material 

Ohio.—Question: During the years 1919 and 1920 a large 
amount of cinders were taken over by this company from the 
Cleveland Electric Illuminating Company for disposal. It was 
impossible for us at times to dispose of the cinders to any 
advantage, therefore it was necessary for us to turn the cinders 
over to the carriers for wasting purposes. 

In regard to the wasting our contention is that wasting is 
nothing more than material wasted where no one receives any 
material benefit from same, and inasmuch as the carriers pub- 
lish a tariff of 25c per ton on wasting material, our contention 
is that this should not apply on the wasting whereby the car- 
riers disposed of them for their own use, in order to improve 
their roadbeds, etc. 

Another matter has come up as to the war tax on the wast- 
ing charge. Our contention is that wasting charge is not a 
transportation charge, and no war tax should be assessed. There 
is a large amount of cars wasted by the various carriers in the 
city and a large amount of money involved, and they have as- 
sessed war tax on all the cars wasted by them. Kindly advise 
us fully in regard to this matter. 

Answer: It is our opinion that the rate of 25c per net ton 
as published in W. J. Kelly’s I. C. C. No. 770, in effect during 
the time shipments moved, which has since been increased to 
69c per ton, assessed by the carriers for wasting certain ma- 
terials at points on their lines, is a transportation charge which 
may properly be collected for the service performed and on 
which it is proper to assess a war tax. 


Duty of Shipper to Inspect Car Before Loading 


Washington.—Question: I note in your issue of Apri] 30, 
on page 936, in reply to “Pennsylvania,” that you state the In- 
terstate Commerce Commission holds to the view that although 
the obligation of the carrfer is to promptly furnish a suitable 
car, yet it is not unreasonable to expect the shipper to inspect 
and to sweep a car, or to do a reasonable amount of cleaning 
or to make some minor and inexpensive repairs to prepare the 
car for loading. 

We have an action pending in which it is claimed that stock 
moved as emigrant movables in a box car were poisoned by 
concentrates left in the car after it had been used for the carry- 
ing of ore. The inspection of the car made by the smelter 
people and by the agents of the railway company did not dis- 
close any poison. The shipper selected his own car in the yards. 
Will you kindly give me reference to the holdings of the Inter- 
state Commerce Commission referred to, also your views upon 
this question? 

Answer: The opinion of the Interstate Commerce Commis- 
sion to which reference is made in our reply to “Pennsylvania” 
on page 936 of the April 30 issue of The Traffic World, is Docket 
7029, National Council of Farmers Co-operative Association vs. 
Cc. B. & Q@. R. RK. et al., 34 1. C. C. 60. 

It is the primary duty of the common earrier to furnish 
vehicles suitable in every respect for the safe transportation 
of the various kinds of property which are usually carried by it 
and there are decisions of various states and federal courts to 
the effect that any failure to observe its duty in this regard 
will render the carrier liable for loss or injury caused thereby. 
State vs. Great Northern Ry., 43 Wash. 658, 86 Pac. 1056; Cleve- 
land, etc., R. Co. vs. Louisville Tin, etc., Co., 111 S. W. 358 (Ky.). 

With respect to the transportation of live stock, also emi- 
grant outfits containing live stock, it will be observed that the 
Uniform Live Stock Contract which is required to be executed 
by the shipper in making carload shipments of live stock or 
shipping emigrant outfits containing live stock, contains a pro- 
vision, namely, section 6 thereof, which states that the shipper 
shall inspect the body of the car or cars in which said live 
stock is to be transported and satisfy himself that they are 
sufficiently safe, and in proper order and condition, and no car- 
rier shall be liable on account of any loss of or injury to said 
live stock accruing by reason of any insufficiency in or defective 
condition of the body of said car or cars, which reasonably could 
have been discovered by the shipper 

We do not locate any decisions of the state of Washington or 
Idaho which pass directly on the question of whether this provi- 
vision of the bill of lading is binding upon the shipper, although 
in the case of Shay vs. Union Pac. Co., 153 Pac. 31 (Utah), 
the court is apparently of the opinion that such a provision is 
valid, although not where, as in that case,.the carrier’s subse- 
quent negligence contributed to the damage. However, there 
are decisions in other states, notably the state of Texas, which 
hold that a carrier undertaking to carry live stock must furnish 
the shipper a suitable car for that purpose, and a failure to do 
so is negligence, and since a carrier cannot by contract relieve 
itself of liability for damages, proximately caused by its neg- 
ligence, it is liable to a shipper for damages resulting from its 
failure to provide a suitable car notwithstanding a stipulation 
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to the contrary in the contract of shipment. See Trout & New- 
berry vs. G. C. & S. F. Ry., 111 S. W. 220; So. Kan. Ry. Co. of 
Texas vs. Hughey, 182 S. W. 361; G. C. & S. F. Ry. vs. Boger, 
169 S. W. 1095; Tex. Central vs. McCall, 166 S. W. 925. The 
Trout & Newberry case referred to above covered an interstate 
shipment, but the other cases covered intrastate shipments. To 
the same effect is the decision in the case of L. E. & W. Co. 
vs. Holland, 69 N. E. 138 (Ind.). 

Therefore it may be said that in general the decisions of 
the courts are to the effect that a carrier may not place the 
burden of selecting a suitable car upon the shipper. 


Freight Charges—Liability of Carrier for 


Minnesota.—Question: During August, 1918, we shipped a 
carload of potatoes from Minnesota to a point in Missouri, and 
while this was sold on what is termed as a cash f. o. b. basis, we 
billed car according with his instructions, showing ourselves 
as the shipper on a straight form bill of lading, and the pur- 
chaser as the consignee; en ‘route the car was diverted to an- 
other station, and it is apparent that delivery was made by 
the railroad company without collecting the charges, as they 
are now calling on us for remittance, stating that we were the 
original shippers and are legally responsible for the freight 
charges. May we have your report and advice in this matter? 

Answer: Inasmuch as the consignor is the party with whom 
the contract of shipment is entered into, he is primarily liable 
for the payment of the freight charges, whether he is the owner 
of the goods or not. Therefore, while it has been held in sev- 
eral cases that if the freight charges could have been collected 
from the consignee the consignor is not liable therefor, the 
weight of authority is to the effect that even though the goods 
are delivered by the carrier without collecting its freight charges 
from the consignee, the consignor is liable therefor, and this is 
particularly true in the event of the insolvency of the consignee. 


Household Goods—Liability of Carrier for Damages Thereto 


Canada.—Question: A party makes a shipment of house- 
hold goods from Chicago to a point in Ontario, released to the 
value of $10 per hundred pounds. On arrival of the shipment 
a quantity weighing 1,575 pounds is damaged and railway in- 
spector asked the consignee to have the goods repaired and enter 
claim. 

The cost of the repair is considerably less than the weight 
of the damaged portion at ten cents a pound. Could the carrier 
refuse to pay on the basis of 1,575 pounds, and can you quote 
any court cases on this point? ; f 

Answer: Where household goods in use are injured in 
transportation, the measure of damages is the difference in their 
value to the owner just prior to and subsequent to the injury. 
A. T. & S. F. vs. Smythe, 119 S. W. 892; Benedict vs. C. R. I. 
& P., 91 S. W. 811; Express Co. vs. Williams, 71 S. W. 314. 

In the event goods which have been released to a value of 
$10 are injured and repaired by the carrier, it is our opinion 
that, unless they have been restored to their value before injury, 
the shipper would be entitled to the difference between their 
value as repaired and their value before being injured, subject 
to a maximum valuation of $10 per 100 pounds. We cannot, 
however, cite you to a case which so holds. 


Damages—Measure of 


Minnesota.—Question: In your issues of July 10, 1920, page 
96, “Washington”; August 21, page 357, “Texas” and “Colorado”; 
September 11, page 496, “Texas,” and November 6, page 861, 
“Illinois,” in the discussion of the liability of carriers under 
the McCaull-Dinsmore United States Supreme Court decision, 
it appears to us that you agree that the actual loss caused by 
the breach of a contract is the loss of what the contractee 
would have had if the contract had been performed and that 
the carrier is liable for this full actual loss. 

In your answer to “Utah” on page 1044, May 14, 1921, issue, 
you appear to us to make a reply in direct conflict with your 
previous answers and in doing so, quote some court decisions 
which we believe were made previous to the United States 
Supreme Court decision in the McCaull-Dinsmore case, or that 
conflicts with same and would be overruled by it. 

We will quote a concrete case and request your opinion 
as to carriers’ measure of liability. On May 15, 1921, we sold 
to X, f. o. b. Chicago, 5,000 bushels of wheat (that is, we were to 
pay the freight and deliver the wheat at Chicago based on 
Chicago Board of Trade weights). We load the 5,000 bushels of 
wheat at Minneapolis based on Minneapolis state weights and 
get a clear receipt from carriers for same, but on arrival at 
Chicago there was about 50 bushels short and some of the cars 
may have been leaking. The actual loss to us (the contractee) 
is $1.50 per bushel, as if the carrier had delivered the full 5,000 
bushel we would have been paid for that amount $1.50. How- 
ever, by the time wheat reached Chicago, the selling or market 
price for this particular grade of wheat had dropped to $1.25 
at Chicago in carload lots. It is very evident that we could 
not go to Chicago and purchase 50 bushels of wheat and deliver 
it to buyer at $1.25 per bushel to replace the 50 bushels lost by 
carrier. Therefore, we contend that under this McCaull-Dins- 
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more decision we are entitled to be paid by carrier $1.50 per 
bushel, or our full actual loss less the unpaid freight charges. 

Answer: The shipment which resulted in the McCaull-Dins- 
more decision was not a shipment made to a purchaser for a 
fixed price, and therefore what the Supreme Court said in that 
case has particular reference to the circumstances under which 
that particular shipment was made, and a statement to that 
effect is made therein. It is true the Supreme Court does make 
the statement that the rule of the common law is not arbitrary 
fiat and that the actual loss caused by a breach of a contract 
is the loss of what the contractee would have had if the con- 
tract had been performed, but the further statement is made 
that, if the price of wheat had gone down the carrier might 
have had to pay more under a contract which specified that 
the value at point of origin at the time and place of shipment 
was the measure of damages, than by the common law rule. 
Therefore, as to shipments which are not made to a purchaser 
for a fixed price, the common law rule which fixes the measure 
of damages as the market value of the goods at the time of 
arrival or at the time they should have arrived in the usual 
course of transportation, is in all cases applicable, regardless 
of whether the value at destination is greater or less at the 
time of the arrival of the goods, or at the time they should 
have arrived than it is at the point of origin on the date of 
shipment. 

As to whether this same rule applies in the case of goods 
which have been sold to a purchaser for a fixed price is a 
matter which, so far as we can determine, has not received 
the attention of the courts in any great number of cases. Where 
the courts have had the question specifically before them they 
have treated it as one of special damages, and have held that 
where there was no proof in the record to show that the plaintiff 
gave notice to the carrier of his contract with the purchaser 
for a fixed price, he is not entitled to recover special damages, 
and the measure of his recovery must be limited to the differ- 
ence in the market value on account of depreciation caused by, 
the injury, although, if he had given notice of the contract with 
the purchaser, he would have been entitled to recover the dif- 
ference between the price specified in such contract and the mar- 
ket value of the goods in their injured condition. This was 
the holding of the court in Gibson vs. Inmann Packing Co., 
146 S. W. 280, in which case the cases of St. L. S. W. Ry. Co. 
vs. Phoenix Cotton Oil Co., 88 Ark. 594, 115 S. W. 393, and 
St. L. I. M. & S. R. R. Co. vs. Cumbie, 101 Ark. 172, 141 S. W. 
939, were cited. 

We are therefore of the opinion that it is not strictly correct 
to say that the decision of the Supreme Court of the United 
States in the McCaull-Dinsmore case overrules the cases to 
which we have made reference in our answer to “Utah” on page 
1044 of the May 14, 1921, issue of The Traffic World, for the 
reason that the Supreme Court in the McCaull-Dinsmore case 
did not have before it a case involving the liability of a carrier 
for loss or damage to goods shipped to a purchaser, in com- 
pliance with a contract calling for the delivery of goods at 
destination at a fixed price, and the statements made by the 
court in that case as to the general measure of damages must 
be limited to the facts of the case under consideration. 


PARCEL POST LOSS AND DAMAGE 


The Post Office Department has issued the following state- 
ment relative to loss and damage claims on insured parcel post 
shipments: 


The new third assistant postmaster general, W. Irving Glover, has 
taken definite steps to clear up the very serious arrearage in the 
payments of indemnity for loss and damage of insured parcel post, 
concerning which so much complaint by the public has been made for 
a year or more. <An appropriation for the employment of additional 
temporary assistance has been obtained and it is expected that this 
arrearage will be cleared up in the next sixty or ninety days. 

There was a tremendous increase in parcel post business in the 
early part of last year following the railroad strike and the conse- 
quent embargoes on freight and express, and this brought about a 
correspondingly larger number of losses and damages to parcels, with 
a depleted force of employes to handle the claims. 

The principal cause of delay in adjustment of the claims at the 
present time is the failure of postmasters to complete the claims and 
forward them promptly to the ‘department. This is particularly true 
in cases of postmasters at the smaller offices. Instructions are being 
sent to all postmasters to give immediate attention to the forward- 
ing of these claims to the department. 


WASHINGTON AND LINCOLNTON STOCK 


The Washington & Lincolnton Railroad Company of Geor- 
gia has been authorized by the Commission to issue and sell at 
par $100,000 of 7 per cent cumulative preferred capital stock, 
the proceeds to be used for the construction, equipment and re- 
habilitation of the company’s railroad. The company also was 
authorized to issue three short-term promissory notes in the 
aggregate amount of $13,000 in connection with the procurement 
of a locomotive. 


The greatest traffic library and the most complete 
tariff file in the world are available for use in serving 
subscribers to THE DAILY TRAFFIC WORLD. 
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LOSS OF OR INJURY TO GOODS 
Liability of Terminal Carrier for Injuries to Shipment: 

(Appellate Court of Indiana, Div. No.1.) Consignee of inter- 
state shipment which was damaged in transit may prosecute an 
action at common law against the terminal carrier and elect not 
to sue under the Carmack amendment to the interstate com- 
merce act (U. S. Comp. St., pp. 8604a, 8604aa).—-Pittsburgh, C., 
Cc. & St. L. B. Co, va. Larosa, 131 N. E. Rept. 22. 

In an action at common law against terminal carrier by 
consignee of interstate shipment injured in transit, all presump- 
tions that existed in favor of a plaintiff in such an action prior 
to the passage of the Carmack amendment to the interstate com- 
merce act (U. S. Comp. St., pp. 8604a, 8604aa) were available 
to the consignee, as said amendment did not change the rules 
relating to the “practice, procedure, or evidence” in common-law 
actions arising from interstate shipments.—Ibid. 

Where consignee of interstate shipment elects to prosecute 
an action at common law against the terminal carrier, he must 
establish by a preponderance of the evidence that the shipment 
was damaged while in the possession of the terminal carrier for 
transportation and delivery and the amount of such damages, 
and it is not sufficient to show that the shipment was damaged 
when delivered at destination, as it must be shown what the 
condition of the shipment was when received by the terminal 
carrier.—Ibid. 

The mere fact that goods were received by a terminal carrier 
for shipment is not sufficient to create a presumption that such 
goods were in good condition when so received.—lIbid. 

Where freight is received by initial carrier in good condi- 
tion and is delivered by the terminal carrier in a damaged con- 
dition, the presumption arises, the contrary not appearing, that 
such freight was delivered to such terminal carrier in the same 
condition as when received by the initial tarrier, by reason of 
which presumption the burden is cast on such terminal carrier to 
show that the freight was not injured while in its possession, 
but this presumption does not exist, and there is no burden on 
terminal carrier in the absence of proof that the freight was in 
good condition when delivered to the initial carrier.—Ibid. 
Interstate Carrier Cannot Estop Itself to Assert Requirement of 

Bill of Lading that Claim for Loss Be Filed Within Six 

Months: 

(Court of Appeals of Maryland.) A carrier engaged in in- 
terstate transportation cannot waive the provisions of a bill of 
lading or by its misconduct give the shipper the right to ignore 
them, and hence cannot estop itself from asserting a provision 
requiring claim for compensation for loss of goods to be filed 
within six months after reasonable time for delivery.—Bronstein 
et al. vs. Payne, Director-General of Railroads, 113 Atlantic Rept. 
648. 


State Courts Absolutely Bound by Decisions of United States 
Supreme Court on Federal Matters: 


Decisions of United States Supreme Court on federal inter- 
state commerce questions are absolutely binding upon the various 
state courts and must be followed.—Ibid. 

Letter Asking for Tracing of Goods Not a Claim for Loss Re- 
quired to Be Filed in Six Months: 

Under a bill of lading requiring claim for compensation for 
lost goods to be filed within six months after reasonable time 
for delivery, shipper’s letter asking carrier to trace lost goods 
does not constitute a written claim for payment therefor which 
would support an action against the carrier.—Ibid. 


Carrier May Contract to Carry Articles Though No Tariff Rate 

Filed and Is Liable for Loss Thereof: 

(Supreme Court of Mississippi, Division B.) Under section 
184 of the state constitution of 1890, and under section 4839, 
Code of 1906 (section 7624, Hemingway’s Code), railroads are 
common carriers and public highways over which persons have 
a right to ship articles not dangerous to persons or other prop- 
erty, and a railroad may contract to carry articles, though it 
has filed no tariff rate with the state commission, and where it 
accepts jewelry and other articles of special value it is liabte 
for their loss resulting from dishonesty or negligence of its 
employes.—lIllinois Central R. Co. vs. King, 88 Sou. Rept. 322. 
Agent’s Failure to Specify All Articles in Bill of Lading Waiver 

of Nonability Clause: 

Where a shipper carries articles of freight to a freight agent 
of a railroad company in charge of its business, and discloses 
the nature and value of the articles to be shipped by freight, and 
such agent writes only one article in the bill of lading when 
the shipment contains many articles, the company cannot escape 
responsibility for the negligence or dishonesty of its employes 
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because the bill of lading contains a clause that “no carrier will ments of the receiver with the right to make any defenses which 


be liable in any way for any documents, specie, or for any articles 
of extraordinary value not specifically rated in the published 
classification or tariff, unless a special agreement to do so and 
the stipulated value of the articles are indorsed hereon.” Where 
the information is furnished the agent in charge, and he fails 
to write the data on the bill of lading, it must be treated as 
having waived the provision.—Ibid. 

Negligence of Shipper in Loading a Defense in Action Against 

Terminal Carrier: 

(Supreme Court of South Carolina.) Negligence of shipper 
in loading goods to be carried in interstate commerce was a 
good defense in an action against terminal carrier for damages. 
—M. C. Johnson Motor Co. ys. Payne, Director-General of Rail- 
roads, 107 S. E. Rept. 252. 

In an action against terminal carrier for damage to shipment, 
the defendant under a general denial could have shown that 
the injury was not caused by the defendant, but by the negli- 
gence of the consignor in loading the shipment.—Ibid. 
Presumption as to Shipper’s Load Same as to Shipper’s Count: 

The rule as to shipper’s load is the same as shipper’s count, 
and there is prima facie presumption that goods loaded by ship- 
per in interstate commerce were as described and were properly 
loaded.—Ibid. 

Measure of Damages for Injury to Automobiles in Transit: 

Where motor car company shipped cars to themselves, and 
title did not pass to purchaser until shipment arrived and draft 
was paid, the rights of the purchaser as to injuries to the car 
while in shipment were no different than the rights of the motor 
car company, and it could recover no more than the motor car 
company could have recovered if it had sued, which was what 


purchaser had already agreed to pay, less the value of the in- 
jured cars.—Ibid. 


Carrier Liable for Conversion in Selling Freight After Having 
Accepted Diversion Order Which Could Not Be Carried Out 
Because of Existing Embargo: 

(Kansas City Court of Appeals, Missouri.) In an action 
against a connecting carrier for conversion of a shipment, evi- 
dence held to show that an order for diversion of the shipment 
was received and accepted by the defendant.—Burrel Collins 
Brokerage Co. vs. Hines, Director-General, 230 S. W. Rept. 371. 

Where the evidence showed that a railroad company re- 
ceived and accepted an order from a consignee for the diversion 
of a shipment of apples, and it was undisputed that a connecting 
carrier’s embargo had been in effect for about a month, and the 
court charged in effect that defendant was liable, unless it was 
prevented from transporting the apples by an embargo placed 
subsequent to the acceptance of the shipment, and that an em- 
bargo in existence for a sufficient length of time for defendant 
to know of it was not a defense, unless plaintiff was notified 


thereof, the verdict for defendant was contrary to the law as 
laid down by the court.—Ibid. 


The jury cannot disregard the instructions and ascertain 
the law itself, and when it fails to follow the law as given by 
the court a new trial should be granted.—lIbid. 


Carrier Liable in Damages for Delivering Potatoes Without Re- 
quiring Presentation of Delivery Order: 


(Kansas City Court of Appeals, Missouri.) ‘Testimony that 
a letter was “mailed” to the addressee is equivalent to a state- 
ment that it was properly addressed, stamped, and deposited 
in a proper place for the receipt of mail, and raises a presump- 
tion that it was received in due course.—J. L. Price Brokerage 
Co. vs. Chicago, R. I. & P. Ry. Co., 230 S. W. Rept. 374. 

Evidence that a letter was mailed to the addressee made a 
question for the jury as to whether it was received, though there 
was evidence tending to show that it was not received.—Ibid. 

Where a shipper of potatoes to its own order attached a 
delivery order to a draft, and notified the agent at the point 
of delivery to deliver them to a named company on presentation 
of the delivery order, and released the bill of lading to the agent 
at the shipping point in order that delivery might be made on 
presentation of the order, delivery of the potatoes without such 
order or any authority from the shipper was a violation of the 
cearrier’s duty.—Ibid. 

Receiver’s Discharge No Bar to Suit Against Company Assuming 

Obligations: 

Where an offer of a railroad reorganization committee made 
to procure the discharge of a receiver provided that the railroad 
would assume all contracts, undertakings, and commitments of 
the receiver and the prosecution and defense of all actions, suits 
of litigations, and a decree accepting such offer provided for such 
assumption, a further provision of the decree requiring claims to 
be presented to a special master before a specified date, and pro- 
viding that if not presented they should be barred from partici- 
pating in any of the property of the railroad company, simply 
barred such claims from participating in the receivership estate 
or being enforced against the receiver, and did not prevent their 
enforcement against the railroad company.—Ibid. 

An offer of a railroad reorganization committee, made to 
procure the discharge of a receiver, and providing that the rail- 
road should assume all contracts, undertakings, and commit- 
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the receiver could make, and would assume the prosecution and 

defense of all actions, suits, or litigations, provided for an as- 

sumption of liability to third persons, and not merely for in- 
demnity to the receiver.—lIbid. 

Evidence Required to Establish Loss of Express Packages: 
(Supreme Court, Appellate Term, First Department.) In an 

action against an express company for loss of shipments of 

dressed poultry, testimony of plaintiff's son to establish the 
facts surrounding the shipments was inadmissible as hearsay, 
where, as revealed by cross-examination, such son was not pres- 
ent when the poultry was packed; in fact, was on his way to 

France at the date of one of the shipments.—Turkel vs. Ameri- 

can Ry. Express Co., 188 N. Y. S. 207. 

In an action against an express company to recover for the 
loss of shipments of dressed poultry, evidence held insufficient 
to make out plaintiff’s case.—Ibid. 

In actions against an express company for loss of shipments, 
the contents of the packages and the fact that they were never 
received by the consignee, must always be established on the 
trial by competent testimony.—Ibid. 

Carrier Liable for Damage to Other Freight Due to Negligence 
in Handling Explosives: 

(Circuit Court of Appeals, Second Circuit.) Compliance hy 
a carrier with the regulations of the Interstate Commerce Com- 
mission in the transportation of explosives does not relieve it 
from its common-law duty to exercise such additional care as is 
required by the circumstances of the particular case.—Lehigh 
Valley R. Co. vs. Allied Machinery Co. of America, 271 Fed. 
Rept. 900. 

In an action against a railroad company for loss and damage 
to property in transit, alleged by plaintiff to have been due to 
defendant’s negligence, and which resulted from a fire originat- 
ing in cars containing explosives, standing in the same yard, 
causing explosions which destroyed and damaged plaintiff's 
property, where the cause of the fire was in controversy on the 
trial, the pleading in other cases, in which defendant admitted 
that the fire was due to incendiarism, held admissible.—Ibid. 

Under the Carmack amendment to the Interstate commerce 
act (Comp. St. 8604a, 8604aa), providing that a carrier shall be 
liable to the holder of a bill of lading for any loss, damage or 
injury to the property “caused by it,’ such-liability extends to 
loss or damage due to its failure to exercise its common-law 
duty of due care according to the circumstances.—Ibid. 

Instruction to a jury, on report of inability to agree, tht 
it was the duty of each juror, especially if in the minority, to 
keep an open mind and give careful thought to the views of 
other jurors, held proper and commendable.—Ibid. 

Railroad Holding Carload Shipment as Warehouseman Becomes 
Liable as Carrier on Receipt of Forwarding Orders: 
(Circuit Court of Appeals, Second Circuit.) Under the tariff 

regulations of a railroad company, providing that carload ship- 

ments arriving at its general New York terminal and there held 
for further directions, after a stated term, should be subject to 
demurrage charges, and the liability of the company therefor 
should be that of warehouseman only, where a car so held, the 
liabiilty of the company as carrier held to have attached on its 
receipt of an order for forwarding the shipment.—Lehigh Valley 
R. Co. vs. John Lysaght, Limited, 271 Fed. 906. 


Liability of Carrier Not Limited to Injury Resulting from Its 

Own Negligence, But Covers Any Loss or Damage for Which 

It Would Be Liable at Common Law: 

Interstate commerce act, as amended by act March 4, 1915 
(Comp. St. 8604a), incorporating what is known as the Carmack 
amendment, providing that a carrier shall be liable to the holder 
of a bill of lading for any loss, damage, or injury to the property 
“caused by it,” does not limit the liability of a carrier to that 
of an ordinary bailee for its own negligence only, but covers 
any loss or damage for which it would be held at common law. 
—TIbid. 

In an action against a railroad company for loss of property 
destroyed while standing in defendant’s terminal yard by an 
explosion of explosives in other cars in the yard, where, it was 
alleged, that defendant was negligent in failing to provide watch- 
man or fire equipment, an answer alleging that the fire which 
caused the explosion originated on a boat lying at the terminal 
over which defendant had no control held not to state a defense. 
—Ibid. ‘ 

TELEGRAPHS AND TELEPHONES 


Validity of Limitation of Liability for Negligence in the Trans- 
mitting Telegram Is Question of General Law: 

(District Court, N. D., Ohio, E. D.) The right of a telegraph 
company to contract for a limitation of its liability for negli- 
gence in the transmission of an intrastate telegram, in the ab- 
sence of any state statute, is a question of general jurisprudence, 
on which the federal courts are not controlled by the decisions 
of the state courts.—Friedlander vs. Postal-Telegraph Cable Co., 
271 Fed. Rept. 954. 

Limitation of Liability for Transmitting Unrepeated Telegrarn 

Valid: 

In the absence of the statute to the contrary, a telegraph 
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company can contract for limitation of liability for its negligence 
in transmitting an unrepeated telegram.—Ibid. 


CARRIAGE OF LIVE STOCK 
Liability of Carrier for Delay: 

(Supreme Court of Arkansas.) Complaint against the fed- 
eral Director-General of Railroads, alleging that plaintiffs en- 
gaged cars to ship cattle and mixed stock, and that they weie 
required to keep their stock at the station several days before 
it was shipped, etc., held to state a cause of action, alleging an 
unreasonable delay, constituting an act of negligence on the 
part of defendant Director-General on which to base an action 
for damages against a common carrier.—Payne, Director-Gen- 
eral of Railroads, vs. Mallory et al., 230 S. W. Rept. 270. 

In an action against the federal Director-General of Rail- 
roads for damages caused to plaintiffs by his unreasonable delay 
in providing cars for shipment of plaintiff’s live stock, evidence 
held sufficiently to establish the fact that the cattle were ac- 
cepted for shipment on November 22 and were not shipped until 
late in the afternoon of the 25th, an unreasonable delay.—Ibid. 

It is the duty of a common carrier accepting live stock for 
shipment to ship and deliver the same without unnecessary t'e- 
lay, and delay in providing cars from Saturday until the follow- 
ing Tuesday in the afternoon is an unreasonable delay in the 
absence of cause justifying it.—Ibid. 

The burden to establish justification of a three-day delay 
in forwarding a shipment of live stock after acceptance neces- 
sarily rests on the carrier.—Ibid. 


Carrier Not Liable in Damages Resulting from Quarantining Car- 
rier at Destination by Inspector in Absence of Fraud or Col- 
lusion: 

(Supreme Court of Arkansas.) Laws of the United States 
(U. S. Comp. St. 850, 8690-8697), requiring the inspection of cattle 
shipped in interstate commerce for fever tick, and the isolation 
of those infected with such tick in separate pens, are valid-— 
Payne, Director-General of Railroads, vs. Cotner et al., 230 S. W. 
Rept. 275. 

In an action against the federal Director-General of Rail- 
roads for damages resulting from delay in delivery of a shipment 
of cattle ordered into quarantine pens on their arrival at des- 
tination by a United States inspector, testimony of plaintiff ship- 
pers that they dipped the cattle strictly according to regulations 
before shipping them, and examined them carefully at time of 
shipment, and they were free from ticks, tends to contradict 
the testimony of the inspector that he found a Texas fever tick 
on a cow on arrival of the shipment, and hence the evidence 
as to finding the tick is not undisputed so as to take the question 
from the jury.—Ibid. 

Appellate courts will take judicial notice of unquestioned 
laws of nature, mathematics, and the like, a rule which applies 
to the time the Texas fever tick takes to develop on a cow.— 
Ibid. 


In an action against the federal Director-General of Rail- 
roads on account of quarantine of a shipment of cattle and sase 
for a less price, evidence, including testimony as to the time 
it takes for Texas fever tick to develop, held conclusively to 
show that if a tick was on a cow, as claimed by a United States 
inspector, the cow was not free from tick when received for 
shipment.—Ibid. 


A railroad company is bound by the rules and regulations 
for the interstate shipment of cattle promulgated by the Secre- 
tary of Agriculture under authority of Congress, and it cannot 
be held liable in damages resulting from delay in deliverying at 
destination, due to mistake of a United States inspector quar- 
antining cattle on arrival of the shipment, there being no fraud 
and collusion on its part.—Ibid. 
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Libelant, Foreign Government, Not Entitled to Open Commission 
on Grounds of Impossibility of Framing Interrogatories Be- 
cause Witnesses Were Abroad: 


(District Court, E. D., Pennsylvania.) On a libel to recover 
from a steamship damages to a shipment of eggs, where the 
issues were not complicated nor unusual, and the libelant was a 


foreign state, a mere showing that the libelant’s proctors here: 


were not able to frame interrogatories, because the documentary 
evidence and the witnesses were abroad, is not sufficint to put 
on respondent the burden of taking testimony on open commis- 
sion, since the libelant can undoubtedly ascertain the facts neces- 
Sary to enable the proctors to frame the interrogatories—The 
Sun, 271 Fed. Rept. 953. 
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Common Usage Adopted in Admiralty Requires Commission on 

Interrogatories: 

The taking of depositions upon interrogatories is in accord- 
ance with the common usage adopted for such depositions in 
United States courts by Rev. St. 866 (Comp. St. 1477), as estab- 
lished by admiralty rules of the District Court 31-40, and with 
new admiralty rule 46, promulgated by the Supreme Court (267 
Fed. xvii), which provide for the taking of testimony orally in 
open court, except as otherwise provided by statute and agree- 
ment of the parties.—Ibid. 

Marine Insurer, Paying Damage, Subrogated to Shipper’s Right 
of Action Against It: 

(Circuit Court of Appeals, Sixth Circuit.) An insurer of a 
steamer’s cargo, which paid the damage to the shipper after 
the sinking of the steamer, and took an assignment of the ship- 
per’s cause of action, was thereby subrogated to the shipper’s 
right of action against the ship and its owner.—The Viking. 


.Petrol Traffic Co. et al. vs. Providence-Washington Ins. Co., 271 


Fed. Rept. 801. 

Freight Boat Held Unseaworthy by Reason of Siphon for Dis- 
charge of Water: 

A freight boat, equipped with a siphon for the discharge of 
water from the bilge, whose outboard end was under water when 
the draft exceeded 14 feet and 3 inches, and which could be 
closed only by a stop cock located in the bilge about 2 feet 
above the keel and 10 or 12 feet below the working platform 
of the engine, and which it was practically impossible to close 
after a few feet of water entered the hold, held unseaworthy 
for a load causing a draft of 14 feet and 7 inches, within the 
Harter act (Comp. St. 8029-8035).—Ibid. 

As Respected Unseaworthiness, Fact that Coal, Increasing Draft, 
Was Taken on at Intermediate Port, Held Immaterial: 
Where the coaling of a freight boat at Toledo was contem- 

plated as a necessary part of a voyage from Buffalo to Sault 

Ste. Marie, and the weight of the coal increased the draft to 

a point where the boat was unseaworthy, the situation, as re- 

spected liabiilty under the Harter act (Comp. St. 8029-8035), was 

no different than if the coaling had been at Buffalo.—lIbid. 

That Boat Passes Inspection Not Conclusive of Seaworthiness: 
That a boat passed official and other inspections is not con- 

clusive of the fact of seaworthiness.—Ibid. 

Evidence Held Insufficient to Show Location of Stop Cock of 
Siphon Was Not Proximate Cause of Sinking: 

Evidence held insufficient to show that the inaccessibility of 
the stop cock of a siphon used to discharge water from the 
bilge, the outboard end of which was under water at certain 
~~ was not the proximate cause of the sinking of the vessel. 
—Ibid. 

Burden on Owner to Show Unseaworthiness Did Not Cause Sink- 
ing: 

Where a vessel was unseaworthy, liability for damages 
caused by,its sinking cannot be escaped, without the clearest 
showing that the disaster was bound to have happened, despite 
the unseaworthiness.—Ibid. 

Evidence Insufficient to Show Stop Cock Was Closed When Ves- 
sel Started on Voyage: 

Evidence held insufficient to show that the stop cock of a 
siphon used to discharge water from the bilge, the outboard end 
of which was under water at certain drafts, was closed before 
and at the time the vessel started on a voyage.—Ibid. 

Closing of Stop Cock, Essential to Seaworthiness, Cannot Be Left 
to Presumption: 

Where a vessel was unseaworthy for a load causing a draft 
of 14 feet and 7 inches, because at such draft the outboard end 
of a siphon was under water, unless the stop cock was closed, 
the performance of the duty to close the stop cock and render 
the vessel seaworthy could not be left to presumption.—Ibid. 
Burden on Ship to Show Closing of Stop Cock Essential to Sea- 

worthiness: 

Where a vessel was not seaworthy, unless the stop cock of 
a siphon, the outboard end of which was under water at certain 
drafts, was closed, and it was not claimed that it was purposely 
left open when the boat started on a voyage, the burden was 
on the ship to show that it was closed.—lIbid. 





” s 
Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 
System, published by. West Publishing Co., St. Paul, Minn. 

Copyright by West Publishing Co.) 

a . 





REGULATIONS OF COMMON CARRIERS 
Tariffs of Carrier Held to Authorize Storage Charges for Goocs 
Kept in Cars: : 
(Circuit Court of Appeals, Fifth Circuit.) The tariffs of a 
railway filed with the Interstate Commerce Commission, which 
included a storage charge on the goods for export after twenty 
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days’ free storage, and provided that such charges were in ad‘li- 
tion to transportation rate on all property passing over the cum- 
pany’s wharves or stored in warehouses or storehouses, or on 
other property operated by the railway, authorizes the carrier 
to collect storage charges from goods for export held in its cars 
more than twenty days, the provision not being limited to goods 
which had been removed from the cars to warehouses.—Seua- 
board Air Line Ry. Co. vs. New Orleans Export Co., 271 Fed. 
Rept. 861. 

Amount of Recovery of Storage Charges for Jury: 

In an action by a railway company for storage charges on 
goods intended for export, where the number of carloads and 
the total weight of the goods as set forth in the petition were 
admitted in the answer, evidence of the dates of arrival of the 
cars at the port and of the dates when the ships in which the 
goods were loaded were ready for loading held sufficient to re- 
quire submission to the jury of the amount of storage charges 
to which the railway company was entitled.—Ibid. 


Interstate Commerce Commission May Award Reparation for 

Damages Accruing After Filing of Complaint: 

(District Court, E. D., Pennsylvania.) On a complaint filed 
with the Interstate Commerce Commission, under interstate com- 
merce act, 13, as amended (Comp. St. 8581), the Commission 
has power to award reparation to the petitioner on account of 
unjust rates paid after the filing of the complaint and to the 
time of the determination and award, and in an action under 
section 16 (Comp. St. 8584 (2)) to enforce its award, its finding 
and order are evidence of the damages accruing after as well 
as before the filing of the complaint.—G. B. Markle Co. vs. Le- 
high Valley R. Co., 271 Fed. Rept. 989. 

Consignee Receiving Goods Liable for Lawful Rates: 

(Argued April 22, 1921. Decided May 16, 1921.) In a car- 
rier’s action against a consignee to collect a balance of freight 
charges on interstate shipments in which neither party was 
wholly successful, the judgment of the state court is reviewable 
by writ of certiorari—New York Cent. & H. R. R. Co. vs. York 
& Whitney Co., 41 Sup. Ct. Rept. 509. : 

A consignee of interstate shipments who received the ship- 
ments and paid all charges claimed, which were less than the 
lawful rates established under the interstate commerce act, as 
a matter of law assumed liability for the only lawful rate which 
it had a right to pay or the carrier a right to charge, and could 
not escape liability therefor through any contract with the car- 
rier, and its liability was not a question of fact to be determined 
from circumstances tending to show an implied agreement.—Ibid. 
Trackage Arrangements Held Equivalent to Lease, so as to Es- 

tablish Venue, Under Interstate Commerce Act: 

(Argued March 24, 1921. Decided May 16, 1921.) An ar- 
rangement between two railroad companies, one of which owned 
no lines within the district, whereby the cars of the latter were 
carried over the tracks of the other within the district for pay- 
ments computed on the mileage basis and a through tariff, is 
equivalent to a lease of the tracks within the district, so as to 
authorize suit in that district under interstate commerce act, 16, 
as amended by act June 18, 1910, 18 (Comp. St. 8584), allowing 
such action in any district through which the road of the carrier 


runs.—Vicksburg, S. & P. Ry. Co. et al. vs. Anderson-Tully Co., 
41 Sup. Ct. Rept. 524. 


Carrier Need Not Own Railroad in District to Give Venue Over 
Suit on Reparation Order of Interstate Commerce Commis- 
sion: 

Interstate commerce act, 16, as amended by act June 18, 
1910, 18 (Comp. St. 8584), authorizing action to enforce an order 
of the Commission requiring a carrier to refund excessive charges 
to the insurer, does not require that the carrier shall be the 
owner of a railroad within the district, to sustain venue under 
the provision allowing suit in any district through which the 
road runs.—Ibid. 

Return of Service of Process Proof of Agency of Persons Served 
During Federal Control: 

The return of the marshal that he served the process on 
an agent of defendant is sufficient showing of the agency of 
the person served, where the only denial was a stipulation that 
the railroad defendant at the time was under government con- 
trol, since the agent may not have been in the employ of the 
Director-General of Railroads at all, or may have been serving 
as agent for both the Director and the company.—Ibid. 

Suit for Excessive Charges Maintainable During Federal Control: 
Under federal control act, 10 (Comp. St. 1918, Comp. St. 

Ann. Supp. 1919, 3115%j), allowing actions at law against car- 

riers without defense that the carrier is an instrumentality of 

the federal government, an action to enforce an order by the 

Interstate Commerce Commission, requiring the carrier to repay 

to the shipper excessive charges collected before the government 

took control, can be maintained against the company during the 
period of government control.—Ibid. 

Repeal of Commerce Court Act Did Not Repeal Provision of 
Interstate Commerce Act Relating to Venue of Reparation 
Action: 

The provision of the act abolishing the Commerce Court 
(Comp. St. 992, 994), fixing the venue of any suit to enforce, sus- 
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pend, or set aside an order of the Interstate Commerce Com- 
mission, did not impliedly repeal the provision of the interstate 
commerce act, 16, as amended by act June 18, 1910, 138 (Comp. 
St. 8584), allowing actions to enforce a reparation order by the 
Commission in any district through which the carrier’s road ran, 
since the amendment of the interstate commerce act indicated 
an intention to broaden the venue for the latter remedy, and the 
repealing provisions in the act abolishing the Commerce Court 
were restricted to act or parts of acts in so far as they related 
to the establishment of the Commerce Court, which never had 
jurisdiction over a reparation action.—Ibid. 

Review Held Limited to Sufficiency of Complaint: 

Where there were no special findings of fact by the court, 
its general finding, which has the effect of a verdict under Rev. 
St. 649 (Comp. St. 1587), is conclusive on all matters of fact, 
and if there were no exceptions to rulings of law in the progress 
of the trial, authorizing review under Rev. St. 700 (Comp. St. 
1668), the review is limited to the sufficiency of the complaint.— 
Ibid. 

Petition for Reparation for Excessive Charges Held Sufficient: 

A petition alleging that the Interstate Commerce Commis- 
sion, on the shipper’s petition and upon hearing, entered an 
order for the payment of reparation on account of an unrea- 
sonable rate exacted for the transportation of freight, that the 
order required payment by a specified date, that the carriers 
had refused payment, and that the suit was instituted under the 
act to regulate commerce and its amendments, to which petition 
copies of the report and order of the Commission were attached, 
was amply sufficient to meet the requirements of the statute 
(act June 18, 1910, 13 (Comp. St. 8584)), that the petition shall 
set forth in brief, the causes for which the damages are claimed 
and the order of the Commission in the premises.—Ibid. 
Application for Relief Does Not Suspend Recovery of Repara- 

tions for Excessive Charge Voluntarily Reduced: . 

The fact that the carriers had filed an application for relief 
under interstate commerce act, 4, as amended in 1910 (Comp. 
St. 8566), which section provided that no rates existing at the 
passage of the amendment should be changed until the deter- 
mination of the application by the Commission does not suspend 
the right of a shipper to an order by the Commission, before 
the carrier’s application is determined, requiring refund to the 
shipper of excessive charges collected under a rate which the 
carriers had amended their tariffs to correct under section 3 of 
the act. (Comp. St. 5865.)—lIbid. 

Findings by Commission Held Not Adopted as Special Findings 
by Court: 

A finding by the District Court that the report and order of 
the Interstate Commerce Commission, requiring a refund of ex- 
cessive charges to the shipper, was prima facie evidence of the 
facts therein stated, did not adopt the findings by the Commis- 
sion as special findings by the court, which might be reviewed by 
the Supreme Court without exception taken to them.—Ibid. 


APPLICATION FOR CERTIFICATES DISMISSED 


The Commission has dismissed finance docket No. 1079, on 
the ground of no jurisdiction, an application of the Arkansas 
Railroad for a certificate of public convenience and necessity 
under paragraph 18 of section 1 being involved. The application 
was for the acquisition and operation by it of the railroad for- 
merly owned by the Gould Southwestern in Lincoln County, 
Arkansas. No application under section 5 has been filed. The 
hearing in the case was held by the Corporation Commission 
of Arkansas and that body recommended a grant of the cer- 
tificate. Similar action has been taken as to finance docket 
No. 1372, in which the application of the Texas City Terminal 
for a certificate to acquire and operate the railroad formerly 
owned by the Texas City Transportation Company was involved. 
An order of dismissal has also been entered in finance docket 
No. 1107 for the same reason. In this application the Pittsburgh 
& West Virginia asked for a certificate to acquire and operate 
the West Side Belt Railroad in Allegany County, Pennsylvania. 


TEXAS CASE REOPENED 


The Commission has reopened No. 11764, in the matter of 
intrastate rates within the state of Texas, on petition of the 
Railroad Commission of Texas, for the purpose of considering 
the reasonableness, relationship and propriety of the differentials 
taken by Galveston over Houston on traffic to Texas points and 
for the purpose of considering the same questions as to the 
differential rates to and from points on the Stamford & North- 
western branch of the Wichita Valley Railway Company. 


Ss. D. & A. RAILWAY CERTIFICATES 


The San Diego & Arizona Railway Company has applied to 
the Commission for permission to guarantee equipment trust 
certificates, signed by the Anglo California Trust Company, to an 
amount not in excess of $750,000, bearing 614 per cent interest 
and payable in fifteen years. The company plans to buy rolling 
stock equipment estimated to cost $1,052,636.16. 
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By A. E. Heiss 


‘Whos Who in Traffic 





Anyone constrained by ambition to beat the chinch-bug ar- 
rives. A race with blissus leucopterus develops speed. The 
destination may not be the one in mind when the race was be- 
gun, but it is usually satisfactory. Exhibit A in support of the 
foregoing is Johnston B. Campbell of Spokane, one of the four 
newest members of the Interstate Commerce Commission. When 
the chinch bug, late in the ’80’s, bade him get ready for a race, 
Campbell was a farmer. Since that time, as his friends say, 
he has made money enough as a limb o’ the law to support a 
farm; also, separate and distinct from that farm, he has an 
apple orchard. Commissioner Potter and 
he can foregather and sniff disdainfully 
about each other’s selection of varieties 
of apples for marketing, or at any other 
branch of the business at which Cincin- 
natus was engaged when the boys put 
over that call for him to pull the country 
out of the hole. 

Campbell, of the bonnie blue eyes, 
very blue, a Scot who looks more like 
an Irishman, was born at Stillwater, 
Minn., a few years after the end of the 
Civil War. For twenty-one years he 
helped his father till the farm. By the 
time he was ready for higher education 
the chinch-bug was eating so much of 
Father Campbell’s wheat that there was 
precious little money left for the young 
man’s higher education. It was neces- 
sary to make the little money go a long 
way. Therefore, Stillwater High School 
received his howdy and adios in a little 
more than two years. Four years at the 
University of Minnesota were enough for 
surrounding the classical and law courses. 
That chinch-bug had shown speed, but 
Campbell had gone faster. But sometimes 
the bug looked like the winner because 
rustling a living and an education simul- 
taneously brings moments of discourage- 
ment. Yet in 1891 the Campbell shingle 
was flung to the breeze in Duluth. 

Was Johnston Campbell so much of 
a captain of his soul that at that time 
he had decided to practice transportation 
law? Not any kind of captain was he, 
other than the head of a determination 
to keep ahead of the bug, no matter what 
form it might assume. General practice, 
in the middle ’90’s, meant protecting the 
interest of a cilent to such an extent that 
being the first to get out a writ of at- 
tachment against a prospective bankrupt 
was the highest mark of standing that 
could be obtained. The financial storm 
that swept over the East in 1893 and 
continued to blow for nearly four years, 
reached the Northwest between two and 
three years later and reached its climax 
nearly a year after prosperity began to 

return to the East, in the fall of 1897. 

In the year of the Spanish War 
Campbell, figuratively, walked out of 
Duluth because he hadn’t the money to 
ride. The financial chinch-bug nearly 
got him. Taking up the practice of a 
friend in Moorehead who had been elected attorney-general 
looked like a piece of good fortune to the sorley pressed Camp- 
bell, who was thinking of and preparing to go west. 

Banking, farming and practicing law seemed a good com- 
bination to try on the community at Tekoa, Wash., but the man 
who was to furnish the money for the banking did not do his 
Share. Campbell did his share by acquiring a farm, all the time, 
however, receiving letters from friends who said Spokane was 
the place for him. There he arrived in 1903, five years after 
leaving Duluth, with only a small store of the thing that makes 
the mare go. , 

In his practice at Duluth, Campbell came into intimate con- 
tact with the misery and waste caused by the system in business 
of jobbers and manufacturers throwing backward customers 





into bankruptcy at the first hint of inability to pay. Campbell 
had done his share of running to be the first to get out a writ 
of attachment. It made him sick at heart. 

Out of that revulsion came the Spokane Merchants’ Asso- 
ciation, one of the first real credit associations in the country. 
It was not the ordinary credit association, reporting that Smith 
had failed to pay such and such a bill, or that Jones ought not 
to be trusted with more than $250 worth of goods at any one 
time. It really was and is a mutual aid society, in which the 
merchants stand together to help each other in time of need, 
and, if the worst comes to the worst 
with one of them, to close the bankrupt’s 
affairs without the waste that is the 
product. of the other system. It was 
Campbell’s idea and Campbell’s work. 
Being a lawyer, he persuaded the mer- 
chants of Spokane to believe and act on 
the axiom that you lose even if you do win 
in a lawsuit. He knew what he was talk- 
ing about. For years the merchants have 
also known, because Campbell proved to 
them that helping each other is better 
than tearing down a man who is not 
always on the mark but who may get 
on it if shown how and helped. Now 
Campbell’s plan is in use in practically 
every city and the number of old-time 
bankruptcies in which the assets are 
eaten up in paying court costs have dis- 
appeared. Men are kinder to each other 
than they were when the panic that 
started in 1893 spread over the land. 

A few days after President Cleveland 
signed the act to regulate commerce, in 
1887, the jobbers of Spokane filed their 
complaint alleging all manner of things 
against the adjustment that made them 
pay freight rates equal to the rates to 
the Pacific coast and from the Pacific 
coast back to Spokane. They have kept 
up paying them ever since. What more 
natural than that, in the course of time, 
the credit man should get into the rat 
case? 

Since 1904 until the time he was ap- 
pointed to the Commission, Campbell 
was identified with that case and four- 
teen years after he made his first ap- 
pearance in it he might have said: “Now 
lettest thou thy servant depart in peace”; 
for in 1918 the Commission had to rule 
that fourth section relief might not be 
given any railroad on the ground of po- 
tential water competition. However, 
there is nothing of the let-me-depart-in- 
peace character about Campbell. Instead 
of asking for his passports, Campbell 
came hammering on the door of the Com- 
mission, under the name of the Interme- 
diate Rate Association (“interminable,” 
‘his friends say, is the proper adjective) 
demanding that rates be graded from 
Spokane and other intermediate points 
to the coast. 

The day the Commission said, “nay, 
nay, Johnston, enough’s enough,” the 
President beckoned him to a seat on the Commission bench. 
He was probably the first and only man who has ever had a 
great sorrow and a great joy in Commission work handed to 
him on the same day. 

Were he not on the bench now, Campbell would be busier 
than a naval officer explaining away speeches, for Chambers, 
and Luce, and Woodworth, and the whole crew of “transconti- 
nental pirates” (the name the intermediate country gives them) 
are busy hauling up the Jolly Roger in the form of applications 
for the very relief that, in 1918, was denied them because there 
were then no ships profaning the waters of the Panama Canal. 
But Campbell is on the bench, so McCarthy, who also has a fine 
line of language, is attending to the making of what the inter- 
mediate couniry thinks are remarks appropriate for the occasion. 
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As the French say, Campbell is arrived. He is on the 
bench, which, to the commerce attorney or traffic man, is the 
highest honor to be attained in that line of work. Blissus leu- 
copterus made the big raw-boned Campbell bestir himself. If 
it had not been blissus, it would have been something else, but 
for the purposes of this case, and in circumstances present 
therein, it was the activating agency. 


ILLINOIS EXPRESS RATES 


According to W. A. Benson, assistant to the vice-president in 
charge of accounting of the American Railway Express Com- 
pany, the estimated yearly loss accruing to his company on 
account of the refusal of the Illinois commission to grant a raise 
in express rates that would equalize the Hlinois intrastate and 
the interstate rates will amount to $700,569.49 annually. In ad- 
dition, Mr. Benson, who testified at the hearing on No. 12745 (in 
the matter of intrastate rates of the American Railway Express 
Company between points in the state of Illinois), before Exam- 
iner C. R. Seal in Chicago, June 27, said that the failure on the 
part of several state commissions to equalize intrastate and 
interstate rates was costing the company $4,220,264.79 annually. 
He said that the Interstate Commerce Commission had held in 
its rate increase opinion that the express company should have 
an operating income of $1,094,281. 14 in Illinois, and said that 
the inability to obtain the increase cut that gure to approxi- 
mately $400,000. 

The history of the present dispute extends back to August 
11, 1920, when the Interstate Commerce Commission, in docket 
No. 11326 (58 I. C. C. 281), allowed the express company an 
increase of 12% per cent on its interstate business with the 
exception of milk and cream. On September 24, 1920, the Illinois 
commission granted a similar increase. Three days. previous, 
however, the federal Commission had allowed an additional in- 
crease of 13% per cent (58 I. C. C. 707), bringing the total in- 
terstate increase to 26 per cent. At the same time milk and 
cream rates were increased 20 per cent. The express company 
immediately applied to the Illinois commission for the additional 
13% per cent increase, and the 20 per cent increase on milk 
and cream, both of which were denied on November 3, 1920. 
According to the witness, this has resulted in a discrimination 
against movements from adjoining states in favor of Illinois 
points. 

George Lee, traffic manager for the express company, intro- 
duced a number of exhibits in which he endeavored to show 
that, by reason of the present inequality of the rates, points in 
Wisconsin, Indiana, Iowa and Missouri had lost the natural 
advantage that had been theirs on account of geographical loca- 
tion and that Illinois points which had this advantage had had 
it increased. Places such as Evansville, Terre Haute and Vin- 
cennes, Ind., Milwaukee, Janesville and Beloit, Wis., Dubuque, 
Clinton, Davenport, Burlington and Fort Madison, Ia., and St. 
Louis, Mo., he said, could no longer compete with points in 
Illinois for business in towns which, in many cases, were nearer 
to them than to the Illinois shipping points. 

G. H. McClary, secretary of the Terre Haute Ghamber of 
Commerce, said his city was within five miles of the Illinois- 
Indiana line, “an imaginary line over which we may not pass 
due to the inequality of the express rate.” He said the shippers 
of Terre Haute did not ask for any particular rate—merely that 
the rates, interstate and intrastate, be equalized. 

J. H. Mooers, attorney for the express company, called at- 
tention to the fact that the express company paid to the rail- 
roads a certain proportion of its ‘income and that, if the raise 
in rates were granted as requested, 97% per cent of the benefit 
therefrom would accrue to the railroads. : 

Several officials of firms and organizations located outside 
the state of Illinois and that ship by express into that state in 
competition with firms within the state, testified on the second 
day of the hearing. 


A. C. Slaughter, manager for the Lugomarcino-Grupe Com- 
pany, which has establishments at several places in Iowa, and 
which ships fruits, vegetables, and ice cream into Illinois in 
competition with Illinois dealers and manufacturers, said the 
business of his company had fallen off materially since October 
13, 1920, the date on which the 1314 per cent increase went 
into effect on interstate express. To Hillsdale from Davenport, 
he said, the first class express rate was 73 cents, while from 
Rock Island, just across the Mississippi River, it was 65 cents. 
The same sort of discrimination existed on inbound express, ac- 
cording to the witness, the rate from Chicago to Davenport 
being $1.19, while from the same point to Rock Island it was 
only $1.07. Normally, he said, his firm did about 40 per cent 
of the total of its business in Illinois, which amount was now 
considerably less. 

F. H. Cogswell, of F. M. Elkinton & Co., Inc., fgr the 
Milwaukee Association of Commerce, and others, and E. G. 
Payton, for the Evansville Chamber of Commerce, asked 
for the same level of express rates, interstate and intra- 
state, so that their respective communities could compete for 
business in adjacent Illinois territory. Mr. Cogswell said one 
of the things taken into consideration by a business when seek- 
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ing a new location was the territory it could serve. He said 
that, so far as Milwaukee firms were concerned, they could not 
consider Illinois as their territory for express sales on account 
of the disparity of the rate between that point and Chicago, 
Rockford, and other Illinois points, on shipments for Illinois 
destination. Milwaukee, he said; competed intensively with 
Illinois points for trade in automobile parts, hosiery, and shoes. 
Evansville, according to Mr. Payton, competed with Illinois cities 
in dry goods, electrical supplies, clothing and wholesale groceries. 

H. M. Slater, rate expert for the Illinois commission, said 
the expenses of the express company had decreased greatly in 
the last year, and that, therefore, they were not so badly in 
need of the increase as they alleged. He took the position that 
the Illinois intrastate express rates were high enough per se 
and asked that the Interstate Commerce Commission uphold 


the Illinois commission in the refusal to grant the raise applied 
for. 


PULLMAN RATES IN LOUISIANA 


The Commission has assigned for hearing before Examiner 
W. H. Wagner July 28 at New Orleans a petition of the Pullman 
Company alleging that refusal of the Railroad Commission of 
Louisiana to permit it to increase its intrastate rates and charges 
20 per cent will result in unjust discrimination against inter- 
state commerce. The 20 per cent increase on interstate traffic 
was made effective May 1, 1920, but the Louisiana commission has 
declined to permit the same increase to be made on intrastate 
service. The order of investigation was made in No. 12842, 


Rates and Charges of the Pullman Company ‘in the State of 
Louisiana. 


TELEPHONE CONSOLIDATION 
President Harding has signed the bill (H. R. 6567) amending 
section 407 of the transportation act so as to give the Commis- 
sion authority to pass on consolidations of telephone companies 
engaged in interstate commerce. 


FLINT BELT RAILROAD STOCK 


Application for authority to issue $1,000,000 of capital stock 
has been made to the Commission by the Flint Belt Railroad 
Company of Detroit, Mich. The company proposes to use the 
stock for the procurement of funds to construct a short line of 
railroad in Genesee County, Michigan. Application for authority 
to construct the road was filed recently. The company says the 
Pere Marquette, with which the short line will make connec- 
tion, expects to acquire all, or practically all, of the stock issue. 


PETITION TO RETAIN EARNINGS 


The Flint Belt Railroad Company has applied to the Com- 
mission for permission to retain the excess earnings on th¢ 
operation of the 814 miles of railroad it proposes to construct 
in Genesee County, Michigan. It recently filed an application 
asking authority to construct and operate the line. Under the 
transportation act the Commission may authorize carriers to re- 
tain excess earnings on new roads for a period of ten years, the 
excess ealnings being that part of what might be earned in ex- 
cess of 6 per cent on the value of the property under which the 
act would go to the government railroad contingent fund. 


ST. LAWRENCE WATERWAY REPORT 


A report, signed by Canadian and American engineers at De- 
troit, June 24, states that the whole project of an ocean-going 
steamship waterway from Lake Ontario to Montreal can be built 
for approximately $250,000,000, and that 1,700,000 horsepower can 
be developed at the ten locks planned. The proposed waterway 
would provide for the passage of ocean steamsips as far west 
as Duluth and Chicago, the report of the engineers outlining 
four methods by which it could be built. These are by means 
of locks and navigation dams in the St. Lawrence River; by 
means of locks and side canals; by a combination of these two 
methods; and by means of locks and power dams. The water- 
way planned is approximately 120 miles long and extends from 
a point near Ogdensburg, N. Y., to Montreal. 


CUMBERLAND & MANCHESTER NOTES AND BONDS 


The Cumberland & Manchester has been authorized, in 
finance docket No. 1435, to pledge $500,000 worth of its first 
mortgage 40-year 5 per cent gold bonds with the Secretary of 
the Treasury for a loan from the United States; to issue and 
sell at a price to yield not more than 8 per cent $125,000 
worth of 6 per cent general mortgage bonds, the  pro- 
ceeds to be used for additions and betterments; to assume 
liability for $100,000 worth of 6 per cent equipment trust cer- 
tificates; to assume liabiilty for $98,882 worth of promissory 
notes issued by Charles F, Heidrich, in April, 1919, in connection 
with the construction of the Horse Creek Railroad; and to as- 
sume liability for $21,000 of unpaid principal and the axcrued 
interest of three promissory notes issued by Heidrich in con- 


nection with the acquisition of equipment. The road is in Ken- 
tucky. 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 
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CONSOLIDATION OF TARIFFS 


Editor The Traffic World: 

Referring to the remarks of Mr. G. W. Collins of the Peters 
Cartridge Company in your issue of June 4 anent consolidated 
tariffs: 

Government operation has undoubtedly pointed out many 
practical economies which, under private control, could be ad- 
vantageously continued, but we certainly do not require govern- 
ment operation to give us consolidated tariffs. 

Take our transcontinental tariff, for instance, or W. J. Kel- 
ly’s issues, or F. S. Davies’s issues, and many others of like 
character. In the promulgation of these tariffs we have taken 
a step in the right direction, a step ahead, but let it continue. 
The least number of tariffs a rate man has to consider, the less 
opportunity there is for errors in rate quotations, overcharge 
claims, etc., and the saving by the carriers of the enormous 
duplication of work and expense required in printing tariffs 
quoting identically the same rates between the same identica! 
points. 

A condition quite like that mentioned by Mr. Peters is the 
eastbound class rates from Buffalo and Niagara Frontier points 
to various stations in the East and New England states. One 
tariff could and should be issued in place of the many issues of 
seven separate roads. Take the eastbound rates from points 
west of the Missouri River to Eastern Trunk Line territory 
where the combinations are predicated either on Chicago or the 
Mississippi River crossings out of that particular territory. 
Anyone familiar with freight rates can readily understand how 
simple it is for a billing clerk to create an overcharge because 
of searching through issues of individual roads, which could all 
be avoided if the rates were all under one cover. 

In our estimation this subject of consolidated tariffs is a 
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live one and one which the carriers could advantageously adopt 
with the resulting benefits to themselves, the Commission, and 
the shipping public. 
Craver-Dickinson Seed Co., 
Per Wm. P. Smith. 
Buffalo, N. Y., June 23, 1921. 


REDUCTIONS ON RAW MATERIALS 


Editor The Traffic World: 

I have read with interest your editorial in the Traffic World, 
issue of June 25, 1921. I certainly wish to commend you for 
the position taken in the fourth paragraph, where you argue 
that there should be no general reduction in all rates but that 
the reduction should be in the rates on raw materials rather 
than on the higher classes of traffic. You are certainly on the 
right track in taking this position and, to my mind, it is the 
only salvation of the situation. Moreover, I have always been 
of the opinion that the horizontal increase in rates was not 
wise but that the increase should be much heavier on finished 
articles than on the raw materials. Thinking that you may find 
it of interest, I quote the following from the stenographic re- 
port of my argument before the Commission in the 1920 ad- 
vanced rate case. 


This is a country of wide expanse and great distances. Its pros- 
perity is founded upon the free movement of raw materials from 
widely separated producing districts into the great common manufac- 
turing and consuming markets. You stop or even retard that free 
movement of raw material and you tear down the very fabric of our 
prosperity. You take, it seems to me, an awful chance. Not only do 
you take an awful chance on the revenues of the carriers, but you 
destroy thousands of men.: * * * So it seems to me, gentlemen, 
that every consideration, both of the carriers’ revenues and of the 
presperity of the country, requires that you maintain as nearly as 
may be the existing differentials and relationships on the raw mate- 
rials of the country which move great distances in carload quantities. 
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It is not so necessary on class rates. It is not so necessary on the 
rates that apply to the high-priced commodity or to the finished 
article. 

Just here I wish to insist that, if it be possible, a greater propor- 
tion of this burden be laid upon the class rates, upon the high-priced 
commodities and the finished articles, than upon the raw materials 
of the country. What difference does it make if 50 cents or even a 
dollar is added to the cost of moving a hundred pounds of shoes or 
dry goods? But this Commission itself has many times held that 
the addition of 2 or 3 cents per hundred pounds upon a commodity 
like lumber or coal may stop the movement and destroy the pros- 
perity of a great section of the country. ; 

Not only that, but transportation cost is a tax which in the end 
must be paid by the whole people, and experience has taught that 
the closer to the consumer that tax is assessed, the less tax the 
consumer will have to pay. Take our excess profits tax, and a man 
purchasing a chair. The man who manufactured the lumber in the 
woods added on that tax; the man who manufactured the chair added 
on that tax; the iron furnace, the steel mill, added on that tax; the 
wholesaler and the retailer added on that tax; and when the man 
came to buy the chair he payed the tax seven or eight times over. 
You put it upon the raw materials and the consumer will pay it over 
and over again, and if you put it upon the finished article he may 
not pay it more than twice. 

I feel that subsequent events have absolutely justified the 
position I took at that time. I certainly trust that you will 
continue to hammer this thought in, because I believe that the 
commercial future of the country, as well as the prosperity of 
the railroads, is absolutely dependent upon this distinction being 
recognized and applied. It seems to me absurd to talk of a 
general reduction in all rates when the carriers are losing money 
under the present rates and when undoubtedly much of the 
traffic would move at even higher rates. On the other hand, 
the present rates on most of the raw materials of the country 
are undoubtedly retarding the movement of those raw materials 
and, of course, indirectly retarding the movement of the higher 
rated finished product. I am convinced that before business 
can go ahead and the railroads prosper there must be a reduc- 
tion in the long-haul commodity rates on raw materials, but I 
am equally convinced that it would be a monumental mistake to 
reduce most of the rates on classes under which the high prieed 
finished articles move. Not only should there be a reduction 
in the rates on raw materials but the reduction should be made 
in such a way as to restore competitive conditions; that is to 
say, the long-haul rates on raw materials should be reduced in 
greater amount than the short-haul rates. 

I certainly trust that you will continually refer to this situa- 
tion in your editorials, because to me it appears to be the vital 
thing in our whole transportation problem. 


Louisville, Ky., June 28, 1921. J. V. Norman. 


ADVOCATES BLANKET REDUCTION 


Editor The Traffic World: 

From information, verbal and otherwise, I have received 
during the last three months, I believe that the majority of 
traffic managers, both industrial and railroad, operating west 
of the Mississippi River are satisfied that the carriers could 
make a blanket reduction in freight rates effective July 1, this 
reduction to be based on the decrease of material and labor cost 
of July 1, 1921, as against the same cost of September 1, 1920, 
for the reason that part of the increase allowed for August, 
1920, was based on the increased labor cost allowed at that 
time. Carriers may not immediately earn the amount allowed 
them by the Esch-Cummins bill, but they will make expenses 
and, as we all agree that the high freight rates are one of the 
factors that are now retarding business, the removal in whole 
or part of this factor would be that much help in restoring 
normal business conditions, and, of course, the carriers would 
benefit by the increased tonnage they would receive. I am also 
aware that the railroad executives are not in favor of reducing 
freight rates, and, in fact, have issued instructions to their 
traffic departments that rates must not be reduced; but we meet 
the same opposition with reference to low prices in our daily 
purchase of the necessaries and luxuries that we use, but they 
are coming down and so will the freight rates. 

Producers & Refiners Corporation, 


D. F. McCarthy, Traffic Manager. 
Tulsa, Okla., June 27, 1921. 





CARRIERS’ POOR BUSINESS POLICY 
Editor The Traffic World: 

One may well wonder if the carriers will ever change their 
general policy in their dealings with their patrons. This is not 
directed at any particular carrier but concerns the attitude of 
all of them in general, who seem to overlook the powerful aid 
to be secured by the development of their patrons’ good will. 

Let us first refer to their attitude in dealing with claims. 

It is common knowledge that the carriers do not settle 
claims with reasonable promptness. They seem to lack the 
business spirit in adjusting claims, and in many cases minor 
technical points will be quickly taken advantage of in order to 
find an opportunity to reject the claim. 

Meritorious claims are easily verified, and when a claimant 
prepares his claim papers with supporting facts and presents 
the claim in good faith he is frequently exasperated in receiv- 
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ing, after considerable delay, some printed form from the carrier 
or,communication for certain immaterial data, and the rejection 
of the claim subsequently follows without any consideration of 
the claimant’s loss. 

This condition naturally tends to irritate the claimant, and 
does not make him seem any too responsive to the carriers’ ap- 
peals for economic sympathy when business depression arrives, 
and freight revenue recedes correspondingly. 

Take claims for reparation where unreasonable rates have 
been collected and where the carriers have the option of mak- 
ing voluntary refund where they see fit. How often do they 
see fit? No matter how clear the issue may be, and how con- 
vinced the carrier is that ultimately he will have to make repara- 
tion, the claimant must go to the expense of preparing papers, 
employing counsel, and the carrier also spends money in the 
same way and when the Commission decides against the car- 
rier as happens very frequently the latter must pay the bill 
anyway. 

Thus another opportunity is lost to generate the good will of 
the shipping public. 

Loss and damage claims are very often delayed seriously, 
and carriers refuse to pay interest unless they are sued for it. 
Claimants are again denied their due portion with consequent 
loss of good will to the carrier. 

Are not claimants entitled to interest on these claims when 
their money is tied up in them, and when they would receive 
interest if they had the money in hand to use for other pur- 
poses? 

Just take any business house, and ask how long it would 
take it to investigate claims. No matter how many hands the 
claims would go through all efficient methods would be applied 
and quick adjustments arranged. 

Do the carriers lack the insight and foresight to apply 
common business methods to their systems? Would it not be 
wise for them to give the matter some study, and modernize 
their plants? In selling transportation are they engaged in any- 
thing fundamentally different from merchandising of other na- 
tures? 

Another instance of the carriers’ policy is very well illus- 
trated in their execution of the increases granted in Ex Parte 74. 

This refers to the minimum charge on class rate shipments. 

The Commission distinctly states: 

We find on the record no explanation of the underlying basis of 
the minimum carload charge or the minimum class scales and no 
justification. for increasing them. 

The intention of the Commission was clearly indicated and 
it was their apparent purpose that the minimum class scale 
was not to be increased 40 per cent but the 40 per cent was 
nevertheless tacked on. 

Here is how it was done: 


On short hauls the regular class scales were reissued prior 
to August 26, 1920, and the minimum class scales substituted 
therefor, and these minimum class scales were regarded by the 
carriers as being subject to the 40 per cent increase in spite of 
the Commission’s decision to the contrary and charges are 
collected accordingly. 

In order to illustrate what this amounts to, it may be well 
to state that these short haul rates prior to June 25, 1918, if 
increased 25 and 40 per cent only would total 75 per cent in- 
crease over the rate in effect on June 24, 1918, but the total 
increase now amounts to anywhere from 75 per cent to 248 per 
cent, and we have figures to prove this happened on at least 
one line and it is probably the general situation. 

Does the manipulation of the rates in this manner tend to 


POSITIONS WANTED OR OPEN 








GOOD TRAFFIC MEN ARE MORE THAN EVER IN DEMAND 
and THE TRAFFIC WORLD is the logical medium for getting the 
men and the positions in touch with each other. The rates for 
siassified advertisements ars as follows: First insertion, $1.60 pe: 
line; minimum charge, $3.00; succeeding insertions, per line, 50c; 1¢ 
words to the line; numbers and abbreviations counted as words: 
8 point type; payable in advance. Answers to keyed advertisements 


forwarded free and all correspondence held in strict confidence. The 
TRAFFIC WORLD, 418 South Market Street, Chicago, Til. 





WANTED—Representative in every city, active and well ac- 
quainted with Traffic Managers, and capable of selling Wetzel Drop 
Front Tariff Files. See advertisement this issue. Give experience, 
references. P. A. Wetzel Co., Marquette Bldg., Chicago. 





POSITION WANTED—Traffic Manager presently employed wishes 
position with large industry offering advancement. Twenty years’ 
experience. Best possible references furnished. Address A. C. W 
370, care Traffic World, Chicago. 


” 





POSITION WANTED—Present freight rate maladjustment, com- 
plexity of tariffs, claims, etc., unquestionably require attention thor- 
oughly experienced traffic man. One meeting all requirements wishes 
to make connection where efforts resulting advantageously to em- 
ployer will receive substantial recognition. Specialty, Southern terri- 
tory. ‘Asset,’’ care Traffic World, Chicago. 


FOR SALE—Several carloads of first-class No. 1 oak, 6x8-8 feet, 
_— for immediate shipment. L. E. Pearson, Edwards- 
urg, Mich, 
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The AMERICAN CHAIN OF WAREHOUSES is 
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usefulness to shippers. 


Send for illustrated directory of American ware- 
house and transfer companies, just off the press. 
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increase the good will of the shipping public towards the carrier? 
The writer ventures to say that the adoption of modern 
business principles by the carriers and the spirit of co-opera- 
tion will result in the cultivation of that good will which always 
will assist corporations in the industrial pursuits. 
A. S. Cameron Steam Pump Works, 


W. W. White, Traffic Manager. 
New York, N. Y., June 21, 1921. 


ENTRY IN FOOLISHNESS CONTEST 
Editor The Traffic World: 

This is a bid for the “prize for foolishness’—see your edi- 
torial in the issue of June 11. 

It is not easy to believe that members of the I. C. C. (much 
less its chairman) flatter themselves that their wisdom is equal 
to prescribing rates for transportation and incidental services 
by common carriers that will produce revenues equal to 6 per 
cent “on the aggregate value of railway property used in the 
service of transportation,’ even granting them the right to 
arbitrarily name the amount of such value and change it ad lib. 
Without the ability to produce a given volume of traffic within 
a given space of time such a proposition is the thing entitled 
to the “prize for foolishness.” 

You say: “When the carriers get back to a money-making 
basis it will be time enough to talk about the shortcomings of 
the rate-making section of the transportation act.” Unless the 
number of customers to purchase transportation increases or 
those obliged to buy increase the volume, one must wonder when 
and how the rail carriers are to get back to a “money making 
basis.” 

The person who believes that high transportation rates do 
not curtail the volume of traffic is in the Rip Van Winkle class. 
The one that thinks transportation by railroad at the present 
scale of rates will not deflect rather than invite traffic belongs 
in a still darker age. 

During 1917-18-19, when the government was either directly 
or indirectly—because of war-time activities—furnishing all the 
volume of traffic the steam roads could haul, and other buyers 
of transportation were frantically struggling to purchase it, 
there appeared and developed a comparatively new transporta- 
tion facility, demonstrating that it could transport all kinds of 
package commodities safely, swiftly, economically, and profitably. 
About what portion of the total volume of package goods and 
L. C. L. traffic in the U. S. is moving over the highways is prob- 
ably unknown but the estimate of 50 per cent is not unreason- 
able. 

Some prominent railway officials have recently expressed 
in public the opinion that the way to return this traffic to the 
railroad is to tax the trucks to the point of making them quit 
the field. Perhaps this idea is another good bia for the prize. 
Motor truck carriage of goods that can be handled by one or 
two men is far superior in every way to carriage by rail, and 
it is here to stay until some superior way is introduced to super- 
sede it. 

The only way the rail carriers can get any of it back, or stop 
its gaining volume, is to quickly adopt pick up and store door 
handling, which service must be sold at rates lower than indi- 
viduals can perform with profit. As to the volume of commerce 
increasing so that the railroads can get back to “a money-mak- 
ing basis,” let me offer a few platitudes: 

Trade increases and expands when it can be conducted at 
a profit. Trade declines when it ceases to be profitable to con- 
duct it. Every factor that influences and affects cost adds to 
or curtails the volume of trade. It is of no account to the 
buyer of raw material, the manufacturer, the wholesaler, or 
retailer what he pays if he can sell at a profit. Railroads must 
find ways to decrease costs so as to offer their product (trans- 
portation) at rates low enough to attract customers and thus 
increase volume. If government prevents them from doing that, 


then government must meet its responsibility for results to the 
railroads. 


Boston, Mass., 





June 25, 1921. 


BAD ORDER CARS NOT COUNTED IN SURPLUS 


The car service division of the American Railway Associa- 
tion has advised carriers that it should be understood by all 
roads reporting car surplusages and car shortages that cars in 
bad order are not to be included in the count of car surplus. 
The car surplus report should only include cars other than those 
reported as bad order and not required for service during the 
period covered by the report, the division said. 


William M. Chase. 


WILLIAMSPORT & NORTH BRANCH BONDS 

The Williamsport & North Branch Railway Company has 
been authorized, in finance docket No. 1453, to issue at par, $200,- 
000 worth of 6 per cent gold bonds; $200,000 worth of non- 
cumulative 6 per cent preferred stock and $500,000 worth of 
common stock in full payment of the property of the Williams- 
pany under foreclosure proceedings in April. 
port & North Branch Railroad Company, sold to the new com- 
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RAILROAD VALUATIONS 


The Commission, June 27, served forty-four supplemental 
tentative valuations on the carriers involved, in which, after 
consideration of all the facts contained in the original and 
supplemental tentative valuations, including the excess cost 
of carrier lands, appreciation, depreciation, going concern value, 
working capital, materials and supplies, and all other matters 
appearing to have a bearing on the values, it states its estimate 
of the final value of the property owned and used and owned but 
not devoted to common carrier purposes. These figures are also 
subject to revision. 

The final value figures of the property used for common 


carriers stated as of June 30, 1914, 1915, or 1916, as indicated, 
are as follows: 


Tonopah & Tidewater 





Staaten aati atee aes nie Si aia aan eee ota 1915 $2,658,128 
NIE neie aise oveve: <1 Gisiarucxii ee aaiwle oo ovenukclew a wee euewen 1915 110,383 
Georgi, Hodthern & PIOrTIGa...6.0csccsccccisicesecns 1915 9,860,191 
I AUN 2. Sorct acne sues aceuerai-eievenaraies stibreres) bienine 191 877,868 
I I sai Ben athe iar ane ss bac acunacsale acne a ore eres eee aboune 1915 357,546 
UGE (Oe PRIN, isc cic cdccciedicccveccaeeeeese 1914 170,000 
RIN, charts a cinicle o ocivies tS isn tehob dee eo avonae eee 1914 169,680 
Hampton & Branchville R. R. & Lumber Co...... 1915 8,124 
IN TI oo a: a p's: aie b:0io Vidal na Nob aKe ees ee 1 332,288 
MEO SEMEN occ cccccettctcccveccee be eeeer 140,265 
BO ee Se een rrr 150,882 
a ae ener 3,096,851 
New Orleans, Texas & Mexico 7,495,969 
Se, Ee Me EU eh 6 cos cc cecnde csctecoe eens 39,049,162 
We ECVE (Ce “TOMMINC ...cccc wens cecsseecesesebers 1,597,924 
PE, a neo cst dik g HRW cradle Wala Hoes ee a Sale 229,494 
Alabama Certral Raflway .......c.ccsesccsccccses 78,095 
Gs NT I Sroserain wiwio acecgiaieine sbeles owlbsnweaegeces 123,951 
NEE SENN sc cca wane beidcc COninnnideduweneaeseee 920,093 
UT Oe I SI 8. 15. a. os 5'a: aratade/eye.oce: Sierei Mere bi aneln mere areiche 627,593 
eS ee ee ee ee 62,213 
A ssh 5 aie cata gter'shs'sriester-orst oer race spire 24,663,840 
Wasrmeere Great B SRO CO. oicicicicccccccccsccves 1914 742,822 
Brandon, Devil's Lake & Southern. .......cccccccece 1914 170,000 
EE ONE og Fives cto cccwen eee we seeesees 1916 576,632 
Cape Garardenu Ce WortHeris. occ cccccccccscessesic 1914 1,257,716 
Potomac, Fredericksburg & Piedmont............ 1916 61,234 
PVC INO -. TEIOTRDONS vce vccececswccsveeews 1915 2,250,291 
Gamea We,. Maccoen @& Waster... = oo66c00:0scveiciess 1916 26,227 
wavaennman £ MOPrtnWeRtert © 6 6.620. ctccccicec sss 1915 1,817,271 
IIo SUNN ora 5: ap nliaiie Das, @ whe gran 6 wid eiwioiereabie ate 1915 180,468 
MI, eo rela avussicielgidipicietvians Gwe ews nlewes sei ekinees 1915 78,957 
IE RII, TRIN oon 5 sis arerd arereneam ers walcemeah-ore ore 1914 586,708 
Cimarron Ge WareWwWeStern occ dcieccccincccvicwceces 1916 226,810 
Te re ene 1914 190,190 
Mississippi River & Bonne Terre ....sccesccececves 1914 3,551,685 
Hawkinsville & Florida Southern................. 1915 895,226 
I I oe odio an oo. a ho «Silas wiecwince acknmesanalgt ears 1914 92,400 
Comtrat HiSUWAY OF AFEOAMNBAG 2... cciccccivccoscede 1916 201,924 
NITION. 9 Foe egioarcig y cisidberiaie Rplooe singe ww sine 1914 160,841 
We TRIVGP Be INOTUHCASter hs «o.oo crececsienesiacieweices 1915 236,755 
Cree, Ge Ie REVO ooo chi iciss eecceseecave 1915 766,538 
I i SN oe iain, aieai ecaienaid Wtonaiere avonacaplaid.balmante eels 1915 283,425 
IY oy Ga di'gtGi'ar Gardenia o1 O78 a ralaiavd.ciSistele 1915 152,977 
SIE, ie, IITENNS oo ccaireieeccid.eivreeeGisineswmeeie bind 1915 500,000 
en Re ee ero 1915 227,229 
RE a II asa 0 6 snr 016 bkw a ki pinto ere eadice ee cie 1915 1,646,967 
BEES TPERSCRGSE TETRA! nose ccccevcecsveucccue 1915 138,901 
IOUS Ge UNIO hidiécovci te wimvidewnsvniewewocavcels 1915 145,201 


The Commission at the same time served eight tentative 
valuations, giving the corporate history, cost of reproduction 
new, cost of reproduction less depreciation, original cost, etc., 


and also the final value as follows: 
Bristol 


Pe Rseteu a IGG iy el ai ols ia ohne So ew taplare lal gis aia Ggroun pSiclelpiere 1917 $108,600 
I NE So eccsis.c sk teddies cuemeesenm necmews 191 70,700 
I a IN, | 55.64 6 ocean Ghavniniew W-Hrainia CBee 1915 1,463,276 
Washington, Potomac & Chesapeake............. 1916 853,750 
Oo a ee re eee 1916 110,000 
Goremere Uris BEATION oo cic ceiicccccecccvecececas 1914 145,000 
PAPO WIC Ge WOOGGOOLY occ cisrsicisciesisindeiewseiewownen 1916 237,906 
PPI 55 Cees oie eree ie 40 8S RRiGip NG ee coo niga ieee ene OG 1916 77,113 


Tentative valuations of the Central of Georgia and its sub- 
sidiaries—the Smoky Mountain, the Norfolk Terminal, and the 
Spokane & British Columbia—were made public by the Commis- 
sion June 29. 

The final value of the property used by the Central of 
Georgia and its subsidiaries, the latter being the Southwestern 
Railroad Company, the Augusta & Savannah, and the Chatta- 
hoochee & Gulf, is shown as being $79,083,523, of which it owns 
$64,231,034. The valuation is as of June 30, 1915. The capital- 
ization on that date was $57,037,350; mileage, 2,530; the book 
investment, in owned and used property, $62,003,324; cost of 
reproduction new of the property used other than land, $75,- 
428,870; cost of reproduction, less depreciation, of the property 
used, $58,826,776; present value of the land, $11,512,915; and 
excess cost of land, $8,801,022. 

The final value of the Smoky Mountain Railroad was re- 
ported as $143,794 as of June 30, 1915; of the Norfolk Terminal, 
$1,007,387, as of June 30, 1914; and of the Spokane & British 
Columbia, $722,423, as of June 30, 1915. 

The final value, tentatively stated, was promulgated on June 
30, for railroads mentioned, as follows: 

Gainsville Midland, as of June 30, 1915, $1,174,665; St. Johns 
River Terminal, as of June 30, 1915, $1,880,705; Spokane & In- 
ternational Railway, as of June 30, 1917, $5,330,039; Coeur d’Alene 
& Pond d’Oreille, as of June 30, 1917, $400, 000; Tonopah & Gold- 
field, as of June 30, 1915, $1,856,150; Washington, Potomac & 
Chesapeake, as of June 30, 1915, $216,656; Delaware & Northern, 
as of June 30, 1916, $1,417,210; and Choctaw & Caddo, as of June 
30, 1916, $238,161. 
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THREE STAR LINE 


(Sté. les Affréteurs Réunis) 


REGULAR FREIGHT SERVICE 


BETWEEN 
NEW YORK—PHILADELPHIA 
AND 
Casablanca, Cadiz, Tangiers, Ceuta, Gibraltar, 
Algiers, Barcelona, Marseilles, Genoa, Leghorn. 














Through Bs/L for all ports of Spain, Morocco, Algéria, 
Tunisia, Cette, Nice and Near East 


General Offices: 23 Bridge Street, New York 


Chicago Agent: M. E. Kienappel, 142 So. Clark St. 
Philadelphia Agent: Earn Line, Bullitt Building 


NOSA LINE 


Monthly Sailings to Principal Ports s 
West Coast, South America—Direct Service 


Monthly Freight and Passenger Sailings 
Leeward and Windward Islands, Venezuela, Curacao 
and Colombian Ports 


Three week freight sailings 
Haitien, Dominican and Cuban South Side Ports 


For particulars apply 
604-12 Queen & Crescent Bldg., New Orleans, La. . 
New York Office: 10 Hanover St. Chicago Office: 646 Marquette Bldg. 
Cable Address: ‘‘Orleanship”’ ‘ 


New Orleans & 


South American S.S.Co. 
INCORPORATED 


Camphuis & Company, Inc. 


Forwarding Agents 
LAREDO - TEXAS 


Largest and Best Equipped Forwarding 
Organization on the Mexican Border 


Package Cars to Mexico City and 
Other Points in Republic of Mexico 


We do not operate special trains, 
enabling us to reforward your 
shipments on first available serv- 
ice, and insuring quickest possible 
delivery at destination. 























































Traffic in Mexico Improving Daily 

















Write us for full particulars and request 
a copy of our shipping instructions. 












OFFICES: 


Laredo, Texas El Paso, Texas Eagle Pass, Texas 
Nuevo Laredo, Tamps., Mexico Juarez, Chih., Mexico - 
Piedras Negras, Coah., Mexico Mexico City 
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Pacific— Caribbean — 


San Francisco, Los Angeles Harbor, 


Galveston, Texas 








Pacific Mail Steamship Co. 


Under American Flag-PASSENGERS AND FREIGHT-Established 1848 






S.S. Colom bia sails from San Francisco July 20th, from Baltimore Aug. 30th 


Shanghai, Manila, Saigon, Singapore, Calcutta, Colombo, Bombay, 


Through bills of lading issued to and from points beyond ports of call 
General Passenger and Ticket office: 621 Market St., San Francisce 


10 Hanover Square, N. Y. 400 Exchange Place, Baltimore 





































Gulf Line 


(Swayne and Hoyt, Inc., Owners) 


Steel Steamers 


DIRECT SERVICE 


BETWEEN 


NEW ORLEANS 
GALVESTON 


and 
























Portland, Tacoma and Seattle 
Via Panama Canal 
S.S. ELDORADO, Sailing from New Orleans early July 


S.S. IRIS, Sailing from New Orleans late July, early August 
S.S. LAKE GUNNI, Sailing from Galveston late July 


Sailing from New Orleans early August 
S.S. ALVARADO, Sailing from New Orleans late August 


Rates quoted, bookings and other information furnished upon application 


THE STEELE STEAMSHIP LINE, Incorporated 


Steele Building, New Orleans, La. 


OFFICES ALSO AT 


50 Broad Street 
New York City 


Steele Bldg., 430 Sansome Street 


San Francisco, Calif. 


Texas City 







TRANS-PACIFIC SERVICE 
**The Sunshine Belt to the Orient’’ 
San Francisco to Honolulu, Yokohama, Kobe, Shanghai, Manila, 
Hongkong 
Passenger and freight sailings by new and luxurious U. S. Shipping Board 
steamer Empire State (July 30th); S. S. Golden State 
(August 6th); and pending delivery3 other U. S. S. B. steamers 


MANILA-EAST INDIA SERVICE 


San Francisco direct to India, calling at Honolulu, Manila, Saigon, 
Singapore, Colombo, Madras, Calcutta 
Passenger and freight sailings monthly b 
Granite State (July 12th); Creole State a 13th) 
S.S. Wolverine State (September 14th) 


PANAMA SERVICE 


San Francisco to Mexico, Central America and Canal Zone 
assengers and freight sailings every 10 days, 5 steamers 


SAN FRANCISCO-BALTIMORE SERVICE 
(Passengers and Freight) 
Via Los Angeles Harbor, Manzanillo, San Jose de Guatemala, La 
Libertad, Corinto, Panama Canal, Kingston, Havana 














Also four Class Al steel steamers (freight only) with additional calls at 
San Juan (Porto Rico), Jacksonville, iceman. Norfolk 
SHANGHAI-HONGKONG-CALCUTTA SERVICE 
Between Shanghai, Hongkong, Saigon, Singapore, Penang, Rangoon, 
Calcutta 
Freight only. Sailings every ten days—eight U. S. S. B. steamers 
ROUND-THE-WORLD SERVICE 


San Francisco to Honolulu, Yokohama, Kobe, Dairen, Tientsin, 


















Alexandria, Bizerta, Marseilles, Barcelona, thence Baltimore, 
Cristobal, Los Angeles Harbor and San Francisco (via Panama Canal) 
Freight only. Monthly sailings—U. S. S. B. Steamers 










General Offices: 508 California Street, San Francisco 


Managing Agents: U. S. Shipping Board 








Personal Notes 





At a meeting of indus- 
trial traffic men, held in 
the Benson Hotel, May 26, 
the Industrial Traffic 
Club of Portland, Ore., 
was organized. This new 
organization will work in 
harmony with the Port- 
land Transportation Club 
and plans to operate 
along the lines of similar 
organizations in other 
cities to bring about co- 
operation and fellowship 
among the _ industrial 
traffic men of the city. 
The officers elected are 
as follows: President, 
C. T. Spooner, traffic man- 
ager, Blumauer-Frank 
Drug Company (photo- 
graph _ herewith pub- 
lished) ; vice-president, 
W. H. Sainsbury, traffic 
manager, Clarke, Wood- 
ward Drug Company; 
secretary, F. P. Ken- 
singer, traffic manager, 
Tru-Blu Biscuit Com- 
pany; treasurer, F. O. 
Curtis, traffic manager, Blake McFall Company. 








T. D. Geoghegan, traffic manager of the Gulf, Mobile & 
Northern Railroad, has resigned, effective July 1. 

N. Stevenson, traffic manager for B. F. Avery & Sons, at 
Louisville, has resigned on account of ill health. He has been 
succeeded by S. A. Cash. 

Roy Pope has been appointed general freight agent for the 
Americus & Atlantic Railroad at Atlanta. 

E. E. Bailey has been appointed commercial agent for the 
Louisiana Railway & Navigation Company at Shreveport, suc- 
ceeding A. E. Bently, who has been assigned to other duties. 

T. L. Wolfe, for the last five years vice-president and traffic 
manager for the A. E. Staley Manufacturing Company | of 
Decatur, Ill., and a leading figure in the progress of the Traffic 
Club of Decatur, has resigned and is at present resting. He is 
succeeded as traffic manager of the Staley company by Thornton 
Burwell, his former assistant. 

R. C. Creager has been appointed assistant foreign freight 
agent for the Chesapeake & Ohio at New York City. 


DOINGS OF THE TRAFFIC CLUBS 


At the first meeting of the newly elected board of govern- 
ors of the Traffic Club of Wheeling the following officers were 
elected: President, H. H. Marsh; vice-president, H. J. Hofmann; 
treasurer, C. W. Henry; secretary, P. M. Neigh. The board of 
governors, which was elected at the annual meeting and outing 
at the Wheeling County Club, June 21, consists of the following: 
C. W. Henry, W. H. Higgins, P. M. Neigh, H. H. Marsh, J. A. 
Fleming, R. J. Miedel, E. C. Jepson, H. J. Hofmann, A. P. Oxtoby, 
S. C. Williams, G. W. Koonce, Douglas Vass. 





The Traffic Club of St. Louis is to hold its annual outing 
at the Wabash Club July 19. A program of sports and amuse: 
ments is being planned. 





Will J. Cooper gave an illustrated lecture on Hawaii before 
the Traffic Club of Chicago, June 30. Members of the General 
Agents’ Association and the Chicago Passenger Club were guests. 





Among the guests of the Traffic Club of Kansas City at its 
dinner, held in the City Club Rooms, June 24, were Governor 
McKelvie of Nebraska and Goveronr Hyde of Missouri. Both 
of the governors spoke on the necessity for business principles 
in government. Samuel R. Knighton, president of the National 
Federated Flour Clubs, spoke on “Co-operation Between Shipper 
and Carrier.” Frank M. Cole, president of the Traffic Club, 
presided. 





A number of representative railroad and industrial traffic 
men met at the City Club, Los Angeles, June 22, for the pur- 
pose of organizing a traffic club to represent Los Angeles and 
southern California. J. M. Ford, traffic manager for Blake, Mof- 
fitt & Towne, Los Angeles, was elected president and @ cam- 
paign for membership was launched. No general meetings are 
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to be held for the present, it being decided that the members 
of the new organizations would meet for luncheon at the City 
Club as often as possible for the purpose of discussing plans. 





The Transportation Club of Peoria held its annual picnic at 
the Automobile Club, June 29. Those who attended were trans- 
ported by steamer up the Illinois River to the place of the out- 
ing. Music, amusements and refreshments were provided. 


HIGHWAY TRANSPORTATION 


The Trafic World Washington Burzau 


“A new era in transportation confronts the United States,” 
said Senator Townsend of Michigan, chairman of the committee 
on post offices and post roads, in the report recommending 
passage of the committee’s bill providing for the establishment, 
construction and maintenance of a post roads and interstate 
highway system and for the creation of a federal highway com- 
mission (S. 1355). 

“An evolution of far-reaching social, political and industrial 
importance has been effected through the constantly growing 
use of highway transport. The modern motor vehicle has ren- 
dered obsolete old methods of highway construction, maintenance 
and administration. The question is no longer local alone in 
application; it is national. Obviously our highway policies must 
be broadened and ‘strengthened to meet this changed condition 
if public expenditures are to be conserved and the best interests 
of the nation cared for. Living costs can be reduced, our de- 
fense strengthened, and a new spirit of nationalism created if 
we use intelligently this new means of communication between 
communities and states. 

“The need for a national policy that will develop a con- 
nected and correlating system of public highways that will ade- 
quately serve the requirements of the whole country and reduce 
the cost of transportation between producer and consumer, a 
system that will supplement our great railroad and water trans- 
portation, is apparent to every student of this question.” 


ELBERTON & EASTERN BONDS 


The Elberton & Eastern, in finance docket No. 1201, has been 
authorized to issue, at par, for cash, $12,050 of first mortgage 
5 per cent gold bonds to reimburse its treasury for payments 
made from income on improvements and betterments. 


CERTIFICATE NOT NEEDED 


The Commission has decided, in finance docket No. 1172, 
that the Tennessee & North Carolina Railway Company has a 
road that -was constructed and in operation before the effective 
date of paragraph (18), section 1, of the interstate commerce 
law, amd does not need a certificate from the Commission under 
that paragraph. It has, therefore, dismissed the case. The Com- 
mission intimated that application should be made under sec- 
tion 5 for permission to operate. 


G. T. W. ACQUIREMENT OF ROAD 


The Commission has dismissed finance docket No. 1289, 
holding that the Grand Trunk Western does not need a certificate 
of convenience to acquire and operate the Lansing Connecting 
Railroad in Ingham County, Michigan. No application has been 
made under section 5, the Commission said. 


SOUTHERN RAILWAY PAYS DEBT 


The War Finance Corporation has announced that the 
Southern Railway has repaid to the War Finance Corporation 
$5,000,000 on account of the advance of $7,400,000 made to the 
Southern Railway System in 1919. 


AGREEMENT NOT A SECURITY 


An agreement with the War Department to buy a locomotive 
and pay for it in nine equal annual installments, afte: the initial 
cash payment equal to one installment, is not regarded by the 
Commission as a “security” issued by a railroad company. 
Therefore, it has dismissed finance docket No. 1444, in which 
the Louisiana Railway & Navigation Company asked for a cer- 
tificate on the theory that it was issuing a security. No notes 
were given to cover the payments due in November each year 
for the $22,500 to be paid for the locomotive in annual install- 
ments after the first cash payment of $2,500 upon the delivery 
of the locomotive. 


M. ST. P. & S. STE. MARIE NOTES 
The Minneapolis, St. Paul & Sault Ste. Marie has been 
authorized, in finance docket No. 1257, to issue $2,400,000 of 
equipment notes, interest at 6.5 per cent, payable semi-annually. 
The notes are to cover the unpaid balances on 650 box cars, 400 
stock cars, 250 refrigerator cars and three dining cars, the cost 
of which will be $3,303,685. 
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Acquire an Expert Knowledge of 
TRAFFIC MANAGEMENT 


Would you be able to save more money in shipping?— to reap 
greater benefit from the interstate commerce rulings? — to 
handle more advantageously the problems that come up in 
domestic and foreign traffic? Then investigate the LaSalle Problem 
Method of home-study in Interstate Commerce and Industrial and 
Railway Traffic Management. Find out how this course can assist 
you to better knowledge of traffic management by giving you 
the experience of more than 70 of America’s well known author- 
: ities and traffic executives. Write for catalog and 
low cost monthly paymen 


t plan. 
LaSALLE EXTENSION UNIVERSITY 
Department 795-T CHICAGO, ILLINOIS 
The Largest Business Training Institution in the World 


DALLAS,TEXAS 


Distribution and Warehousing 


The Inter-State Forwarding Company 
Package Cars to Mexico 


Package cars are operated daily out of Dallas to Laredo for 
Mexican points. Goods consigned in our care will reach this car. 





We Specialize on Distribution and Storage 
of Merchandise of All Kinds 


OUR SERVICE IS PROMPT. OUR RATES REASONABLE 


We maintain a rate bureau. Freight rates furnished 
upon application. Correspondence solicited. 


HOUSTON, TEXAS 


Binyon-O Keefe Fireproof St¢. Co. 
The House of Real Sevelee 





POOL CAR DISTRIBUTORS FOR SOUTHWEST 
TEXAS AND MEXICO 


IDEAL FACILITIES FOR PERMANENT 
STOCK DISTRIBUTION 


500,000 SQUARE FEET FLOOR SPACE 


WAREHOUSES AT HOUSTON, 
FT. WORTH AND GALVESTON 








R. B. YOUNG, President and Manager 


Savannah Bonded Warehouse & Transfer Co. 
312-314-316 WILLIAMSON STREET P. 0. Box 985 


General Storage — Re-Consigning — Distributing, Forwarding — 
Prompt and Efficient Service, Exceptional Facilities—Custom House 
Brokers—Track Connections with all Rallroads and Steamship 
Docks—Members American Chain of Warehouses—Members Amer- 
Ican Warehousemen’s Association. 
Phone No. 4883 SAVANNAH, GA. 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 
Teaming of Every Description—City Dellvery Service and Carload 


PORTLAND, OREGON 


OREGON TRANSFER COMPANY 


Established in 1868 

General Transfer and Storage Business 
Special attention given merchandise stock and storage accounts, 
carloads for distribution. Less carloads for city delivery, reship- 
ment and reforwarding by express or parcel post. 
No switching charge on carload shipments. 
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North China Line 


(Columbia Pacific Shipping Company) 


PORTLAND, OREGON 


Regular direct service without transhipment 
between Portland, Oregon, and Shanghai, 
Tsingtao, Tientsin (Taku Bar), 
Chinwangtao and Dairen 


Vessels also call at Yokohama and Kobe 


Sailings Every Twenty-one Days From 
PORTLAND, OREGON 
(ALL AMERICAN flag A-1 Steel Steamers) 


SS “WEST KEATS” July 18 
SS “WEST NIVARIA” _— August 8 
SS “VINITA” August 29 


SS “WEST KADER” September 19 


Transhipment at Shanghai to American River steamers for 
Nanking, Pukow, Hankow and other open 
Yangtse River ports. 


FOR RATES AND OTHER INFORMATION APPLY 
Sudden & Christenson 


General Eastern Agents 
44 Whitehall St., New York City 
or 
Columbia Pacific Shipping Company 
General Offices 
Board of Trade Building, Portland, Oregon 


FOREIGN TRADE 
DO YOU EXPORT ? 


DO YOU IMPORT ? 


If so, let us figure your laid-down cost. If not, let us tell you how 
easy and desirable it is to get into foreign markets 


Aetna Service Company, $i.G.gF Ante Crime Baker 


Steamship Agents, Customs Brokers, Forwarding Agents 
Suite 1201, 14 East Jackson Boulevard, Chicago 


Agents Throughout the World. Phone Harrison 1048 
New York Boston Philadelphia Baltimore New Orleans’ Seattle San Francisco 


SEATTLE TRANSFER CO. 


123 Jackson St. Seattle, Wash. 


Quick Distribution of all Pool Cars 
100,000 sq. ft. of warehouse space 
Warehouse-men and forwarders. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 
Excellent facilities for reshipping without carteage. Insurane? ra’ 
12 cents. Members of American Warehousemen’s Association a:: 
American Chain of Warehouses. 

Write for particulars. 


B. R. & P. WAREHOUSE, Inc. KING AND MAPLE STS. 


EL PASO, TEXAS 


GENERAL STORAGE DISTRIBUTION 
BONDED SPACE FOR GOODS SHIPPED IN BOND 


INTERNATIONAL WAREHOUSE CO.,. Inc. 
200,000 Sq. Ft. Floor Space — Fireproof — Bonded — $200,800 Capital 
























































OKLAHOMA INTRASTATE RATES 


The Trafic World Washington Bureau 


The Corporation Commission of Oklahoma, which issued an 
order, effective June 10, denying the carriers operating in that 
state permission to continue the application to intrastate traffic 
of the percentage increases fixed in Ex Parte 74, based its action 
on a finding that, with the removal of the increases, Oklahoma 
would still be paying an average rate materially higher than 
paid by the entire western district after applying the increases 
under Ex Parte 74. The carriers have appealed to the Commis- 
sion, which has ordered an investigation. 

The following is quoted from the report of the state commis- 
sion: 

The Corporation Commission, through its rate experts, offered in 
testimony an investigation made from the records furnished and _filed 
by the carriers with the Commission, which showed that the Okla- 
homa shippers directly, and the Oklahoma consumer indirectly, are 
now and have been paying more than a just and equitable share of 
the transportation charges authorized for application on interstate 
business by the Interstate Commerce Commission under its Order in 
Ex Parte 74, and that reductions in these charges would be now 


justified—this testimony stands unrefuted. 
As an example * * * the ton mile charges were shown to be 


as follows, to-wit: 
Rev. per 
Average Cents per Loaded 
Classification Loading Ton per Mile Car Mile 
arr ee rr 25.45 1.310 33.33 
ON Re eer 25.38 1.233 34.99 
Southern District ........-...es0ee- 26.12 1.172 30.76 
Ee rer ae 22.18 1.478 32.78 
EEE EEE Oe ne Sata 1.779 39.66 
* * * The unrefuted evidence before the Commission is that 


with the 35 per cent increase, heretofore granted, entirely eliminated 
from all Oklahoma traffic, the shippers and consumers would still pay 
a slightly higher freight rate than the average of the United States. 

* Much of this discrimination is of long standing, dating 
Sieaile ‘ the time when there was no State of Oklahoma, and no or- 
ganized body to defend the interests of the shippers who then occu- 
pied this territory. So long as the present_gross discrimination con- 
tinues against traffic moving from and to Oklahoma, the Corporation 
Commission of the state feels justified in refusing to be longer the 
instrumentality through which similarly excessive rates are applied 
to traffic moving wholly within the state. If the 20 per cent dis- 
crimination against our interstate business, which is shown to repre- 
sent 85 per cent of the total, can be removed, then we could cheer- 


fully join in bringing intrastate rates of every character back to a 
parity with interstate rates. If these rates are to be kept at a 
parity without such an equitable adjustment, it must be done by 
others. 


Intrastate and interstate rates should be on a parity; both the 
Constitution and the Statutes of the United States require it; but the 
removal of the discrimination existing against our interstate business 
as compared to adjoining states is by far the most important part 
of this adjustment. 

In the matter of passenger rates * * #* 
the 35 per cent increased freight rate, the 
senger fare and the Pullman surcharge 


it develops that with 
20 per cent increased pas- 
each eliminated from the 
intrastate business, Oklahoma will still be paying upon all business an 
average rate materially higher than is paid by the entire Western 
District after applying the increase provided by Ex Parte 74. 


RATES FOR MILEAGE BOOKS 


The Trafic World Washington Bureau 


A hearing was held June 27 before a subcommittee of the 
Senate interstate commerce committee on pending bills provid- 
ing for the issuance of mileage books at reduced rates. J. R. 
Crawford, national chairman of the railroad committee of the 
Travelers’ Protective Association, urged enactment of a bil! pro- 
viding for mileage books of not less than 3,000 miles nor more 
than 5,000 miles at rates 25 per cent below the regular passenger 
fares. He believed that such action would result in the stimu- 
lation of business generally by keeping commercial travelers on 
the road. The issuance of 5,000-mile mileage books, it was 
pointed out, would be used only by those who must travel prac- 
tically continually. 

C. A. Fox, chairman of the Central Passenger Association, 
appearing for the railroads, opposed the legislation on the 
ground that since nearly one-third of the railroads’ passenger 
traffic is composed of commercial traveler business, the reduc- 
tion asked would seriously affect the carriers’ revenues. Sena- 
tor Watson, of Indiana, is chairman of the subcommittee. The 
hearing was concluded and the subcommittee will take action in 
the matter later. 





DELTA SOUTHERN ABANDONMENT 


The Trafic World Washington Bureau 


The Delta Southern Railway has applied to the Commission 
for a certificate of public convenience and necessity authorizing 
it to abandon its line of railroad, consisting of approximately 
52.11 miles of main-line track located in the Mississippi counties 
of Washington, Bolivar, Sharkey, Leflore, Sunflower and Hum- 
phreys, and 5.74 miles of sidings, spurs, ete. 

“The location and present condition of the property, the 
competition that it has to enter into with the Yazoo & Missis- 
sippi Valley Railroad and with boats on the Yazoo and Sunflower 
rivers, the character of the country through which said road 
runs, and the business interests upon said line of road are all 
such that it is utterly impossible to operate said property except 
at a large loss,’ the company says in its petition. 
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Mortgage foreclosure proceedings were brought against the 
company by the Guaranty Trust Company of New York, Decem- 
ber 29, 1920, on default of a mortgage of $1,058,000, and a fed- 


eral court in Mississippi ordered the property sold. It devel- 
oped, however, the applicant says, that the property could not 
be sold as an entirety or in separate parcels unless the pur- 
chasers are assured they will not be required to operate the 
road. The court then ordered the company to apply to the Com- 
mission for authority to abandoon the road. 





PERMISSION TO ACQUIRE RAILROAD 


The Commission has authorized the Arkansas & Louisiana 
Missouri Railway Company to acquire and operate a line of rail- 
road extending from Bastrop, La., to Crossett, Ark., approxi- 
mately 30 miles long. The Arkansas & Louisiana Midland for- 
metrly owned and operated the line. It went into receivers’ 
hands and the applicant was organized to take over the property. 
The application asked for authority to acquire and operate a 
line of railroad from Monroe, La., to Crossett, Ark., a distance 
of 52.9 miles. Permission was asked to abandon that portion of 
the line from Rolfe Junction to Hamburg, Ark., but the Com- 
mission found that that part of the line was discontinued before 
the effective date of its jurisdiction and dismissed: that part of 
the application. 


GULF & NORTHERN BONDS 


The Guif & Northern Railway Company, in an application 
filed with the Commission, asks authority to issue 25-year 5 
per cent first mortgage gold bonds to an amount not exceeding 
$341,802.64, the proceeds of the issue to be used in payment 
for the construction of 14.8 miles of railroad from Newton to 
Wiergate, Tex. The bonds will be delivered to the A. T. & 
S. F. in reimbursement for materials, supplies, equipment and 
cash furnished by that carrier to the applicant for the construc- 
tion of the line, which has been completed. 


LOAN FOR BOSTON & MAINE 


The Boston & Maine has applied to the Commission for a 
loan of $3,049,000 for fifteen years to meet bonds aggregating 
that amount which fall due October 1 and November 1, 1921, and 
January 1, 1922.- The company says it is unable to get the 
needed money from any other source and that inability to meet 
the maturities will further impair its credit. The Commission 
to date has authorized loans to the B. & M. aggregating $11,656,- 
479, according to the application. 





LOANS TO RAILROADS 


Three loans to carriers through the National Railway Serv- 
ice Corporation were approved by the Commission June 29. The 
Minneapolis & St. Louis will get $386,190 to aid it in meeting 
maturing indebtedness and in providing itself with new equip- 
ment and additions and betterments. The Wheeling & Lake 
Erie will get $3,304,000 and the Chicago, Rock Island &. Pacific 
$1,568,540, for the same purpose. 


c., T. & S. OF ARK. NOTES 

The Cairo, Truman & Southern of Arkansas, in an applica- 
tion filed -with the Commission, asks authority to issue serial 
short term notes in the aggregate sum of $250,000 at 6 per cent 
interest, for the purpose of refunding its present floating indebt- 
deness of $172,019.44, and for the further purpose of repairing 
its lines of railroad and doing additional construction work re- 
quired by the state of Arkansas. 


PETITION FOR ABANDONMENT 


The Atchison, Topeka & Santa Fe has applied to the Com- 
mission for authority to abandon a portion of its line of railroad, 
known as its Burnett branch, in Kay County, Oklahoma, 4.67 
miles long. The branch was constructed in 1917 to serve the 
Blackwell oil field, but the oil field and traffic incident to the 
operation thereof have disappeared, the company states. 


DALLAS TERMINAL CO. NOTES 


An order authorizing the Union Terminal Company of Dal- 
las, Tex., to enter into extension agreements with the holders. 
of notes aggregating $550,000.01, due October 10, 1921, so as to 
make the same mature October 10, 1922, is asked by the terminal 
company in an application filed with the Commission. 


PETITION FOR ABANDONMENT 


The Bennettsville & Cheraw Railroad Company has applied 
to the Commission for authority to abandon 10% miles of track, 
located between Brownsville, S. C., and Sellers, S. C. The com- 
pany says the line is not a public necessity and that it is being 
operated at a loss. 

CHANGE IN DOCKET ’ 

Hearing in I. and S. 1335, policing shipments of intoxicating 
liquors in Western Trunk Line territory, assigned for July 1 at 
Chicago, was canceled. 
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PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 





Regular monthly service, Mobile, Pensacola 
or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 


Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 
Pacific Coast ports. 


St. Louis Office: Birmingham Office: 
1217 Pierce Building 424-425 Chamber of Commerce Bldg. 


IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager | 


Ship Through the 


Port of Los Angeles 


34 Steamship Services Reaching Over 100 World Ports 
LIST OF DIRECT PORT CONNECTIONS: 


A Harbor Made to Order 
Los Angeles has expended $5,800,000 on waterfront improvements and has 


voted an additional $4,500,000 for further improvements. 


The United States Government has expended approximately $6,000,000 on 
the breakwater for the outer harbor, jetty work and dredging in the inner har- 
bor, and has appropriated $984,300 for other improvements. 


Los Angeles harbor has nearly 40,000 feet of wharves, of which more than 
13,000 feet are owned by the City of Los Angeles. 


The City owns and operates five transit sheds having a uniform width of 
100 feet and a combined length of 4,430 feet. 


Ships can enter Los Angeles harbor from the open sea with safety in all 
seasons of the year and in any weather. 


Write for Illustrated Book and Port Maps 


Board of Harbor Commissioners 
SUITE 33, CITY HALL, LOS ANGELES, U. S. A. 




























































































Digest of New Complaints 


No. 12560, Sub. No. 1. Seneca Iron & Steel Co. et al., Buffalo, N. Y., 
vs. Pennsylvania et al. 

Unjust and unreasonable rates on coal from the Connellsville 
district in Pennsylvania to Buffalo and other destinations in New 
York, because and to the extent they exceed or exceeded rates 
from the Pittsburgh district. Asks just and reasonable rates and 
reparation. 

3 ono —— Paper Mills Traffic Assn., Kalamazoo, Mich., vs. 
> & O. et al. 
Unjust, unreasonable and unduly preferential rates on coal from 
the Ohio and inner and outer Crescent fields to destinations in 
Indiana and Michigan. Asks cease and desist order, just and 
reasonable rates and reparation. 
- 12829. Republic of France vs. Indiana Harbor Belt et al. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial rates on billets and blooms from Indiana Harbor, Ind., to 
New Orleans, La., and reconsigned to Port Arthur, Tex. Asks 
reparation. 
co, eee County (Ore.) Chamber of Commerce vs. Sou. 
Pac. et al. 

_Unjust, unreasonable, unduly prejudicial and unjustly preferen- 
tial class rates between points in Klamath County (Ore.) and 
points in Oregon, including Portland and Medford and points 
south of Portland, as compared with rates accorded shippers at 
— — and other California points. Asks just and reason- 
able rates. 

12831. Butterworth-Judson Corporation, New York, N. Y., vs. 
Central R. R. of N. J. and Payne, as agent. 

_ Unjust and unreasonable rates on crude sulphur from Jersey 
City, N. J., New York harbor, to Newark, N. J. Asks cease and 
desist order, just and reasonable rates and reparation. 

‘a Southern Manganese Corporation, Anniston, Ala., vs. L. 

Unjust and unreasonable rates on manganese ore from Birming- 
og to Anniston, Ala. Asks cease and desist order and repara- 

ion. 


12833. The Kalbfleisch Corporation, 

Southern et al. 
Unjust and unreasonable rate on alum from Chattanooga to 
Norfolk, Va. Asks reasonable rates and reparation. 
- 12833, Sub. No. 1. Same vs. Central of Georgia et al. ‘ 
Same complaint as to rates on alum from Chattanooga to Lodi, 
Y. J. Same prayer. 
need Window Glass Co., Sapulpa, Okla., vs. A. T. & 
. et al. 

Unjust and unreasonable rates on glass sand from Gray’s Sum- 
mit, Mo., to Augusta, Kan. Asks reasonable rates and reparation. 
12835. Harrison Ball and others, doing business as Ball, Seligman 
& Co., Tamaqua, Pa., vs. New York, Philadelphia & Norfolk et al. 

Unjust and unreasonable and unduly discriminatory rates on 
mine props from the eastern shore counties of Virigina to destina- 
tions in the anthracite regions of Pennsylvania in 1917. Asks rea- 


sonable rates and reparation. 
The Albert R. Hostetter Co., Dayton, O., vs. Dayton, To- 





Chattanooga, 


Tenn., vs. 


No. 


No, 


- 12836. 
ledo & Chicago et al. 


Unjust and unreasonable rates on dried sweet corn by reason of 
omission of rating thereon in Consolidated Class’n No. 1 from 
Union, O., to Chicago and Kansas City. Asks reasonable rates 
and reparation. 

- 12837. Julius W. Nicholes, Charlestan, S. C., vs. Seaboard. 

Unjust, unreasonable and unduly prejudicial rates on empty 
truck barreis from Norfolk, Va., to Weehawken, S. C. Asks 
reasonable rates and reparation. 
. 12838. Elk Tanning Co., Blossburg, Pa., vs. Erie et al. 

Unjust and unreasonable rates on leather from Blossburg, Pa., 
to Boston, Mass. Asks reasonable rates and reparation. 

12839. Providence Fruit and Produce Exchange, Providence, 
R. I., vs. Rhode Island Co. et al. 

Against a switching rate of $5 at Fox Point and South Provi- 
dence within switching district of Providence as unjust and un- 
reasonable. Asks reasonable rate and reparation. 


12840. G. B. Markle Co., now Jeddo-Highland Coal Co., Jeddo, 
Pa., vs. Payne, as agent. 

Unjust and unreasonable rates on anthracite coal shipped be- 
tween June 25, 1918, and March 22, 1919, from various mines and 


culm banks to various breakers in the Lehigh region of Pennsyl- 
vania. Asks reparation. 


. 12841. The Chicago, Lake Shore & South Bend Ry. Co. vs. Illi- 
nois Central. 

Unjust, unreasonable, unjustly discriminatory and unduly preju- 
dicial or preferential rates on coal from Cass, Ind., to Michigan 
City, Ind., by reason of defendant’s failure to meet the rate in 
effect between the same points via a different route. Asks for 
reparation. 
12843. D. C. Jackling, J. F. Judge and A. J. McLean, copartners 
doing business under firm name of Pacific Rice Mills et al. vs. 
Payne, as agent. 

Unjust and unreasonable rates on paddy rice from various des- 
tinations to San Francisco, South San Francisco and Sacramento, 
Cal. Asks reparation. 

- 12844. Invincible Oil Co., 

Southern et al. 

Unjust, unreasonable and discriminatory rates on wrought iron 
pipe from Shreveport, La., to Cement, Okla. Asks reparation. 

- 12845. Harry A. Pitts, Iuka, Miss., vs. Texas & Pacific et al. 
Unjust, unreasonable, unduly discriminatory and prejudicial 
rates on iron pipe and iron connections from Shreveport, La., to 

Helena, Miss. Asks cease and desist order, just and reasonable 
rates and reparation. 

- 12846. The Dayton Malleable Iron Co., Dayton, O., vs. Kanawha 

& Michigan et al. 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial rates on coal from mines in West Virginia on the K. 
Cc. & N. W. to Ironton, O. Asks cease and desist order, just and 
reasonable rates and reparation. 

12847. Panhandle-Plains Chamber of Commerce, Amarillo, Tex., 
vs. Abilene & Southern et al. ; 

Unjust, unreasonable, unjustly discriminatory class and com- 
modity rates applying on traffic between Shreveport, La., and 
points in Arkansas and Louisiana grouped therewith, and Texas 
points, and also between points in Texas. Asks cease and desist 
order, and that Floydada branch of Panhandle & Sante Fe be 
considered in common point territory. 
No. 12847 (Sub No. 1). Same vs. Same. 


Same complaint. Asks cease and desist order and that Ama- 


Fort Worth, Tex., vs. Kansas City 


No. 
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rillo division of C. R. I. & G. be considered in common point ter- 
ritory. 

. 12848. Aluminum Company of America et al., Pittsburgh, Pa., vs. 
Massena Terminal R. R. Co. et al. oe 
Unjust and unreasonable rates on all movements of commodities 

transported to and from industries of complainants on the Mas- 

sena Terminal Railroad at Massena, N. Y. Asks cease and desist 
order; that defendants be required to apply their current Massena 

Springs rates to and from industries of complainants and repara- 

tion. 

12848, Sub. No. 1. Ball Coal Co., Massena, N. Y., vs. Massena 

Terminal R. R. Co. et al. 

Unjust and unreasonable rates and practices applied on C. L. 
shipments to and from yards or side track of complainants at 
Massena, N. Y. Asks cease and desist order, just and reasonable 
through rates not in excess of those contemporaneously main- 
tained from the stations of defendants now known as Massena 
Springs, and reparation. 

. 12849. Great Western Paper Co., Ladysmith, Wis., vs. M. St. P. 
& S. Ste. M. et al. 

Unjust and unreasonable rates on scrap paper from St. Louis, 
Mo., to Ladysmith, Wis. Asks cease and desist order, just and 
reasonable rates and reparation. 

12850. John T. Sykes and James E. McDonnell, co-partners trad- 

ing as J. H. Dashields & Co., Baltimore, Md., vs. Payne, as agent. 

Unjust, unreasonable and prejudicial storage rates at Baltimore, 
Md. Asks reparation. 

No. 12852. Farmers Elevator Co. of Southern Lake County, Ind. 
Lowell, Ind., vs. C. I & L. et al. 

Unjust and unreasonable rates on hay from Dinwiddie, Ind., to 

Memphis, Tenn. Asks for reasonable rates and reparation. 

No. 12853. Boston Wool Trade Association vs. Clyde S. S. Co. et al. 

Unjust and unreasonable rates on wool in the grease from Kerr- 
ville and other points in Texas to Boston. Asks for reasonable 
rates and reparation. 

No. 12854. Delaware, Lackawanna & Western vs. Payne, as agent. 

Unjust and unreasonable rates on anthracite coal from Avondale 
mine to Woodward breaker, a distance of 4.4 miles, in Pennsylvania, 
during federal control. Rate challenged was 60c and exacted from 
railroad company as a shipper. Asks reparation. 

No. 12855. Colorado Fuel & Iron Co., Denver, Colo., 
agent, et al. ? 

Alleges excessive and unreasonable rates and charges on wire 
products and bar iron from Minnequa, Colo., to Wheatland and 

Warrenton, Wyo. Asks reparation. 

No. 12856. Colorado Fuel & Iron Co., Denver, Colo., vs. Payne, as 
agent, et al. 5 

Against a rate of 98%c on merchant steel bars from Minnequa, 
Colo., to Kingland, Ariz., as unjust and unreasonable because in 


No. 


No, 


vs. Payne, as 


excess of 87%c, the rate on structural iron and stel. Asks 
reparation. : 
No. 12857. Standard Shipbuilding Corporation, Shooters Island, N. Y., 


vs. Central R. R. of N. J . 

Unjust and unreasonable charges on ship plates by reason -of 
failure of defendant to pay lighterage charges from Jersey City and 
Elizabethport, N. J., to Shooters Island, N. Y. Asks reparation. 

No. 12858. Robert H. Foerderer, Inc., Philadelphia, Pa., vs. Penn- 
sylvania. 

"Tbeas and unreasonable and unduly prejudicial rates on goat 
skins, dried, from New York, Hoboken and Manhattan piers to 
Philadelphia. Asks reparation. 

No. 12859. Hickson Lumber Co., Atchison, Kan., vs. C. B. & Q. et al. 

Unjust and unreasonable demurrage, transfer and switching 
charges erroneously assessed at Cheyenne, Wyo., on lumber from 
Hoquiam, Wash., billed originally to Cheyenne and reconsigned 
to Atchison, Kan. Asks reparation. : 

No. 12860. Daniel Green Felt Shoe Co. et al., Dolgeville, N. Y., vs. 
Payne, as agent. : ee ‘ 

Unjust, unreasonable, unjustly discriminatory and unduly 
prejudicial charges on various commodities from points in the 
United States to Dolgeville, N. Y., by reason of the addition of 
increases under G. O. 28 to both factors of the combination rates 
which were made on Little Falls, N. Y. Asks reparation. d 

. 12861. Le Prestre Miller & Co., Inc., New York, N. Y., vs. Erie. 

Unjust and unreasonable rates on horses and mules from East 
St. Louis, Cincinnati and points west to Goshen, N. Y., where 
they were rested and fed and later forwarded to Jersey City for 
export, because incorrect weights were assessed and that de- 
fendant failed to absorb yardage and terminal charges. Asks 
reparation. 

12862. Commerce Club of St. Joseph, Mo., vs. Alton & Southern 
et al. 

Unjust, unreasonable, unjustly discriminatory, unduly prefer- 
ential or prejudical rates on coal from points in Illinois to St. 
Joseph, Mo., Asks cease and desist order and just and reason- 
able rates. y ’ 

. 12863. William H. Kidston and others trading as A. G. Kidston 
& Co., New York City, vs. Pennsylvania. . ae 

Unreasonable, unduly prejudicial, unjustly discriminatory and 
otherwise unlawful charges assessed on shipments of steel plates 
from Claymont, Del., originally consigned to New York for ex- 
port, but held up by defendant at Hog Island, Pa., and diverted 
on complainant’s authorization to Philadelphia, in that demurrage 
charges exceeded ground storage rates of 55c per ton for first 
period of 30 days and 5c per ton additional for each succeeding 
period of 30 days or fraction thereof. 

12864. John A. Merritt & Co., Pensacola, Fla., 
Georgia et al. ylpean’ bie 

Unjust, unreasonable, discriminatory and unduly prejudicial 
rates on coal from Acmar, Ala., to Pensacola, Fla., when com- 
pared with rates from Acmar to Mobile and New Orleans; also 
complains of discriminatory wharfage and handling charge of 
40c per ton. Asks reparation. ; : 

12865. General Chemical Co., New York City, vs. Chicago & Al- 
ton et al. 

Unjust and unreasonable rates on fluor spar from Wagon Wheel 
Gap, Colo., to Newell, Pa. Asks cease and desist order, just and 
reasonable rates and reparation. - 

Os. 


. 12866. Standard Rail & Steel Co., St. Louis, 
R. R. Asso. of St. Louis and Payne, as agent. 

Unjust, unreasonable, exorbitant and prohibitive rates on_ scrap 
iron from St. Louis to Madison and East St. Louis, Ill., and from 
East St. Louis to St. Louis. Asks reparation. 

. 12867. Detroit Coal Exchange, Detroit, Mich., vs. Payne, as agent. 

Unjust, unreasonable and unlawful rates on hard coal from 
originating points in Pennsylvania to Detroit and Wyandotte, 
Mich. Asks reparation. 
. 12868. Sinclair Refining Co., Chicago, Ill., vs. Payne, as agent. 

Unjust, unreasonable and excessive rates on gasoline and kero- 
sene from Cushing, Okla., to West Point, Neb., and on gasoline 
from Vinita, Okla., to West Point, Nebr. Asks reparation. 

. 12869. Indiahoma Refining Co., St. Louis, Mo., vs, St. Louis Mer- 
chants Bridge Terminal, Payne et al, 


No. 


vs. Central of 


No. 


vs. Terminal 
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Unjust, unreasonable, unduly preferential and discriminatory 
rates on second-hand k. d. steel plate tank material from Bris- 
tow, Okla., to East St. Louis. Asks reparation. 

No. 12870. The Indiahoma Refining Co., St. Louis, Mo., vs. A. T. & 
S. F., Payne et al. 

Unjust, unreasonable rates on cast-iron and wrought-iron pipe 
and connections from Drumright, Quay and Shamrock, Okla., to 
Ranger, Tex. Asks reparation. 

No. 12871. Atlas Portland Cement Co., Hannibal, Mo., 
agent. 

Unjust, unreasonable rates on cement from Hannibal, Mo., to 
various destinations in the northwest between June 25 and August 
8, 1918. Asks reparation, 

No. 12872. Atlas Portland Cement Co., Hudson, N. Y., vs. Payne, as 
agent. 

Unjust, unreasonable rates on cement from Hudson, N. Y., and 
Northampton, Pa., to various destinations between June 25 and 
October 28, 1918. Asks reparation. 

No, 12873. C. A. Alling, doing business as Forest City Cotton Oil Co., 
Forest City, Ark., vs. Payne, as agent. 

Unjust, unreasonable rates on copra from 

Forest City, Ark., in July and August, 1918. 
No, 12874. : 
agent. 

Unjust, unreasonable rates on logs from Irmulco, Cal., to North- 
western, Cal., in period of federal control. Asks reparation. 

No. 12875. Southern Carbon Co., Fairbanks, La., vs. Mo. Pac. et al. 

Unjust, unreasonable rates on iron and steel articles from Coal- 
ton, Okla., to Swartz, La., in October, 1920. Asks. reasonable 
rates and reparation. 

No. 12876. Campaignie Auxiliare De Chemins De Fer Au Bresil, New 
York, N. Y., vs. D. L. & W., Payne et al. 

Unjust, unreasonable rates on iron work for railroad cars from 

3erwick, Pa., for export through New York. Asks reparation. 
No. 12723, Sub. No. 1. Pacific Coast Steel Co., San Francisco, vs. 
Payne, as agent. 

Unjust, unreasonable charges on traffic from South 
cisco to San Francisco under $15 per car minimum rule. 
reparation. 


vs. Payne, as 


San Francisco to 
Asks reparation. 
Northwestern Redwood Co., San Francisco, vs. Payne, as 


San Fran- 
Asks for 





ABANDONMENT OF ORANGEBURG R. R. 


In finance docket No. 1066, the Commission has authorized 
the abandonment of the 17.7 miles of rails known as the Orange- 
burg Railroad, extending from Orangeburg to North, S. C., built 
in 1913 as part of the plan to construct a railroad from Orange- 
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burg through to Columbia, Charleston and Savannah. The road 
has one locomotive, not paid for, and one passenger car. The 
road issued $100,000 of bonds, $20,000 of which are owned by 
Orangeburg and $80,000 by the Seaboard Air Line. The road 
has never earned fixed charges and owes the Seaboard $40,000 
unpaid rent. The Seaboard also owns $63,000 worth of receiver’s 
certificates. The revenue has not been sufficient to pay fixed 


charges and taxes. The latter have been paid by using money 
due the Seaboard. 





GREENE COUNTY RAILROAD BONDS 


The Greene County Railroad, in finance docket No. 1384, 
has been authorized to issue $75,000 worth of first mortgage 6 
per cent gold bonds, to be pledged to the Secretary of the Treas- 
ury for a loan, and $19,000 worth of bonds, to be delivered in pay- 
ment of debts amounting to $18,890 owed to Forest Greene, the 
president of the road, who owns 98 per cent of the stock. 





LOANS TO RAILROADS 


The Commission has approved a loan of. $700,000 to the Salt 
Lake & Utah to aid the carrier in meeting maturing indebted- 
ness and in making additions and betterments, and a loan of 
$60,000 to the Greene County Railroad Company to aid it in meet- 
ing maturing indebtedness. 


LOAN FOR N. Y. N. H. & H. 


The New York, New Haven & Hartford has applied to the 
Commission for a loan of $8,000,000 to aid it in meeting maturing 
indebtedness and expenditures for additions and betterments. 


PACIFIC CAR DEMURRAGE 
The report of the Pacific Car Demurrage Bureau for April, 
1921, shows 8,843 cars held overtime—a percentage of 06.16— 
against 7,5083—a percentage of 05.94—for April, 1920. 








Docket of the Commission 





Note. Items In the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change tn 
this Docket will be noted elsewhere. 


July 5—Toledo, O.—Examiner Howell: 


l. and S. 1341—Classification ratings on paint or varnish spraying 
booths. 


July 5—Chicago, Ill—Examiner Hosmer: 
12633—The Silica Sand Producers’ Traffic Assn. et al. vs. C. C. C. & 
St. L. et al. . 
12632—The Silica Sand Producers’ Traffic Assn. et al. vs. Pa. R. R. 
et al. 
12642—The Silica Sand Producers’ Traffic Assn. et al. vs. C. & O. 
et al. 
July 6—Argument at Washington, D. C.: 
11003—McGowin Lumber and Expdrt Co. et al. vs. Director General, 
Gulf, Florida & Alabama et al. 
July 6—Washington, D. C.—Examiner Carter: 
12124—W. A. Wimsatt vs. B. & O. et al. 
July 6—Cincinnati, O.—Examiner McQuillan: 


oe Coal Co. vs. Director General, Ohio & Kentucky 
et al. 


July 6—Chicago, Il1l—Examiner Hosmer: 

12640—The Rock Products Traffic League vs. N. Y. C. et al. 

ee ay’ Silica Sand Producers’ Traffic Assn. et al. vs. C. B. & 

. et al. 

July 6—Salt Lake City, Utah—Examiner Eddy: 

12484—Inland Crystal Salt Co. vs. Butte, Anaconda & Pacific et al. 
July 6—Chicago, Ill—Examiner Barclay: 

12066—Construction and repair of railway equipment (locomotive 

equipment of the C. & N. W. Ry.) 


July 6—Ogden, Utah—Commissioner Aitchison: 
12619—The Amalgamated Sugar Co., Inc., 
Western Pacific et al. 
July 7—Cincinnati—Examiner McQuillan: 
* 12593—The Peters Cartridge Co. vs. Director-General, P. R. R. et al. 
July 7—wirmingham, Ala.—Examiner Gaddess: 
* | and S. 1303 (Seventh supplemental order)—Rates to, from and 
between points south of the Ohio River including the Miss. Valley. 
July 7—Argument at Washington, D. C.: 
11424—Boston Wool Trade Assn. vs. Abilene & Southern et al. 
Portions of fourth section applications 345 and 349. 
“i 7—Washington, D. C.—Kixaminer Kephart: 
12547—Mrs. E. F. Berkeley Jones vs. Long Island et al. 
July 7—Indianapolis, Ind.—Examiner Smith: 
12349—Kingan & Co., Inc., vs. Director General. 
July 7—-Atlanta, Ga.—Examiner Kephart: 
1. and S. 1330—Interchange switching at Atlanta, Ga. 
July 7—Minneapolis, Minn.—Examiner Howell: 
1. and S. 1340—Classification ratings on flower and garden seeds. 
July 8—New York, N. Y.—Examiner H. J. Wagner: 
12568—Chevrolet Motor Co. of California vs. Director General et ai. 
12569—Chevrolet Motor Co. of Michigan vs. Director General et al. 
July 8—Argument at Washington, D. C.: 
11287—Traffic Bureau of Nashville et al. vs. Director General et al. 
11523—City of Clarksville, Tenn., et al. vs. Director General et al. 


11562—Walter Cain, Special Auditor of the State of Tennessee, vs. 
Director General et al. 


vs. Director General. 








11562 (Sub. No. 1)—Railroad and Public Utilities Commission of the 
State of Tennessee vs. Director General. 
11050—Stewart Iron Co., Ltd., vs. Pa. R. R. (Western Lines) et al. 
11167—Stewart Iron Co., Ltd., vs. P. & L. E. and Director General. 
July 8—Washington, D. C.—Examiner Kephart: 
12550—The Barrett Co. vs. Director General, Pa. R. R. et al. 
July 8—Savannah, Ga.—Examiner Wagner: 


i. and S. 1336—Naval stores between south Atlantic ports, including 
interior ports. ‘ 
July 8—Minneapolis, Minn.—Examiner Howell: 
1. and S. 1272—Switching and absorption at Minneapolis, Minn., etc. 
July 8—Chicago, Ill—Examiner Barclay: 
12066—Construction and repair of railway equipment (locomotive 
equipment of C. M. & St. P. Ry.) 
July 8—Carson City, Nev.—Commissioner Aitchison: 
12690—Public Service Commission of Nevada vs. Sou. Pac. et al. 
July 9—St. Louis, Mo.—Examiner McQuillan: , 
1. and S. 1259—Acid from Hillsboro, Ill., to Ohio River points. 
July 9—Argument at Washington, D. C.: . 
* | and S. 1280—Rail and water rates from Atlantic seaboard terri- 
tory to T'exas points. 
July 9—Chicago, IIl.—Examiner Hosmer: 
12646—Swift & Co. vs. A. T. & S. F. et al. 
12648—Swift & Co. vs. A. T. & S. F. et al. 
July 9—Chicago, Ill._—Examiner Hosmer: 
* 12398—Armour & Co. et al. vs. A. T. & S. F. et al. (further hearing). 
July 11—New York, N. Y.—Examiner H. J. Wagner: 
12541—Midland Linseed Products Co. vs. Director General et al. 
12663—Midland Linseed Products Co. vs. Director General et al. 
July 11—San Francisco, Calif.—Examiner Eddy: 
12733—Lassen Lumber and Box Co. vs. Director General and Sou. 
Pac. 
July 11—Washington, D. C.—Examiner Kephart: 
12631—McKell Coal and Coke Co. et al. vs. C. & O. et al. 
July 11—Chicago, Ill—Examiner Hosmer: 
12598—Wilson & Co., Inc., of Oklahoma, vs. Director General et al. 
~—_ 11—Duluth, Minn.—Examiner Howell: 
12655—Fitger Brewing Co. vs. Northern Pacific et al. 
12558—Jacobson Bros. vs. Northern Pacific et al. 
July 11—Duluth, Minn.—Examiner Flynn: 
12518—Duluth Brewing and Malting Co. vs. Northern Pacific et al. 
July 11—Vincennes, Ind.—Examiner Smith: 
12553—Indiana Board and Filler Co. vs. Director General et al. 
12553 (Sub. No. 1)—Indiana Board and Filler Co. vs. Director Gen- 
eral et al. 
july 11—Oklahoma City, Okla.—Examiner Hunter: 
12563—Healy & Co. vs. Director General, M. K. & T. Ry. 
en a Mill and Elevator Co. et al. vs. Director General, St. 
L.-S. F. Ry. 
July 11—Parkersburg, W. Va.—Examiner Archer: 
12588—The General Porcelain Co. vs. Director General, B. & O. et al. 
12589—The General Porcelain Co. vs. Director General, B. & O. et al. 
July 11—Chicago, Ill.—Examiner Barclay: 


12066—Construction and repair of railway equipment (locomotive 
equipment of the C. B. & Q. R. R.) 


July 11—Atlanta, Ga.—Examiner W. H. Wagner: 
12233—Hudson Mule Co. et al. vs. A. T. & S. F. et al. Such fourth 
section departures as may exist in the adjustment of rates will be 
considered by the Commission in the disposal of this complaint. 
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e a Certified 


raffic Manager 


Learn By This 
ILA Oulsiiteyed 


/. ‘\ 
Salary $2,500 to $10,000 


A Year and More 


Get into this new big pay field now! The traffic director of a Detroit 
concern earns $19,500 a year—a Cleveland traffic man receives $24,000. 
Of course every man cannot equal these o Ce successes, but number- 
less traffic positions pay from $2,500 to $10,000 a year. The work is 
fascinating and intensely interesting and the rewards are big. Thou- 
cage + at are needed now. Why don’t you qualify for one of these 

pay jo 












Learn in Spare Time 


You can quickly master the secrets of traffic management through 
our simple method of spare time study. The American e Asso- 
ciation staff of experts can qualify you for a good traffic fob. in an 
amazingly short time. You don’t need to take a moment’s time from 
your present work—and after you have qualified we assist you to secure 
a well-paid position. 


Write for Free Illustrated Booklet 


Let us send you this free illustrated book on traffic management and 
traffic opportunities. Find out what we have done for hundreds of suc- 
cessful members and what they say of the A. C. A. Learn how we can 
help yeu to a lasting success and a position of prestige and importance 
Don’t delay! Send us a postal today! Address 


AMERICAN COMMERCE ASSOCIATION 


Dept. 27-A 4043 Drexel Blvd., Chicago, Ill. 












Statistics 


Some, because they do not know of 
their existence, others because they 
cannot afford it or do not care to carry 
book shelves containing the bound vol- 
umes, deprive themselves of desired in- 
formation, such as, for instance, Rail- 
road Earnings, Tonnage, Mileages, etc., 
volume of grain or other shipments 
from specified areas, extent of Imports 
and Exports of certain commodities and 
tariffs applying on same, Revenue Sta- 
tistics of the Treasury Department, etc., 
etc. 


















































Our Statistician can meet your wants 
in this direction. 






“AT YOUR SERVICE” 


SPECIAL SERVICE DEPARTMENT 


The Traffic Service Corporation 
Colorado Bldg. WASHINGTON, D. C. 







THE TRAFFIC 


i, 
na 
Old Glory is now 
on the Seven Seas 


AMERICAN SHIPS ARE AVAILABLE 
FOR YOUR OCEAN VOYAGE 


New combination Passenger and Freight Ships, 
Fast, Luxurious Steamers. 


Key number beside ship’s name indicates operator 
shown bottom of column. 


EUROPE 















































Boulogne and London 
From New York 
July 12—August 16—September 20—Old North State (159). 
June 28—August 2—September 6—Panhandle State (159). 
Bremen and Danzig 
From New York 
July 183—August 30—Hudson (159). 
July 283—September 7—Susquehanna (159). 
June 15—July 28—September 14—October 20—Potomac (159). 
Naples and Genoa 
From New York 
June 30—August 13—September 24—Pocahontas (159). 
Plymouth, Cherbourg and Bremen 
From New York 
June 22—July 23—August 24—September 28—America (159). 
July 30—August 27—September 24—George Washington (159). 


SOUTH AMERICA 


Rio de Janeiro, Montevideo and Buenos Aires. 


From New York 
June 8—Aeolus (91). 


June 29—Martha Washington (91). 


FAR EAST 


Honolulu, Yokohama, Kobe, Shanghai, Manila, Hongkong 
From San Francisco 
July 283—Empire State (105). 
August 6—Golden State (105). 
Yokohama, Kobe, Shanghai, Hongkong, Manila 
From Seattle 
June 18—Keystone State (106). 
July 9—Silver State (106). 
July 30—-Wenatchee (106). 


HAWAII, PHILIPPINES, EAST INDIA 


Honolulu, Manila, Saigon, Singapore, Colombo, Calcutta 
From San Francisco 
July 14—Granite State (105). 
August 13—Creole State (105). 


COASTWISE AND HAWAII 
Havana, Canal, Los Angeles, San Francisco and Hawaiian Islands 
From Baltimore 
COASTWISE 
Havana, Canal, Los Angeles, San Francisco 


From Baltimore 
June 25—Empire State (105). 


































80 Matson Navigation Co. 
120 Market Street, 
San Francisco, Cal. 
26 South Gay Street, Baltimore, Md. 


91 Munson Steamship Line, 
67 Wall Street, N. Y., 
Tel. Bowling Green 3300. 


105 Pacific Mail S. S. Co. 

10 Hanover Sq., N. Y. 

Tel. Bowling Green 4630. 

621 Market Street, San Francisco, Cal. 
106 The Admiral Line, 

17 State Street, N. Y. 

Tel. Bowling Green 5625. 

L. C. Smith Bldg., Seattle, Wash. 
159 U. S. Mail S. S. Co., Ince., 
45 Broadway, N. Y., 
Tel. Whitehall 1200. 
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July 12—St. Louis, Mo.—Examiner McQuillan: 
12594—Walter A. Zelnicker Supply Co. vs. Director General et al. 
12536—The Automobile Gasoline Co. vs. Director General et al. 


—_ 12—Chicago, Ill.—Examiner Hosmer: 
12667—Poehlmann Bros. Co. et al. vs. Director General et al. 
12668—Poehlmann Bros. Co. et al. vs. Director General et al. 


July 12—Duluth, Minn.—Examiner Flynn: 
12329—Oliver Iron Milling Co. vs. Director General and D. M. & N. 
12339—Minnesota Steel Co. vs. Director General and D. M. & N. 


July 12—New York, N. Y.—Examiner H. J. Wagner: 
12606—Standard Shipbuilding Corporation vs. Director General et al. 


July 13—San Francisco, Cal.—Commissioner Aitchison: 
* 12830—Klamath County Chamber of Commerce vs. Sou. Pac. 
9294—Portland Traffic and Transportation Assn. vs. Sou. Pac. and 
Director General. 
9434—Portland Traffic and Transportation Assn. vs. Sou. Pac. et al. 
9472—Medford Commercial Club vs. Sou. Pac. and Director General. 


July 13—Terre Haute, Ind.—Examiner Smith: 
12654—Terre Haute, Indianapolis & Eastern Tract. Co. vs. Director 
General, 0. C. C. & St. L. et al. 


July 13—Chicago, Ill—Examiner Hosmer: 
12624—O-So-Ezy Products Co. et al. vs. Director General et al. 
Such fourth section departures as may exist in the adjustment of 
rates will be considered by the Commission in the disposal of 
this complaint. 


July 13—Argument at Washington, D. C.: 
11378—Oliver Iron and Steel Co. vs. P. & L. E. et al. 


July 13—New York, N. Y.—Examiner H. J. Wagner: 
12603—Central New Jersey Coal Exchange, Inc., vs. P. & R. et al. 
July 13—Argument at Washington, D. C.: 
a Van Dusen Harrington Co. et al. vs. Director General 
et al. 
July 13—St. Louis, Mo.—Examiner McQuillan: 
12645—Certain-teed Products Corporation vs. C. R. I. & P. et al. 
— Girardeau Portland Cement Co. vs. Director General 
et al. 
July 13—Chicago, Ill—Examiner Hosmer: 
12597—O-So-Ezy Products Co. et al. vs. Director General et al. 
July 13—Pittsburgh, Pa.—Examiner Archer: 
12549—Gulf Refining Co. of La. vs. Director General et al. 
12549 (Sub. No. 1)—Gulf Refining Co. of La. vs. Director General 


et al. 
12596—Pressed Steel Car Co. vs. Director General, B. & O. et al. 
July 14—New York, N. Y.—Examiner H. J. Wagner: 
12613—Indian Refining Co., Inc., vs. Director General et al. 
July 14—Argument at Washington, D. C.: 
11048—The Alabama Co. et al. vs. Director General et al. 
12018—The City of New Albany, Ind., and Robert W. Morris vs. 
Louisville & Northern Ry. and Lighting Co. 
12018 (Sub. No. 1)—Chamber of Commerce et al. vs. Louisville & 
Northern Ry. and Lighting Co. 


July 14—Oklahoma City, Okla.—Examiner Hunter and Commissioner 


Lewis: 
12753—Oklahoma rates and charges. 
July 14—Chattanooga, Tenn.—Examiner W. H. Wagner: 
12590—Lookout Paint Manufacturing Co. vs. Director General et al. 
July 14—Pittsburgh, Pa.—Examiner Archer: 
12607—Homestead Valve Mfg. Co. vs. Director General et al. 
12551—Melcroft Coal Co. vs. Director General et al. 
July 14—Chicago,: Ill._—Examiner Hosmer: 
12614—The Chicago Live Stock Exchange vs. Director General et al. 
July 15—Chicago, Ill.—Examiner Hosmer. 
l..and S. 1352—Southern quarantine cattle at Jersey City, N. J., 
and New York, N. Y. 
July 15—Philadelphia, Pa.—Examiner Satterfield: 
12581—John Lucas & Co., Inc., vs. Director General et al. 
12657—John Lucas & Co., Inc.. vs. N. Y. C. et al. 
July 15—Argument at Washington, D. C.: 
* or National Live Stock Shippers’ League et al. vs. A. T. & 
. BF. Ot al. 
July 15—New York, N. Y.—Examiner H. J. Wagner: 
12622—The Continental Paper Co. et al. vs. Director General et al. 
~~ 15—Pittsburgh, Pa.—Examiner Archer: 
12529—Wayne Coal Co., Inc., vs. Director General and P. & W. Va. 
12529 (Sub. No. 1)—Wayne Coal Co., Inc., vs. P. & W. Va. 
12225—Pittsburgh Steel Co. vs. Director General et al. 
July 15—Galesburg, Ill.—Examiner Smith: 
12626—Canton Coal Co. vs. T. P. & W. et al. 
July 15—Birmingham, Ala.—Examiner W. H. Wagner: 
12534—Baker-Reid Lumber Co. et al. vs. B. & O. et al. 
July 15—Minneapolis, Minn.—Examiner Flynn: 
12426—Acme Fruit Co. et al. vs. Canadian Pacific et al. 
July 15—Butte, Mont.—Examiner Howell: 
12571—Joseph Russell, doing business under name of Auto Gas and 
Oil Co., vs. Director General, O. S. L. et al. 
July 16—Columbus, Ga.—Examiner Wagner: 
12650—Hardaway Contracting Co. vs. Georgia Southwestern & Gulf. 
July 16—New York, N. Y.—Examiner Wagner: 
12620—National Assn. of Waste Material Dealers, Inc., vs. Ann 
Arbor et al. 
July 16—Argument at Washington, D. C.: 
11608—Pioneer Lumber Co. et al. vs. Director General et al. 
11189—Pacific Portland Cement Co., Consolidated, vs. Director Gen- 
eral and Sou. Pac. 
11848—Apache Cotton Oil and Mfg. Co. vs. Director General et al. 
July 16—Ft. Worth, Tex.—Examiner Hunter: 
a yaaa Publishing Co. et al. vs. Ahnapee & Western 
et al. 
12651—Wortham Carter Publishing Co. et al. vs. A. T. & S. F. et al. 
July 16—Chicago, Ill—Examiner Hosmer: 
12583—Morris & Co. vs. Director General, Mo. Pac. et al. 
July 18—Argument at Washington, D. C.: 
11627—Barnett Lumber Co. vs. Director General et al. 
11877—Burns & Hancock Fire Brick and Clay Co. vs. Director Gen- 
eral and C. & EB. 1. R. R. 
July 18—Chicago, Ill—Examiner Hosmer: 
12575—Selz-Schwab & Co. vs. C. & N. W. and Director General. 
July 18—New Orleans, La.—Examiner W. H. Wagner: 
12570—Southern Pine Assn. et al. vs. Director General et al. 
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July 18—Kansas City, Mo.—Examiner McQuillan: 
12659—The Kaw River Sand and Material Co. et al. vs. A. T. & 


S. F. et al. 

ber ey es River Sand and Material Co. et al. vs. A. T. & 
. F. et al. 

Lae 2 Ta Kaw River Sand and Material Co. vs. Director General 
et al. 


July 18—Fort Worth, Texas—Examiner Hunter: 

11764—In the matter of intrastate rates within the state of Texas. 

8418—Railroad Commission of Louisiana vs. Arkansas Harbor Ter- 
minal Co. et al. 

3918—Railroad Commission of Louisiana vs. St. L. S. W. et al. 

8920—Railroad Commission of Louisiana vs. St. L. S. F. & T. et al. 

l. and S. 710—Eastern Texas class rates. 

1. and S. 729—Class rates to Shreveport, La. 


July 18—Allentown, Pa.—Examiner Satterfield: 
12638—V. G. Tice vs. Director General and Lehigh Valley. 
12638 (Sub. No. 1)—V. G. Tice vs. Lehigh Valley. 


July 18—Dubuque, Ia.—Examiner Smith: 
12625—Corn Belt Packing Co. et al. vs. Ann Arbor et al. Such 
fourth section departures as may exist in the adjustment of rates 
beac be considered by the Commission in the disposal of this com- 
plaint. 


~— 18—Ft. Worth, Tex.—Examiner Hunter: 
12664—A. A. Jackson & Co. et al. vs. A. C. L. et al. 


July 18—Portland, Ore.——Examiner Howell: 
12608—Western Pine Lumber Co. vs. Director General and S. P. & S. 
12647—Pacific Grain Co. vs. 0.-W. R. & N. Co. 


July 19—Argument at Washington: : 

11732—United Paper Board Co., Inc., vs. Illinois Central, Director 
General et al. 

11732 (Sub. No. 1)—Same vs. Chicago & Alton, Director General et al. 

12035—The National Refining Co. vs. Director General, Louisville & 
Nashville et al. ; 

es lee Oil Co. vs. Director General, Chesapeake & Ohio Ry. 
et al. 


July 19—Kansas City, Mo.—Examiner McQuillan: 
12660—Missouri Valley Assn. of Sand and Gravel Producers vs. Ar- 
kansas Valley Interurban Ry. et al. 


July 19—Scranton, Pa.—Examiner Satterfield: 
12587—Megargee Bros., Inc., vs. D. & H. Co. et al. 
12587 (Sub. No. 1)—Megargee Bros., Inc., vs. Director General. 
~~ Ill.—Examiner Hosmer: 
12577—Continental Motors Corporation vs. C. B. & Q. et al. 
12577 (Sub. No. 1)—Reo Motor Co. vs. C. B. & Q. et al. 
12602—Manhattan Electrical Supply Co., Inc., vs. American Ry. Ex- 
press Co. et al. 
July 19—Ft. Worth, Tex.—Examiner Hunter: 
13669—Texas Grain Dealers’ Assn. et al. vs. Abilene & Southern 
et al. Such fourth section departures as may exist in the adjust- 
ment of rates will be considered by the Commission in the disposal 
of this complaint. 


July 20—Washington, D. C.—Examiner Kephart: 
ee Coal Products Corp. vs. Director General, P. 
- R. et al. 
12545—The Hebard Cypress Co. vs. Aberdeen & Rockfish R. R., 
Director General et al. Such fourth section departures as may 
exist will be considered in the disposal of this complaint. 
July 20—Chicago, Ill._—Examiner Hosmer: 
12636—Hunt, Helm, Ferris & Co. vs. C. & N. W. et al. 
July 20—Buffalo, N. Y.—Examiner Archer: 
12600—The Welch Grape Juice Co., Inc., vs. A. C. L. et al. 
July 20—Portland, Ore.—Examiner Howell: 
12673—Dubois Mill Co. vs. S. P. & S. Ry. 
12693—Portland Traffic and Transportation Assn. et al. vs. S. P. & 
S. Ry. et al. 
July 20—Argument at Washington, D. C.: 
1. and S. 1303—Rates, to from and between points south of the Ohio 
River, including the Mississippi valley. 
July 21—New Orleans, La.—Examiner W. H. Wagner: 
*12842—Rates and charges of the Pullman Co. in the State of La. 
July 21—Kansas City, Mo.—Examiner McQuillan: 
9758—South St. Joseph Live Stock Exchange vs. C. B. & Q. and 
Director General. 
9928—Kansas City Live Stock Exchange vs. C. B. & Q. and Director 
Generai. 
July 21—Buffalo, N. Y.—Examiner Archer: 
12560—Lackawanna Steel Co. et al. vs. Director General et al. 


* % 


*# eee 


* July 21—Sioux City, Ia.—Examiner Smith: 


12554—Interstate Oil Co. et al. vs. Director General et al. 
July 22—Burlington, Vt.—Examiner Satterfield: 
1. and S, 133i—Minimum requirement on L. C. L. milk and cream 
shipments, 
July 22—Chicago, Ill—Examiner Hosmer: 
12537—Swift & Co. vs. Director General, C. B. & Q. et al. 
12544—Swift & Co. vs. Director General, Erie et al. 
~_ 22—Tacoma, Wash.—Examiner Howell: 
12615—F. S. Harmon vs. Nor. Pac. et al. 
Portions of Fourth Section Application 205—R. H. Countiss. 
12643—F.. S. Harmon & Co. vs. P. C. C. & St. L. et al. 
July 22—Dallas, Tex.—Examiner Hunter: 
=e Petroleum Co. vs. Director General, N. O. & N. E 
et al. 
12566—Maenolia Petroleum Co. vs. Director General et al. 
=r No. 1)—Magnolia Petroleum Co. vs. Director General 
et al. 
July 22—Seattle, Wash.—Commissioner Aitchison: 
I, and S. 1338—Class and commodity rates between north Pacific 
coast points. 
a 23—Omaha, Neb.—Examiner Smith: 
12535—The Fairmont Creamery Co. vs. Director General et al. 
12535 (Sub. No. 1)—Hastings Gas Co. et al. vs. A. T. & S. F. et al. 
12532—The Fairmont Creamery Co. vs. C. B. & Q. 
July 23—Tacoma, Wash.—Examiner Howell: 
12735—Washington Mfg. Co. vs. O.-W. R. & N. Co. and Director 
General. 
July 25—Argument at Washington, D. C. 
* 11662—Charleston Mining and Manufacturing Co. vs.; Director-Gen- 


eral. 
11790 The Rock Products Traffic League, Chicago, vs. C. B. & @ 
et al. 
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THE TRAFFIC WORLD 


Let Us Handle Your Stocks of Merchandise for Distribution Throughout the 
South and Southwest. Concentrate Your Mexico Shipments at Galveston 


Storage 


Modern 


lorwarding Facilities 


B Clean and Well 
Ventilated 
Warehouses 





Reinforced Concrete Warehouses. Eight compartments separated by 14-inch fire walls. A.D.T. Watchman Service. LOW INSURANCE RATES. 
The upper story of our warehouse, having approximately 200,000 sq. ft. floor space, is devoted entirely to the handling of merchandise distribution 
freight. It is 25 feet above normal "tide, insuring you absolute safety from hazards of all kinds. 


COTTON CONCENTRATION COMPANY, Inc.‘ S,2iE%; Myrssst; GALVESTON 


eatin of the American Warehouseman’s Association 


GALVESTON 


The Stone Forwarding Corporation 


220—21st Street 


Ocean Freight Brokers and Forwarding Agents 


Licensed Customs Brokers 


Shipping agents attending to all details pertinent to the movement of export 
and import shipments. 


Ocean freight engaged and freight rates quoted on any and all steamers 
sailing from this port. 


A fully equipped department is maintained for the handling of custom 
house entries and clearances. 


An organization trained and experienced in the handling of shipments thru 
this port insuring a dependable and unsurpassed service. 


Write for a copy of our latest sailing schedule covering 
all sailings from Galveston, Texas City and Houston. 
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11799—The Rock Products Traffic League, Chicago, vs. C. B. & Q. 


et al. 
ee Rock Products Traffic League, Chicago, vs. C. R. I. & P. 
eU al. 


11876—Ideal Fuel Co. vs. Director General. 


July 25—New Orleans, La.—Examiner Wagner: 
12478—Allowances of mileage for Mississippi River crossings. 
12009—Natchez Chamber of Commerce vs. Nathez & Southern et al. 


July 25—Chicago, Ill.—Examiner Hosmer: 


* 11074—Jones & Laughlin Ore Co. et al. vs. Director-General, C. M. & 
St. P. et al. 


July 25—Boston, Mass.—Examiner Satterfield: 
1. and S. 1345—Express rates on Bangor & Aroostook R. R. in Maine. 


July 25—Atchison, Kan.—Examiner ~~ a 
12653—The Mangelsdort Seed Co. vs. A. T. & S. F. et al. 
12653 (Sub. No. 1)—The Mangelsdorf Seed Co. vs. Director General. 


July 25—Chicago, Ill.—Examiner Hosmer: 
12071—Adriatic Mining Co. et al. vs. C. & N. W. et al. 


-_ 25—Omaha, Neb.—Examiner Smith: 
12556—J. F. Bloom & Co. vs. Director General et al. 
12572—Standard Chemical Mfg. Co. vs. Director General et al. 


ou 25—Austin, Tex.—Examiner Hunter: 
574—Spinnler & Co. vs. Director General. G. H. & S. A. Ry. et al. 


12649—The State Highway Department of Texas vs. P. C. C. & 
St. L. et al. 


ae 25—Tacoma, Wash.—Examiner Howell: 
749—Murphy Mfg. Co. vs. 0.-W. R. & N. Co. et al. 
12758—Bilrowe-Alloys Co. vs. Director General et al. 


July 26—Omaha, Neb.—Examiner Smith: 
12573—Sprague Tire & Rubber Co. vs. Director General, U. P. et al. 


July 26—Boston, Mass.—Examiner Satterfield: 
12604—North Packing & Provision Co. et al. vs. Director General, 
Boston & Maine et al. 
12604 (Sub. No. 1)—North Packing & Provision Co. et al. vs. Di- 
rector General, Union Freight R. R. et al. 
12604 (Sub. No. 2)—North Packing & Provision Co. vs. 
General, Boston & Albany et al. 


July 26—Auburn, N. Y.—Examiner Archer: 
12610—Albert H. Traphagen et al. vs. Lehigh Valley. 
12634—Hewitt-Wilcox Coal Co. et al. vs. Director General et al. 


July 27—Kansas City, Mo.—Examiner McQuillan: 
12639—The F. B. Clay Grain Co. et al. vs. A. T. & S. F. et al. 


July 27—Boston, Mass.—Examiner Satterfield: — 
12210—American Fruit & Vegetable Shippers’ Assn. et al. vs. Bangor 
& Aroostcok et al. 
July 27—Beaumont, Texas—Examiner Hunter: 
* 11764—In the matter of intrastate rates within the state of Texas. 
July 27—Omaha, Neb.—Examiner Smith: 
12605—'T'he Refinite Co. vs. Director General and C. B. & Q. 


Director 
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be ee eee « Sherwood Lumber Co. et al. vs. Director General, 
N. ¥.:6 eta 


July 27—Auburn, N. Y.—Examiner Archer: 
12656—Michael S. Goss et al. vs. Director General, L. V. et al. 


~— 27—Seattle, Wash.—Examiner Howell: 
12623—Pacific Coast Shippers’ Assn., Inc., 
eral et al. 
12700—Pacific Coast Shippers’ Assn, Inc., et al. vs. Director Gen- 
eral et al. 


12700 (Sub. No. 1)—Washington Cedar and Fir Products Co. 
vs. Director General et al. 

12700 (Sub. No. 2)—Pacific Coast Shippers’ ‘Assn., Inc., et al. vs. 
Director General et al. 


12700 (Sub. No. 3)—The Henry D. Davis Lumber Co. 
rector General et al. 


July 27—Beaumont, Tex.—Examiner Hunter: 
12555—Interstate Rice Milling Co. vs. Director General et al. 
12586—Interstate Rice Milling Co. vs. Director General et al. 


July 27—Salt Lake City, Utah—Public Utilities Commission of Utah: 
Finance Docket 36—Application of the Utah Terminal Ry. Co. for a 
certificate of public convenience and necessity. 


July 27—Tacoma, Wash.—Commissioner Aitchison: 
12562—Carstens Packing Co. vs. Director General, 
et al. 


July 28—Richmond, Va.—Examiner Keeler: 
* 12579—The Mathieson Alkali Works, Inc., et al. vs. C. C. & O. et al. 
July 28—Seattle, Wash.—Examner Howell: 
12744—A. C. Dutton Lumber Corp. et al. vs. Director General, Aber- 
deen & Rockfish R. R. et al. 
July 28—Beaumont, Tex.—Examiner Hunter: 
12548—Beaumont Chamber of Commerce vs. Director General et al. 
July 29—Seattle, Wash.—Examiner Howell: 
ae 9 teenies Lumber Export Co., 
et a 
July 29—Portland, Ore.—Commissioner Aitchison: 
9177—Empress Coal Co. vs. O.-W. R. & N. Co. et al. 
9468—Empress Coal Co. et al. vs. Sou. "bar et al. 
July 30—Lincoln, Neb.—Examiner Smith: 
12662—Farmers’ Grain Co. vs. C. R. I. & P. 
July 30—Seattle, Wash.—Examiner Howell: 
= So. Morgan Lumber Co., Inc., vs. Director General and 
or 
12768—Electric Point Mining Co. vs. Director General. 
July 30—Little Rock, Ark.—Examiner Hunter: 
12531—Arkansas Natural Gas Co. vs. Director General et al. 
=a -operative Oil and Paint Co. et al. vs. Director General 
et al. 
August 4—Portland, Ore.—Examiner Howell: 
1. & S. 1346 and first suspended order—Lumber and other com- 
modities between El Paso, Tex., and points in Oregon, Washington 
and Idaho. 
Sept. 1—New York, N. Y.—Examiner Quirk: 
12773—Union Sulphur Co. vs. Ahnapee & Western et al. 
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Camas Prairie 


Inc., vs. Director General 





DIRECTORY OF ATTORNEY 


PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 





CHAS. E. WALLINGTON 


Attorney at Law and Counsellor In 

Interstate and Foreign Commerce 
Specialist & Counsellor 
Bate Analysis—Claims 
Transportation 


Trackage Arrangements— 
General Matters Relating to State, Bu" 
Interstate and Foreign Commerce 


Demurrage, FOLEDO, OHIO 
a 7 414 The Arcade 





CHARLES H. LAMPEN 


Commerce Counselor 


All phases of Traffic 
and Transportation 


KARL KNOX GARTNER 


See 2 nee pet ee oe ae, ee 
Commerce Commission, 7m, a) thereto engaged in the 
practice of law at Louisville, Ky 

Special attention te matters ae the Interstate 
Commerce Commission, Income Tax Unit, Federal! 
Trade Commission, United States Shipping Board, 
Federal Courts. 


701-706 WOODWARD BLDG., WASHINGTON 


CLEVELAND, O. 





GEORGE N. BROWN GEORGE L. BOYLE 


BROWN & BOYLE 
Attorneys and Counsellors at Law 


Special attention to Freight Rate Adjustments 
and Practice before the Interstate 
Commerce Commission. 


Southern Buildin Washington, D. C 
Telephone Main 2702 


CHAS. E. 





COTTERILL 


COMMERCE COUNSEL 
Suite 1120 Hurt Building 
ATLANTA, GA. 


Wilbur LaRoe, Jr. 


Commerce Counsel 


Southern Bullding Washington, D.C. 





GEO. T. BELL 


COMMERCE COUNSEL 

1919-1921, Executive Vice-President, North- 

ern West Virginia Coal Operators’ Associa- | jy 
tion; 1914-1919, Attorney-Examiner, Inter- 
State Commerce Commission; 1909-1919 
Commerce Counsel for various commercial 
aaa and shippers of Missouri River 
cities. 


MUNSEY BUILDING, WASHINGTON, D. C. 


ARTHUR HALE 


UNION TRUST BUILDING 
FIFTEENTH AND H STREETS 


WASHINGTON, D. C. 
TELEPHONE MAIN 7855 
Agent and attorney for carriers before the Interstate 
Commerce Commission, Railroad Administration, etc.; 
Rates and Divisions, Private Cars, Weighing; 
Per Diem Reclaim, Demurrage and Valuation; 
Claims under the Federal Control and Transportation fate. 


CLYDE N. THOMPSON 
INDUSTRIAL TRAFFIC MANAGER 


Traffic and Transportation matters. 
Traffic Service Rendered on monthly 
basis. Correspondence solicited. 


MOREHEAD, KY. 


ATTORNEY AT LAW 
Colorado Buliding, Washington, D. C. 
Former Member of the Department of Justice as 
Solloltor of Internal Revenue 
Interstate Commerce Litigation a 


Specialty 


EDWARD A. HAID 


ATTORNEY AT LAW 
1411-16 Liberty Central Trust Bullding, 
St. Louls, Mo. 


Special attention to matters before Inter- 
state Commerce and State Commissions and 
railroad and rate litigation and claims. 





Bureau of Commerce and Research 


TRAFFIC CONSULTANTS 
Statistical and Research Engineers 
Complete traffic manager service. Preparation and 
presentation of cases before the Interstate Commerce 
Commission and all Government Departments. 
Charts, Graphics and Exhibits prepared. 
Research work of any character. 


726 Fourteenth St., N. W. Washington, D. C. 
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418-430 S. MARKET STREET 








Mip.West Box Company 


Look for Use 
the ST Triple Tape 
Trade Mark Corners 





Corrugated 
Fibre-Board 


Products 


Solid Fibre 


Containers 


MID-WEST Products are engineered 
to QUALITY. 


We maintain a systematized inspection 
service covering machines, raw mate- 
rials and finished product to insure 
quality, and a corps of experienced 
package designers to help our custom- 
ers solve their packing problems. 


MID-WEST TRIPLE TAPE COR- 
NERS prevent peeling and splitting. 


Our DOUBLE WALL Corrugated 
Boxes are the best for EXPORT and 
long distance shipping. 





GENERAL OFFICES: 
1337 Conway Building Chicago, III. 











FACTORIES: 


Fairmont, W. Va. 
Cleveland, Ohio Kokomo, Ind. 





Anderson, Ind. 
Chicago, Ill. 











We operate our own boxboard and strawboard mills 
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Dependable 
Trans-Pacific Freight Service 


REGULAR SERVICE operator Stiieca stitee Siipsing Boara. FREQUENT SAILINGS 
From SEATTLE To : 
Yokohama, Kobe, Shanghai, Hong Kong, Manila, Singapore, 
Dairen, and *Vladivostock 


*Vessels will make direct call if offerings justify. 


SAILINGS FROM SEATTLE 


Frequ ent **SS SILVER STATE, July 9 **SS KEYSTONE STATE, July 30 

. SS EDMORE, July 20 **SS WENATCHEE, Aug. 27 
Coas twise **Combination freight and passenger (Length 535 feet; 21,000 tons displacement; speed 17}4 knots). | 
Sailings From PORTLAND To 

BETWEEN Yokohama, Kobe, Shanghai, Hong Kong, Manila and Dairen 
oan tl T Direct connections at Hong Kong with Feeder service to Saigon, Singapore, Samarang, Soerabaia, and way ports. 
Viet me eat SAILINGS FROM PORTLAND 
—— eee SS ABERCOS, July 22. SS PAWLET, August 30 SS COAXET, Sept. 14 


Portland, San Francisco, 


“ For Sailing Dates, Rates, Detailed Information Apply to 
San Diego, Los Angeles, 142 South Clark Street, Chicago 17 State Street, New York 
and all M. J. WRIGHT, Freight Traffic Manager, Seattle 
Alaska Points. L. L. BATES, Foreign Freight Agent, Seattle 


All Cities Pacific Coast and Orient 


AMERICAN OWNED AND OPERATED 


The ADMIRAL LINE 


ANYWHERE ON THE RACIFIC 
PACIFIC STEAMSHIP COMPANY 
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Special Construction 


ce for Special Needs 


Above, an all-steel, hopper-bottom, self-clearing, im- 
pervious box car for shipping nitrates, pigments or any ~ 
other finely powdered commodity requiring protection 

ILINGS from the elements ; built by The General American Car 
Company for a leading manufacturer of chemical fertil- 
izers. Quick acting loading and unloading devices and 
weatherproof construction make practicable the ship- 
ment of the substances in bulk, eliminating the use of 
sacks. 

In addition to designing, building and repairing all 

types of cars, the Company has always been a pioneer 

in developing and perfecting those betterments in de- 
sign that make for cheaper and quicker transportation. 


iren As an incident to their service to the railroads, the 
rts. shippers and the public, General American engineers in- 
vite purchasing agents and railroad executives, as well 
as manufacturers, to consult them at any time on any 
question of car building, no obligation being entailed. 


Subsidiary of the General American Tank Car Corporation 


General Offices: Harris Trust Bldg., Chicago, U. S. A. 
i Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
Sales Offices: 17 Battery Place, New York; 24 California St., San Francisco 
Cable Address: “‘Gentankar, Chicago.” All Codes 
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‘ew York 


OR EVERY INDUSTRY 
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U. S. Mail Steamers Twin Screw American Steamers 


New York Hamburg 
Philadelphia vo Rotterdam 


Amsterdam 


‘San Pedro San Pedro 
New York To|5au Francisco Mobile To) 5an Francisco 
Philadelphia _ Seattle New Orleans Seattle 

Portland Portland 






Through Bills of Lading issued to and from Hawaiian Islands and North Pacific Ports 


GENERAL OFFICES: 44 Whitehall Street, New York 





Marquette Bldg. 





Lafayette Bldg. 





Central Bldg. Merchants Exchange 
Chicago Philadelphia Los Angeles San Francisco 
Pierce Building Mobile Liners, Inc., Agents A. Le Blanc, Agent Metropolitan Life Bldg. 
St. Louis 





Mobile, Ala. New Orleans, La. 







Minneapolis 


PAGE & JONES 


Ship Brokers and 
Steamship Agents 


Mobile, Alabama, U. S. A. 














Regular monthly service, Mobile, Pensacola 
or Gulfport to Antwerp, Ghent, Rotterdam, 
Amsterdam and French Atlantic ports. 
Mobile/West African ports, via Azores, 
Madeira Islands and Canary Islands. 


Regular service, Mobile to all United States 
Pacific Coast ports. 


St. Louis Office: Birmingham Office: 
1217 Pierce Building 424-425 Chamber of Commerce Bldg. | 


IRVING H. HELLER, Manager GEORGE C. McLAUGHLIN, Manager 


